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MARTIN  A.  KNAPP,  op  New  York,  Chairman. 
JUDSON  C.  CLEMENTS,  of  Georgia,  Chairman. 
CHARLES  A.  PROUTY,  op  Vermont. 
FRANCIS  M.  COCKRELL,  op  Missouri. 
FRANKLIN  K.  LANE,  of  California. 
EDGAR  E.  CLARK,  op  Iowa. 
JAMES  S.  HARLAN,  op  Illinois. 
CHARLES  C.  McCHORD,  op  Kentucky. 
BALTHASAR  H.  MEYER,  op  Wisconsin. 

EDWARD  A.  MOSELEY,  Secretary. 


December  31,  1910,  Chairman  Knapp  resigned  from  the  Commis- 
sion and  the  term  of  Commissioner  Cockrell  expired;  on  that  date 
Commissioners  McChord  and  Meyer  were  inducted  into  office. 

January  13,  1911,  Commissioner  Clements  was  made  Chairman. 

April  18,  1911,  Secretary  Moseley  died. 
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REPORTS. 


No.  3262. 
EMPIRE  WALL  PAPER  (X)MPANY 

V. 

BOSTON  &MAINE  RAILROAD  ET  AL. 


SuJbmitUd  September  19, 1910.    Decided  December  It^  1910. 


Under  the  curcmnfltances  diflclosed  by  the  record  in  this  case  the  Gommisnon  is  unable 
to  find  that  the  initial  carrier  was  under  the  duty  of  routing  the  shipment  other 
than  as  indicated  in  the  shipper's  instructions.    Complaint  dismissed. 

Lewis  Voightf  jr.,  and  WUliam  J.  Janes  for  complainant. 

Edgar  J.  Rich,  by  Edward  A.  Haid,  for  Boston  &  Maine  Railroad. 

Rbpobt  of  the  Commission. 

Clbments,  Commissioner: 

Complainant  corporation  asks  reparation  amounting  to  $25.59  for 
alleged  misrouting  of  a  carload  of  paper  hangings  shipped  September 
18,  1908,  from  Worcester,  Mass.,  to  St.  Louis,  Mo.  Complaint  was 
filed  April  25,  1910.  The  shipment  was  delivered  to  the  Boston  & 
Maine  Railroad  at  Worcester,  the  car  being  loaded  upon  one  of  its 
switch  tracks.  The  instructions  given  by  the  shipper  were  as  fol- 
lows :  " B.  &  M.,  Cumberland  Oap  Desp."  It  was  the  intention  of  the 
shipper,  understood  by  the  carrier,  that  the  above  instructions  caUecl 
for  the  transportation  of  the  shipment  via  the  Boston  &  Maine  Rail- 
road and  the  steamship  and  rail  lines  forming  the  through  route 
known  as  the  Cumberland  Oap  Despatch.  The  shipment  was  carried 
by  the  Boston  &  Maine  Railroad  from  Worcester  to  Boston,  Mass., 
where  it  was  delivered  to  the  Cumberland  Oap  Despatch  lines  for 
further  transportation  to  St.  Louis.  Via  the  route  the  shipment 
moved  the  rate  published  and  collected  was  53  cents  per  100  poimds. 

On  the  date  of  the  movement  of  this  shipment  the  Boston  &  Maine 
Railroad  had  in  effect  a  rate  of  1}  cents  per  100  pounds  for  the  trans- 
portation of  property  in  carloads  from  its  tracks  to  its  connection 
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the  New  York,  New  Haven  &  Hartford  Railroad  at  Worcester. 
At  the  same  tinie  the  Cumberland  Gap  Despatch  had  in  effect  a  rate 
of  45  cents  from  points  on  the  New  Yoik,  New  Haven  &  Hartford 
Railroad  at  Worcester  to  St.  Louis,  Mo.,  via  the  New  York,  New 
Haven  &  Hartford  Railroad  to  Providence,  R.  I.,  and  the  Cumberland 
Gap  Despatch  beyond.  The  tariffs  naming  this  rate  further  specified 
that  switching  chaiges  of  the  Boston  &  Maine  Railroad  at  various 
points,  including  Worcester,  should  be  absorbed  in  the  45-cent  rate. 
The  New  York,  New  Haven  &  Hartford  Railroad,  however,  appears 
not  to  have  been  a  party  to  the  last-mentioned  tariffs,  the  offer  really 
being  that  the  Cumberland  Giq>  Despatch  operating  from  Providence 
to  St.  Louis  would  aljsorb  the  cost  of  bringing  the  property  from 
Worcester  to  Providence. 

It  is  the  complainant's  contention  that  the  Boston  &  Maine  Bail- 
road,  under  this  state  of  facts,  was  legally  bound  to  switch  the  ship- 
ment in  question  to  the  New  York,  New  Haven  &  ELartford  Railroad 
at  Worcester  for  transportation  via  Providence  under  the  45-cent  rate. 
This  contention  we  can  not  sustain.  The  routing  instructions  giv^i 
were  followed.  No  rate  was  indicated  in  the  instructions  nor  was  the 
initial  carrier  in  any  way  notified  that  the  shipper  looked  to  it  to 
secure  a  lower  rate  via  any  other  route  than  the  one  indicated.  Upon 
these  circumstances  we  do  not  find  that  the  initial  carrier  was  under 
the  duty  of  routing  the  shipment  other  than  as  indicated  in  the 
shipper's  instructions. 

The  complaint  will  be  dismissed. 

20 1.  C.  C.  Bep. 
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Na  2798. 
CITY  OF  ASHLAND 

V. 

NEW  YORK  CENTRAL  &  HUDSON  RIVER  RAILROAD 

COMPANY  ET  AL. 


BuhwUtted  November  1,  1910.    Decided  December  12,  1910. 


Maintenance  of  rail-lake-and-rail  rates  from  eastern  points  to  Ashland,  Wlsu 
which  are  higher  per  100  pounds  than  rail-and-lake  rates  from  same  points 
of  origin  to  Daluth,  Minn.,  is  not  prohibited  by  act  to  regolate  commerce. 

W.  8.  Cate  and  A.  TT.  Sanhom  for  complainant. 
O.  E.  Butterfield^  Ilenry  Wolf  Bikle,  and  Clyde  Brawn  for  de- 
fendants. 

Report  of  thb  Commission. 

Knapp,  Chairman: 

The  city  of  Ashland,  in  the  state  of  Wisconsin,  alleges  that  defend- 
ants subject  it  to  undue  disadvantage,  and  give  unreasonable  prefer- 
ence to  Duluth,  Minn.,  and  Superior,  Wis.,  by  the  maintenance  of 
rates  for  the  transportation  of  freight  by  rail  and  lake  fr(Mn  New 
York,  Pittsburg,  and  other  eastern  points  to  Duluth  and  Superior 
which  are  less  per  100  pounds  than  the  rates  charged  for  transporta- 
tion from  the  same  points  by  rail-lake-and-rail  to  Ashland. 

Ashland  is  a  city  of  about  15,000  inhabitants  on  the  southern  shore 
of  Lake  Superior,  75  miles  east  of  Duluth  by  rail.  In  1896  the 
defendant  lake  lines,  the  Western  Transit  Company  and  the  Erie  ft 
Western  Transportation  Company,  discontinued  their  service  to  Ash- 
land, which  for  many  years  had  been  a  port  of  call.  Prior  to  the 
withdrawal  of  the  lake  lines,  and  for  two  years  thereafter,  Ashland 
enjoyed  the  same  rail-and-lake  rates  from  eastern  points  as  Duluth. 
Since  the  spring  of  1898  traffic  shipped  from  the  east  to  Ashland  via 
the  lake  lines  has  been  carried  to  Duluth  by  water  and  thence  by  rail 
to  Ashland  under  joint  rail-lake-and-rail  rates,  which  are  higher  than 
the  rail-and-lake  rates  to  Duluth.  Frcxn  New  York  City  the  rates 
involved  in  the  proceeding  are,  in  cents  per  100  pounds,  as  follows: 

To  DylutK 

Cl««....l         2         3 4_   JS 6 

Rate. ...68        59        45        a»        28        24 
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To  AsMand. 

ClaflB....!         2         3         4         6         6 
Rate....  83       72       54       38       32       26 

The  local  rates  of  the  Northern  Pacific  Bailway  Ciunpany,  Dalath 
to  Ashland,  are,  in  cents  per  100  pounds,  as  follows: 

Cl«tt....l         2         3         4         5ABCPE 
Rate.. ..30       25       20       16        10       13        10       8        7        6 

Ashland  is  given  the  same  rail-lake-and-rail  rates  from  the  east 
as  St.  Paol  and  Minneapolis.  Out  of  the  rate  to  Ashland,  the  eastern 
rail  line  and  the  lake  line  each  receives  less  than  its»division  of  the 
rail-and-lake  rate  to  Duluth,  and  the  Northern  Pacific  considerably 
lees  than  its  local  rate,  Duluth  to  Ashland.  Canal-lake-and-rail  rates 
are  in  force.  New  York  to  Ashland,  which  are  less  than  the  raU-and- 
lake  rates  to  Duluth.  No  complaint  is  made  of  the  amount  of  the 
rate,  provided  the  defendants  may  lawfully  maintain  higher  rates  to 
Ashland  than  to  Duluth.  The  relief  asked  is  an  order  requiring  the 
defendants  to  cease  and  desist  from  charging  more  for  transportation 
to  Ashland  than  to  Duluth. 

Ashland  jobbers  desire  to  compete  in  common  territory  with  Duluth 
jobbers.  A  large  part  of  the  merchandise  handled  by  wholesalers 
at  both  cities  is  purchased  in  the  east  and  carried  thence  by  rail  and 
lake.  In  reaching  the  retail  dealer  at  any  point  where  the  rates  from 
Duluth  and  Ashland  are  the  same,  the  Ashland  jobber  is  at  a  disad- 
vantage which  is  measured  by  the  difference  between  the  rates  to 
Duluth  and  Ashland  from  the  east.  In  support  of  its  contention  that 
this  disadvantage  is  the  result  of  unlawful  discrimination  in  rates, 
Ashland  argues  that  it  is  a  lake  port,  nearer  than  Duluth  to  eastern 
points  of  shipment,  with  ample  harbor  facilities  and  suflicient  poten- 
tial tonnage  to  warrant  the  lake  lines  in  making  it  a  port  of  call,  and 
that  it  is  arbitrarily  deprived  of  the  natural  benefits  of  its  geo- 
graphical location.  Defendants  deny  that  they  subject  complainant 
to  undue  discrimination,  deny  that  they  could  operate  into  Ashland 
with  profit,  and  assert  that  no  provision  of  the  act  to  regulate  com- 
merce imposes  up<Mi  them  an  obligation  to  stop  their  boats  at  that 
port 

Complainant^s  testimony  was  for  the  most  part  directed  toward 
proving  that  defendants'  vessels  may  safely  enter  its  harbor  and  that 
its  tonnage  would  be  attractive  from  a  business  standpoint  A  large 
amount  of  marine  commerce  is  handled  through  Ashland,  which  is 
the  shipping  port  for  the  Gogebic  Iron  Range.  During  1909,  490,878 
tons  of  coal  were  received  at,  and  3,834,285  t<His  of  iron  ore  shipped 
from  that  port  in  vessels  especially  chartered.    Ashland  is  served  by 
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four  railroads,  the  Chicago  &  North  Western;  Chicago,  St  Paul, 
Minneapolis  &  Omaha;  Minneapolis,  St  Paul  &  Saolt  Ste.  Marie; 
and  Northern  Pacific.  Large  vessels  can  safely  enter  the  harbor, 
but  it  is  questionable  whether  the  dock  facilities  are  adequate  for 
boats  of  the  size  now  operated  by  defendants.  In  the  early  days  con- 
siderable freight  and  passenger  business  was  offered  at  Ashland  in 
connection  with  the  lumber  interests  which  centered  in  that  neigh- 
boriiood,  but  after  the  lumber  tracts  were  cleared  and  the  lake  lines 
were  no  longer  called  upon  to  move  the  lumbermen  and  their  equip- 
ment, the  traffic  at  that  port  decreased. 

The  traffic  offered  for  carriage  to  and  from  Duluth  is  much  greater 
in  volume  than  that  at  Ashland,  and  the  facilities  for  handling  it  at 
the  former  point  far  superior.  The  boats  used  by  the  Erie  &  Western 
Transportation  Company  to-day  range  in  capacity  from  3,000  to 
5,000  tons,  while  those  operated  when  Ashland  was  a  port  of  call  were 
of  about  900  tons  capacity. 

To  enter  the  harbor  of  Ashland  involves  a  detour  of  about  47  miles 
on  the  part  of  vessels  plying  from  the  Soo  to  Duluth.  It  has  been 
estimated  by  the  captain  of  a  packet  boat  who  appeared  as  a  witness 
for  the  defendants  that  under  the  most  favorable  circumstances  the 
time  consumed  by  putting  into  Ashland,  dockipg,  discharging  and 
receiving  cargo,  would  be  10  hours,  and  that  if  weather  and  other 
conditions  were  unfavorable,  the  time  might  be  lengthened  to  24  hours. 

It  is  said  to  cost  approximately  $400  per  day  to  operate  the  largo 
boats  of  the  defendant  lake  lines,  but  that  amount  does  not  cover  the 
entire  expense  of  a  day's  delay.  An  addition  to  the  schedule  of  a 
boat  diminishes  the  number  of  round  trips  it  can  make  during  the 
season  of  navigation,  and  consequently  its  earning  capacity  as  well  as 
its  ability  to  move  the  freight  offered  for  transportation,  unless  a  com- 
pensating amount  of  tonnage  is  thereby  obtained.  If  it  is  true,  as 
stated,  that  in  past  years  the  defendant  lake  lines  have  had  to  place 
an  embargo  upon  the  receipt  of  freight  some  time  prior  to  the  close 
of  navigaticm  in  order  to  move  the  traffic  already  on  hand,  an  exten- 
sion of  their  schedule  might  entail  inconvenience  and  additional  ex- 
pense upon  the  general  shipping  public 

Counsel  for  complainant  has  estimated  that  about  1,500  tons  of 
frei^t  per  month  would  be  moved  to  and  from  Ashland  by  the 
defendant  lake  lines.  Defendants'  officers  have  testified  that  the 
service  to  Ashland  was  unprofitable,  and  that  it  was  discontinued 
for  that  reason.  Whatever  the  fact  may  be  in  that  respect,  any 
attempt  to  estimate  the  effect  in  tonnage  or  financial  results  to  the 
lake  lines  of  resumption  of  service  to  Ashland  leads  to  an  unprofitable 
domain  of  speculation,  for  we  are  convinced  the  regulating  statute 
has  vested  in  the  Conunission  no  authority  to  compel  the  lake  lines 
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to  ran  their  boats  to  Ashland.    If  the  defendants'  right  to  operate 

their  boats  to  Duluth  and  refuse  to  operate  them  to  Ashland  is,  as 

we  believe,  unrestricted  by  the  act  here  invoked,  it  follows  that  they 

may  lawfully  exact  higher  rates  to  Ashland  than  to  Duluth  as  com- 

peiuation  for  the  additional  rail  haul  to  the  iormer  point.    The 

complaint  will  therefore  be  dismissed. 

20  I.  0.  O.  Bep. 


No.  3210. 
NATIONAL  ASSOCIATION  OF  LETTER  CARRIERS 

V. 

ATCHISON,  TOPEKA  &  SANTA  FE    RAILWAY  COMPANY 

ET  AL. 


SubmUUd  November  29,  1910.    Decided  December  If,  1910. 


Defendants  tendered  in  their  tarifts  special  reduced  round-trip  fares  on  the  certifi- 
cate plan  in  connection  with  convention  of  complainant,  such  reduced  faures  being 
conditioned  upon  the  presentation  of  1,000  or  more  certificates;  less  than  1,000 
certificates  were  available  for  vis^  and  therefore  reduced  fare  ioi  return  trip  was 
denied ;  Held,  That  the  tariff  provisicMis  are  binding  and  must  control.  Complaint 
dismisBed. 

M.  8.  Mangan  for  complainant. 
Eben  E,  Madeod  for  Western  Passenger  Association. 
F.  0.   Wright  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Com- 
pany. 

Repobt  of  the  Commission. 

Clark,  Commissioner: 

Complainant  corporation  filed  its  petition  in  behalf  of  certain 
persons  who  attended  its  biennial  convention  held  at  St.  Paul, 
Minn.,  from  August  30  to  September  4,  1909,  and  asks  reparation 
in  the  sum  of  $5,190.57,  the  difference  between  the  fares  paid  by 
such  persons  and  the  fares  that  were  available  under  certain  con- 
ditions. 

Prior  to  the  meeting  at  St.  Paul  the  secretary  of  complainant 
made  application  to  the  Western  Passenger  Association  for  reduced 
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fares  on  account  of  the  occasion.     In  a  letter  from  the  chairman 
of  the  said  association  it  was  stated: 

Hie  lines  interested  have  individually  consented  to  announce  rate  of  fare-and- 
a-half  on  certificate  plan  on  this  oecasion  from  points  in  Western  Ptissenger  Associa- 
tion territory  on  the  condition  that  there  shall  be  1,000  or  more  persons  in  attendance 
by  rail,  holding  certificates  which  show  the  purchase  of  one-way  tickets  at  $1  or  more. 

This  tender  was  subsequently  modified  to  the  extent  that  the 
reduction  applied  only  from  points  east  of  the  Missouri  River.  The 
secretary  of  the  organization  transmitted  a  copy  of  this  letter  to 
its  members,  but  gave  no  further  directions  or  instructions  in  refer- 
ence to  the  purchase  of  tickets.  On  the  third  day  of  the  conven- 
tion and  the  day  on  which  the  joint  agent  of  the  Western  Passenger 
Association  was  to  be  present  in  order  to  execute  and  return  cer- 
tificates to  the  persons  attending  the  meeting,  the  secretf^  of  the 
organization  discovered  that  notwithstanding  the  attendance  was 
over  1,400  there  were  but  888  certificates,  and  made  announcement 
of  that  fact  in  the  convention.  It  was  then  learned  that  the  St.  Louis 
delegation  had  purchased  106  summer  tourist  round-trip  tickets, 
St.  Louis  to  St.  Paul  and  return,  and  that  the  Kansas  City  delega- 
tion had  purchased  39 i  round-trip  tickets  from* Kansas  City  to 
St.  Paul  and  return  and  two  one-way  tickets.  The  carriers'  agent 
gave  the  Kansas  City  delegation  the  choice  of  purchasing  the  certificate- 
plan  tickets  provided  for  the  convention,  or  the  simmier  tourist 
tickets,  and  the  delegation  chose  the  latter. 

The  secretary  asked  the  joint  agent  if  the  tickets  from  St.  Louis 
and  Kansas  City  could  be  used  to  make  up  the  required  number  of 
certificates,  but  the  agent  refused  to  validate  any  certificates  imless 
there  were  a  thousand  or  more.  On  being  asked  what  could  be 
done,  he  said  he  would  communicate  with  headquarters,  but  the 
Chicago  office  of  the  Western  Passenger  Association  refused  to 
validate  less  than  the  required  1,000  certificates.  The  day  on  which 
information  was  sought  from  the  vaUdating  agent  of  the  Western 
Passenger  Association  was  the  last  day  on  which  these  convention 
tickets  could  be  purchased,  and  pending  receipt  of  advice  from  him 
neither  the  association  nor  its  secretary  took  any  action  to  reUeve 
the  difficulty.  When  informed  on  the  following  day  that  no  certifi- 
cates would  be  validated  unless  1,000  were  presented,  it  was  too 
late  to  purchase  additional  certificate-plan  tickets.  Consequently 
nimierous  persons  attending  the  convention,  instead  of  receiving 
the  half-rate  return  fare  were  compelled  to  pay  the  regular  one-way 
fare. 

The  simtmier  tourist  fare  from  St.  Louis  to  St.  Paul  and  return 
and  the  reduced  fare  on  the  certificate  plan,  including  a  validation 
fee  of  25  cents,  were  the  same,  $17.50,  whereas  the  reduced  fare  on 
the  certificate  plan  Kansas  City  to  St.  Paul,  plus  the  vaUdation  fee 
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of  25  cents,  was  SI 5.65,  65  cents  in  excess  of  the  summer  tourist 
fare.  The  certilicate  plan  required  return  not  later  than  September 
8;  the  summer-tourist  tickets  did  not  expire  imtil  October  31. 

Complainant  contends  that  the  tender  or  contract  contained  in 
the  letter  of  the  chairman  of  the  Western  Passenger  Association 
to  the  secretary  of  complainant  was  substantially  complied  with 
in  that  there  were  in  attendance  at  the  convention  more  than  1,000 
persons  who  paid  an  aggregate  amoimt  for  tickets  in  excess  of  that 
necessary  to  fulfill  the  contract,  and  that  had  the  joint  agent  who 
went  to  St.  Paul  to  validate  the  certificates  promptly  and  definitely 
advised  that  the  certificates  would  not  be  validated  complainant 
would  have  had  time  to  go  out  beyond  the  prescribed  radius  and 
secure  a  sufficient  number  of  persons  to  purchase  certificate-plan 
tickets  to  make  up  the  minimum  requirement.  It  is  also  alleged 
that  there  was  conflict  in  the  tariffs  which  contained  the  reduced 
fares  to  the  convention,  in  that  some  of  them  made  the  granting 
of  the  reduced  return  fare  dependent  upon  the  attendance  of  1,000 
or  more  persons  at  the  convention,  while  others  stipulated  that  it 
would  be  granted  only  upon  the  condition  that  1,000  or  more  per- 
sons were  in  attendance  holding  certificates  showing  the  purchase  of 
one-way  tickets  at  $1  or  more. 

An  examination  of  the  tariffs  on  file  with  the  Commission  dis- 
closes that  all  of  them  provided  certificate-plan  reduced  fare  arrange- 
ments. While  certain  tariffs  specifically  stated  that  the  reduced 
fare  would  not  be  granted  except  upon  condition  that  1,000  or  more 
were  in  attendance  holding  certificates  showing  the  purchase  of 
full  fare  one-way  tickets,  other  tariffs  provided  for  the  attendance 
of  1,000  or  more.  However,  even  the  tariff  which  was  couched  in 
the  broadest  terms,  that  is,  without  any  qualification  in  immediate 
connection  with  the  attendance  provision,  contained  instructions 
as  follows,  which  showed  conclusively  that  the  reduced  fares  were 
obtainable  only  on  the  presentation  of  certificates  and  the  payment 
of  validation  fees: 


PMBODgera  mu0t  purchaae  one-way  ticketa  to  place  of  meeting  or  normal  (not  i 
or  reduced)  one-way  Care,  as  shown  in  current  I.  C.  C.  tariffii,  and  via  routes  via  which 
such  current  I.  C.  C.  tarifts  apply,  and  obtain  a  certificate  receipt.  This  receipt  when 
signed  by  the  secretary  of  the  meeting,  stamped  by  the  joint  agent,  and  presented  to 
the  ticket  agent  at  the  place  of  meeting  prior  to  final  return  limit  will  be  honored  for 
"  delegate  **  return  ticket  at  reduced  Care  shown  below. 

The  usual  and  convenient  way  of  determining  whether  or  not  the 
required  number  is  in  attendance  is  by  requiring  the  presentation  of 
certificates.  In  fact,  the  carrier  must  adopt  some  such  plan  in  order 
to  assure  itself  that  it  is  complying  with  its  tariff  provisions  and  with 
the  law.  While  not  imiform  in  phraseology,  all  of  these  tariffs  pro- 
vided that  the  reduced  fare  would  be  accorded  only  upon  the  certifi- 
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eate  plan,  and,  reading  the  tariffs  as  a  whole,  there  was  no  conflict  in 
the  requirement  that  a  thousand  or  more  should  present  certificates. 

The  relief  sought  may  not  lawfully  be  panted.  No  obligation 
rested  upon  the  joint  agent  of  the  Western  Passenger  Association  to 
do  other  than  be  jMresent  at  St.  Paul  on  the  date  specified  to  Yia6 
certificates  if  a  thousand  or  more  were  presented  to  him. 

The  fact  that  the  carriers  would  have  received  approximately  the 
same  amount  of  money  had  they  permitted  the  tickets  from  St.  Louis 
and  Kansas  City  to  be  used  in  lieu  of  the  necessary  nimiber  of  certifi- 
cate-plan tickets  is  immaterial.  It  is  not  alone  the  price,  but  the 
terms  of  the  tickets,  the  provisions  of  the  tariffs  and  of  the  law,  which 
determines  the  obligations  of  the  parties.  No  one  will  seriously  argue 
that  he  has  a  retroactive  right  to  a  1,000-mile  ticket,  even  though  he 
has  traveled  more  than  that  distance  and  paid  a  higher  fare.  To 
include  the  round-trip  tickets  would  be  in  direct  conflict  with  the 
plain  terms  of  the  tariffs,  which  specifically  excluded  such  tickets. 

However  much  we  may  sympathize  with  the  members  of  complain- 
ant who  were  compelled  to  pay  higher  fares  than  they  anticipated,  it 
is  plain  from  the  facts  before  us  that  the  primary  cause  of  their  not 
securing  the  reduced  fare  was  the  action  of  those  members  of  the  con* 
vention  from  St.  Louis  and  Kansas  City  who  voluntarily  purchased  a 
different  kind  of  ticket  under  which  they  were  accorded  privileges  not 
granted  under  the  certificate  plan,  and  thereby  the  other  persons 
attending  the  convention  were  prevented  from  complying  with  the 
conditions  which  were  precedent  to  reduced  return  fare.  The  maxim 
'*  He  who  suffers  damage  by  his  own  fault  is  not  held  to  suffer  damage  *' 
would  seem  to  apply.    The  complaint  must  be  dismissed. 
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No.  8286. 

WHEELER  LUMBER,  BRIDGE  &  SUPPLY  COMPANY 

ASTORIA.   &   COLUMBIA.   RIVER   RAILROAD   COMPANY 

ET  AL. 


Bubmitted  October  10,  1910.    Decided  December  It,  1910^ 


WLere  a  carload  of  Imnber  was  weighed  twice  and  showed  a  variation,  the 
weight  obtained  In  weighing  car  both  tmcks  at  a  time  preferred  to  one 
obtained  by  weighing  them  separately.    Return  of  overcharge  required. 

P.  E.  Hook  for  complainant. 

Carl  8.  Jefferson^  WiUiam  EUis^  and  F.  G.  Wright  for  Chicago, 
Milwaukee  &  St  Paul  Railway  Company. 
Charles  A,  llart  for  Northern  Pacific  Railway  Company. 

Refobt  of  the  Commission. 

By  the  Commission  : 

Complainant  is  a  corporation  engaged  in  the  manufacture  and  sale 
of  bridge  supplies  and  forest  products  at  Des  Moines,  Iowa.  It  filed 
its  petition  April  13,  1910,  seeking  reparation  on  a  carload  of  fir 
lumber  shipped  from  Rainier,  Oreg.,  to  Hartley,  Iowa,  February  25, 
1909.  The  car  was  weired  on  the  track  scales  at  Vancouver,  Wash., 
March  6,  1909,  and  a  weight  of  76,800  pounds  was  reported  At 
Austin,  Mimu,  March  20, 1909,  the  car  was  reweighed,  and  a  wei^t 
of  78,300  pounds  was  shown.  Both  of  these  scalings  were  perfinmed 
by  r^ular  representatives  of  the  Western  Railway  Weighing  Asso- 
ciation. Defendants  applied  to  thb  shipment  Rule  810  of  Western 
Trunk  Line  Circular,  L  C.  C.  No.  A-122,  which  provides  that  when  a 
difference  is  shown  of  1,000  pounds  or  more  between  two  scalings  of 
the  Western  Railway  Wei^iing  Association  the  second  weight  shall 
govern.  Charges  were  therefore  assessed  on  78,300  pounds,  the  Aus- 
tin weight,  and  the  claim  is  based  on  the  excess  of  2,500  pounds  over 
the  Vancouver  weight.  But  an  examinaticm  of  the  tariffs  discloses 
that  this  rule  is  not  omtained  in  nor  is  it  referred  to  in  the  commoditv 
tariff  naming  the  rate  under  which  the  traflSc  moved,  and,  therefore, 
has  no  application  to  this  case. 
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Complainant  produced  no  witnesses  at  the  hearing,  its  evidence 
consisting  of  affidavits  as  to  the  character  and  weight  of  this  and  simi- 
lar shipments,  together  with  a  letter  from  the  agent  of  the  Spokane, 
Portland  &  Seattle  Railway  at  Vancouver  stating  that  the  car  was 
weighed  by  the  regular  weighmaster  at  that  point 

The  complaint  is  directed  not  to  the  reasonableness  of  the  rule 
quoted  but  to  the  accuracy  of  the  Austin  scaling.  At  Vancouver  the 
car  appears  to  have  been  weighed  as  an  entirety,  whereas  defendants 
admit  that  the  Austin  scaling  was  made  in  two  drafts;  that  is,  one 
set  of  trucks  of  the  car  was  placed  in  the  center  of  the  scale  and  one 
half  of  the  car  weighed,  and  the  same  method  was  then  used  in  weigh- 
ing the  other  half.  No  actual  measurement  was  made  to  determine 
that  the  trucks  were  exactly  in  the  center  of  the  scale,  and  complain- 
ant insists  that  as  a  deviation  of  even  a  few  inches  from  the  center 
would  lead  to  considerable  inaccuracy  it  would  be  unsafe  to  accept 
the  weighing  in  two  drafts  over  the  single  scaling.  Complainant 
further  shows  that  the  second  weight  was  determined  after  the  car 
had  been  long  in  transit  over  mountain  ranges  and  subject  to  more 
or  less  snow  and  rain.  No  question  was  raised  as  to  the  Vancouver 
scaling  being  performed  as  an  entirety  and  in  a  competent  and  disin- 
terested manner,  and  on  the  record  we  find  that  the  weight  there 
ascertained  should  govern. 

Defendants  have  raised  the  question  of  the  Commission's  jurisdic- 
tion to  hear  and  determine  a  cause  of  this  nature,  but  we  are  con- 
vinced that  their  objection  is  not  well  founded.  In  Laning-Harria 
Coal  dk  Grain  Co.  v.  St.  L.  dk  8.  F.  R.  R.  Co.^  16  I.  C.  C.  Rep.,  87, 
the  Conmiission  determined  that  it  has  authority  ^^  to  award  damages 
in  a  case  where  a  carrier  collects  a  greater  sum  on  an  interstate  ship- 
ment than  is  fixed  by  its  published  tariffs,"  and  entered  an  order 
requiring  the  refund  by  the  carrier  of  what  is  commonly  known  as 
a  ^raight  overcharge.  When  a  carrier  publishes  a  rate  in  cents  per 
100  pounds  and  applies  such  rate  to  a  weight  in  excess  of  the  actual 
weight  of  the  shipment,  the  total  charges  collected  are  in  excess  of 
the  amount  provided  by  its  tariffs,  and  the  Commission  may  order 
the  carrier  to  refund  the  amount  so  exacted.  An  order  will  be 
entered  requiring  defendants  to  refund  the  overcharge  of  $13.75, 
with  interest  from  January  11, 1910. 
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No.  3364. 
ALBERT  STEINFELD  &  COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SvbmUUd  October  S,  1910.    Dedded  Deember  It,  1910. 


Joint  nte  ol  91^  on  laundry  soap  from  8t.  Louis,  Mo.»  to  Nogales,  Axis.,  in  locce 
on  the  date  shipment  moved,  found,  in  view  of  the  circumstances  ol  this  case, 
to  be  unreasonable  at  that  time.    Reparation  awarded. 

W.  F.  EQsworik  for  complainant. 

F.  0.  DHhrd  and  R.  S.  Stubhs  for  Southern  Pacific  Company; 
Morgan's  Louisiana  &  Texas  Railroad  &  Steamship  Company ;  Texas 
&  New  Orieans  Railroad  Company;  and  GalvestoUi  Harrisbuig  & 
San  Antonio  Railway  Company. 

Report  of  thb  Commission. 

CooKRELL,  Commisnoner: 

Complainant  is  a  corporation  doing  business  at  Tucson,  Aris.,  and 
asks  reparation  in  the  sum  of  $86.16  on  shipment  October  17|  1908, 
of  one  carload  of  soap  from  St.  Louis,  Mo.,  to  Nogales,  Aris.  Com- 
[daint  also  prays  the  establishment  of  a  reasonable  miLTrinni^  rate 
for  the  future,  but  that  feature  was  abandoned  at  the  hearing. 

The  shipment  consisted  of  71,800  pounds  of  common  laundry 
soap,  on  which  was  charged  $875.96,  at  a  joint  rate  of  $1.22  per  100 
pounds,  which  is  alleged  to  be  excessive  to  the  extent  that  it  exceeded 
$1*10  per  100  pounds.  A  portion  of  the  town  of  Nogales  is  located 
in  the  state  of  Sonora,  Republic  of  Mexico,  and  a  portion  in  the 
territory  of  Arizona.  Nogales,  Ariz.,  is  the  terminus  of  a  branch 
line  of  the  Southern  Pacific  System,  starting  at  Fairbanks,  Ariz., 
and  Nogales,  Mexico,  b  on  the  Sonora  Railway.  The  tracks  of  these 
lines  join  at  the  international  boundary. 

Effective  March  5,  1908,  a  joint  commodity  rate  of  $1.10  per  100 
pounds,  carioads,  minimum  weight  40,000  pounds,  from  St.  Louis  to 
Nogales,  Ariz.,  was  established,  based  on  the  terminal  rate  from 
MissisBipin  River  points  to  Pacific  coast  terminals,  including  Los 
Angeles,  OaL,  and  applicable  to  Guaymas,  Mexico,  76  cents  per  100 
poondSy  phis  the  local  rate  of  the  Sonora  Railway  from  Guaymas  to 
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Nogales,  Mexico.  Effective  August  10,  1908,  the  rate  was  advanced 
to  $1.22  per  100  pounds,  the  second  factor  being  a  transit  rate  of  the 
Sonora  Railway  applicable  from  Guaymas  to  Nogales,  Ariz.,  47  cents 
per  100  pounds.  A  transit  rate  in  the  sense  here  used  is  a  rate 
applicable  to  business  originating  in  the  United  States,  transported 
to  Mexico,  and  destined  to  a  point  in  the  United  States.  In  Supple- 
ment No.  19,  effective  August  14,  1908,  to  Southern  Pacific  Tariff 
I.  C.  C.  No.  25,  the  rate  was  reduced  to  $1.10  per  100  pounds,  but 
this  supplement,  for  failure  to  give  statutory  notice,  was  rejected  by 
the  Commission,  thereby  leaving  in  effect  the  previous  rate  of  $1.22 
per  100  pounds.  Complainant  had  directed  the  attention  of  the 
carriers  to  the  fact  that  the  $1.22  rate  was  not  made  on  basis  of  the 
75-cent  terminal  rate  and  the  Sonora  Railway's  local  rate  of  35  cents 
(which  was  actually  used  instead  of  the  transit  rate  of  47  cents)  and 
awaited  the  effective  date  of  the  supplement  containing  the  $1.10  rate 
before  the  shipment  of  October  17  was  made.  In  Supplement  No. 
20,  effective  November  9,  1908,  the  rate  was  again  reduced  to  $1.10. 
Effective  January  18,  1909,  the  rate  was  increased  to  $1.15  to  meet 
an  advance  in  the  local  rate  of  the  Sonora  Railway  from  Ouaymas 
to  Nogales,  Mexico.  Effective  March  23,  1910,  the  rate  was  further 
increased  to  $1.58  per  100  pounds,  which  is  fifth  class,  applicable  on 
soap,  carloads,  in  Western  Classification,  and  is  made  on  El  Paso 
combination  of  63  cents  St.  Ix>uis  to  El  Paso  and  95  cents  El  Paso 
to  Nogales.  The  rate  on  soap  from  St.  Louis,  Mo.,  to  Tucson,  Ariz., 
which  is  138  miles  west  of  Nogales,  was,  at  time  of  shipment,  $1.71 
per  100  pounds;  the  rate  is  now  $1.63.  The  rate  on  soap,  carloads, 
from  St.  Louis,  Mo.,  to  Phosnix,  Ariz.,  is  $1.62  per  100  pounds.  In 
the  case  of  Maricopa  CourUy  Commerci4d  CluJb  v.  8.  F.,  P.  cfe  P.  Ry. 
Co.,  19  I.  C.  C.  Rep.,  257,  the  Commission  established  as  the  fifth 
class  rate  from  St.  Louis  to  Phoonix  $1.43  per  100  pounds.  If  the 
rate  of  $1.43  prescribed  as  applicable  to  Phcsnix  were  applied  at 
intermediate  points  the  through  rate  to  Nogales  would  be  based  on 
the  rate  to  Phodnix  plus  the  local  rate  of  24  cents  from  Fairbanks, 
Ariz.,  to  Nogales,  making  a  combination  of  $1.67;  but  as  that  basis 
is  higher  than  the  $1 .58  rate  now  in  effect  to  Nogales,  the  latter  would 
not  be  changed. 

The  position  of  defendants  is  that  the  combination  which  estab- 
lished the  rate  on  soap  from  St.  Louis  to  Nogales,  Mexico,  was  the 
Ouaymas  rate,  water  compelled,  and  the  rate  of  the  Sonora  Railway 
in  the  RepubUc  of  Mexico,  a  govemxnent-compelled  rate,  and  are  not 
proper  factors  to  be  used  in  determining  the  reasonableness  of  the 
joint  rate.  They  consider  that  complainant  has  an  equitable  claim 
but  doubt  the  legality  of  the  Commission's  granting  reparation, 
because,  on  account  of  the  fourth  section  of  the  amended  law,  the 
present  rate  is  made  on  the  normal  basis  of  class  rating, 
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water  competition  alleged  to  make  the  rate  to  OuaymaSi  and  is  not 
unreasonably  high  as  compared  with  rates  prescribed  by  the  Com- 
mission in  the  decision  above  referred  to,  or  with  rates  on  the  same 
commodity  in  contiguous  territory. 

If  complainant  had  been  alert,  inquiry  would  hare  developed  the 
fact  that  the  lower  rate  of  $1.10  on  which  it  had  expected  to  ship 
had  not  become  effective  because  of  failure  to  give  statutory  notice. 
However,  the  fact  that  a  carrier  has  forwarded  to  the  Commis- 
sion for  filing  a  tariff  containing  a  lower  rate  is  certainly  to  be  con- 
sidered in  the  determination  of  whether  or  not  the  higher  rate  was 
unreasonable. 

Defendants  since  this  shipment  moved  have  chosen  to  disregard 
water  competition  said  to  obtain  at  Ouaymas  and  reflected  in  the 
quantum  of  the  rate  at  Nogales,  and  have  established  the  rate  to 
Nogales  on  the  fifth  class  basis.  A  rate  reasonable  as  of  to-day  may 
have  been  unreasonable  in  the  past  or  may  become  unreasonable  in 
the  future.  It  is  not  necessarily  required  by  the  law  that  the  rate 
found  to  be  unreasonable  at  the  time  of  complaint  shall  be  prescribed 
for  the  future,  or  that  a  rate  for  the  future  must,  as  a  prerequisite  to 
reparation,  be  prescribed.  Defendants  at  the  time  shipment  moved 
recognized  water  competition,  a  combination  which  was  used  aggre- 
gated $1.10,  the  rate  before  and  after  the  shipment  was  $1.10,  and 
defendants  attempted  to  establish  $1.10  as  the  legal  rate  at  the  time 
of  the  shipment.  Carriers  may  meet  water  competition  in  their  own 
interest,  and  when  they  choose  to  regard  it  a  shipper  should  receive 
the  benefit  of  its  recognition. 

In  view  of  all  the  facts  and  circiunstances  of  this  case  we  are  of  the 
opinion  that  the  rate  charged  was,  on  the  date  this  shipment  move<l, 
unjust  and  unreasonable  to  the  extent  of  12  cents  per  100  poimds, 
and  that  complainant  is  entitled  to  reparation  in  the  sum  of  $86.16, 
with  interest  from  November  4,  1908.  An  order  will  be  entered 
accordin^y. 

In  view  of  the  abandonment  by  complainant  of  its  prayer  for  the 
establishment  of  a  reasonable  rate  for  the  future,  and  changes  of 
circumstances  and  conditions  since  the  shipment  was  made,  no  rate 
for  the  future  will  be  prescribed. 
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No.  3335. 

MoCAXJLL-DINSMORE  C50MPANY 

v. 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPANY 

ET  AL. 


SulmitUd  October  t8,  1910.    Decided  December  It,  1910, 


Rate  of  75  cents  for  transportation  of  mixed  carload  of  cracked  com  and  whole  com 
from  Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.,  found  unreasonable  and  rate  of  55 
cents  established  for  future.    Reparation  awarded. 

8.  J.  McCauU  for  complainant. 

WtOiam  EUis  and  F.  6.  Wright  for  Chicago,  Milwaukee  &  St.  Paul 
Railway  Company. 

F.  0.  Wright  for  ChicagOi  Milwaukee  &  Puget  Sound  Railway 
Company. 

John  Lind  for  Butte,  Anaconda  &  Pacific  Railway  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation,  with  principal  place  of  business  at 
Minneapolis,  Minn.  On  February  8, 1910,  it  shipped  over  defendants' 
lines  from  Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.,  one  carload  of 
sacked  com,  half  cracked  and  half  whole,  weighing  50,000  pounds, 
on  which  freight  charges  were  collected  by  defendants  at  the  rate  of 
75  cents  per  100  pounds,  amoimting  to  $375.  It  is  alleged  that  the 
rate  was  unreasonable  in  so  far  as  it  exceeded  55  cents,  and  reparation 
is  asked. 

At  the  time  shipment  moved  there  was  in  effect  via  the  defendants' 
lines  a  joint  rate  of  55  cents  per  100  pounds  on  brewer's  meal,  brewer's 
grits,  brewer's  flakes,  bran,  middlings,  shorts,  cracked  or  chopped  com, 
com  meal,  hominy,  in  straight  or  mixed  carloads,  from  the  point  of 
origin  to  destination,  and  a  rate  of  50  cents  per  100  pounds  on  whole 
com  in  straight  carloads.  The  75-cent  rate  assessed  is  a  class-D 
distance  rate  applicable  to  com  and  feed  in  straight  or  mixed  carloads. 

Defendants'  tariffs  do  not  provide  for  the  carrii^e  of  mixed  carloads 
of  cracked  com  and  whole  com  at  the  higher  rate  on  the  former  article. 
But  it  is  difficult  to  understand  why  a  55-cent  mixed  carioad  rate 
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should  be  allowed  upon  the  cojnxnodities  mentioned  in  the  foregoing 
paragraph  and  denied  upon  cracked  com  and  whole  corn;  and  no 
evidence  was  offered  by  defendants  at  the  hearing  in  support  of  the 
reasonableness  of  the  higher  rate  upon  the  mixture  shipped  by 
complainant. 

Upon  consideration  of  all  the  facts  we  are  of  opinion  and  so  find 
that  the  rate  assessed  was  unreasonable  to  the  extent  that  it  exceeded 
55  cents,  and  that  complainant  is  entitled  to  reparation  in  the  sum  of 
SlOO,  with  interest  from  March  1, 1910.  Defendants  will  be  required 
to  cease  and  desist  from  charging  their  present  rate  of  75  cents  per 
100  pounds  for  the  transportation  of  mixed  carloads  of  cracked  com 
and  whole  com  from  Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.,  and  to 
establish  in  lieu  thereof  a  rate  not  in  excess  of  55  cents. 

ao  I.  C.  C.  Ref). 
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No.  3462. 
TEXICO  TRANSFER  COMPANY 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY  ET  AL. 


SubmitUd  October  10, 1910,    Decided  December  It,  1910. 


The  originating  carrier  filed  a  tariff  naming  a  through  joint  rate.  Connecting  lines 
named  therein  had  not  concurred,  and  a  higher  combination  rate  was  therefore 
applicable.  The  combination  rate  found  to  bo  unjust  and  unreasonable  and 
reparation  awarded  against  originating  carrier. 

Rufus  B.  Daniel  for  complainant. 

R.  II.  Catrington  for  Texas  &  Pacific  Railway  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  conducts  a  joint  transfer  and  storage  business  at 
El  Paso,  Tex.  December  16,  1907,  there  was  shipped  from  Evans- 
▼ille,  Ind.,  to  El  Paso,  Tex.,  a  carload  of  mixed  furniture,  via  the 
Louisville  &  Nashville  Railroad  to  East  St.  Louis,  111.;  and  thence 
via  the  lines  of  the  Missouri,  Kansas  &  Texas  Railway  Company 
and  the  Texas  &  Pacific  Railway  Company  to  El  Paso,  Tex.,  con- 
signed to  complainant.  Formal  complaint  alleging  overcharge  was 
filed  August  15,  1910,  but  the  matter  had  been  informally  brought 
to  our  attention  July  27,  1909.  Charges  were  collected  on  a  com- 
bination of  rates  based  on  East  St.  Louis.  The  rate  to  East  St. 
Louis  was  11  cents  per  100  pounds,  minimum  24,000  pounds;  beyond 
East  St.  Louis  the  rate  was  89  cents,  minimum  weight  14,000  pounds. 
The  charges  aggregated  $151.  The  tariffs  upon  which  the  combi- 
nation rate  was  constructed  were  duly  established  by  the  partici- 
pating carriers. 

Complainant  alleges  that  the  rate  which  should  have  been  applied 
was  a  joint  through  rate  of  93  cents,  minimum  14,000  pounds,  as 
published  by  the  Louisville  &  Nashville  Railroad  Company,  and 
that  by  reason  of  the  application  of  the  combination  rate  via  E^t 
St.  Louis  an  unlawful  overcharge  in  the  amount  of  S20.80  accrued. 
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The  defendants  each  disclaim  liability  for  the  OTercharge.    The 
Louisville  &  Nashville  Railroad  Company,  in  support  of  its  dis- 
claimer, relies  on  the  joint  through  rate  of  93  cents  referred  to  above 
and  says  that  it  billed  the  shipment  at  that  rate  and  received  for  its 
haul  to  East  St.  Louis  its  proportion  thereof. 

The  Southwestern  Lines  had  published  and  filed  with  ttie  Com- 
mission a  tariff  effective  June  29,  1907,  naming  a  rate  of  93  cents 
on  mixed  furniture,  in  carloads,  Evansville,  Ind.,  to  El  Paso,  Tex., 
via  the  lines  over  which  the  shipment  moved;  in  this  tariff  these 
lines  were  named  as  participating  carriers,  but  the  LouisviUe  & 
Nashville  Railroad  Company  had  not  at  the  time  of  shipment  filed 
its  concurrence  and  could  not  legally  participate  in  the  93  cent  rate 
therein  named.  By  supplement  effective  November  10,  1907,  and 
prior  to  the  movement,  the  name  of  the  LouisviUe  &  Nashville 
Railroad  Company  was  stricken  from  the  list  of  participating  car- 
riers in  the  Southwestern  Tariff.  The  Louisville  &  Nashville  Rail- 
road Company,  however,  had  filed  a  copy  of  the  Southwestern  Lines 
Tariff  as  of  its  own  issue.  This  tariff  so  filed  named  the  Missouri, 
Kansas  &  Texas  Railway  Company  and  the  Texas  &  Pacific  Railway 
Company  as  participating  carriers  therein,  but  without  their  consent. 

In  Black  Horse  Tobacco  Co.  v.  /.  C,  R.  R.  Co.,  17  I.  C.  C.  Rep.,  588, 
we  had  a  somewhat  similar  state  of  facts  before  us,  and  we  there 
expressed  the  view  that  where  an  initial  carrier  publishes  a  tariff 
naming  joint  rates  from  stations  upon  its  lines  to  destinations  upon  a 
connecting  line,  in  which  tariff  the  connecting  line  does  not  concur, 
the  initial  line  thereby  becomes  responsible  to  the  shipper  under  its 
tariff.  If  the  shipper  is  compelled  to  pay,  under  rates  legally  in  effect, 
a  greater  transportation  charge  than  that  named  in  such  tariff,  he 
may  recover  from  the  initial  carrier  the  difference  if  the  rate  published 
by  it  is  found  to  be  reasonable.  The  Louisville  &  Nashville  Railroad 
Company  in  the  present  instance  admits  the  reasonableness  of  the  93- 
cent  rate,  and  it  assumed  at  the  time  of  shipment  that  such  was  the 
legally  established  joint  through  rate. 

Upon  consideration  of  all  the  facts  involved  we  are  of  the  opinion 
and  find  that  the  rate  charged  was  imjust  and  unreasonable  in  so  far 
as  it  exceeded  a  rate  of  93  cents  per  100  pounds,  minimum  14,000 
pounds,  and  that  reparation  should  be  awarded  against  the  Louis- 
ville &  Nashville  Railroad  Company  in  the  sum  of  S20.80,  with  inter- 
est from  January  7,  1908,  and  it  will  be  so  ordered. 

We  find  from  an  examination  of  the  tariffs  that,  effective  February 

7,  1910,  there  was  filed  a  specific  joint  conunodity  rate  of  89  cents 

applicable  via  defendants'  lines,  and  no  order  for  the  future  will  be 

entered  as  to  the  rate. 
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No.  3312. 
DAVENPORT  COMMERCIAL  CLUB 

V. 

YAZOO  &  MISSISSIPPI  VALLEY  RAILROAD  COMPANY  ET  AL. 


SubmitUd  October  7,  1910.    Decided  December  It,  1910. 


Rate  of  23  cents  per  100  pounds  on  cypress  lumber,  from  Minot  and  Rome,  Miss.,  to 
Davenport,  Iowa,  found  imreasonable  and  unduly  discriminatory  in  so  far  as  it 
exceeds  rate  of  21  cents  contemporaneously  in  effect  from  same  points  of  origin 
to  Rock  Island  and  Moline,  111. 

C.  A.  Sied  for  complainant. 

A.  P.  Ilurnburg  for  Yazoo  &  Mississippi  Valley  Railroad  Com- 
pany and  Illinois  Central  Railroad  Company. 

Wallace  T.  Hughes  and  TT.  F,  Diddnson  for  Chicago,  Rock  Island 
&  Pacific  Railway  Company. 

E.  R.  Puffer  for  Chicago,  Burlington  &  Quincy  Railroad  Company. 

Repobt  op  the  Commission. 

Bt  the  Commission: 

Complainant  is  a  commercial  organization  composed  of  manufac- 
turers and  jobbers  in  business  at  Davenport,  Iowa,  and  its  petition 
herein  was  filed  on  behalf  of  one  of  its  members,  the  T.  W.  McClelland 
Company,  a  corporation  engaged  in  the  manufacture  of  sash,  doors, 
blinds,  and  other  inside  furnishings  for  buildings.  It  is  alleged  that 
rates  exacted  of  the  McClelland  Company  by  defendants  for  the  trans- 
portation, during  1909,  of  numerous  carload  shipments  of  cypress 
lumber  from  Minot  and  Rome,  Miss.,  to  Davenport,  Iowa,  were 
unreasonable  and  unjustly  discriminatory  in  so  far  as  they  exceeded 
the  rates  contemporaneously  in  force  from  the  same  points  of  ship- 
ment to  Rock  Island  and  Moline,  111.    Reparation  is  i^ed. 

Davenport  is  on  the  west  bank  of  the  Mississippi  River,  opposite 
Rock  Island  and  Moline.  The  three  cities  are  generally  grouped  for 
rate-making  purposes,  and  prior  to  October  1,  1908,  the  rate  for  the 
carriage  of  cypress  lumber  from  Minot  and  Rome  to  each  of  them 
was  21  cents.  On  the  date  mentioned  the  rate  to  Davenport  was 
increased  to  23  cents,  although  the  rate  to  Rock  Island  and  Moline 
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was  not  advanced.  Defendants  admit  that  there  is  no  reason  for  the 
maintenance  of  a  higher  rate  to  Davenport  and  have  stated  their 
intention  to  restore  the  former  relationship,  but  the  rate  to  Davenport 
has  not  yet  been  reduced. 

We  are  of  opinion  that  the  maintenance  of  a  rate  for  the  trans- 
portation of  cypress  lumber  from  Minot  and  Bome  to  Davenport 
higher  than  the  rate  contemporaneously  in  force  from  the  same  points 
to  Rock  Island  and  Moline  is  imreasonable  and  unduly  discriminates 
against  traffic  to  Davenport,  and  that  complainant  is  entitled  to 
reparation.  At  the  hearing  defendants  questioned  the  accuracy  of 
amount  of  reparation  claimed,  and  agreed  that  any  award  of  damages 
might  include  sliipments  made  since  complaint  was  filed.  No  order 
for  reparation  will  be  made  at  this  time,  and  the  caser  will  remain 
open  for  ninety  days  to  enable  the  parties  to  file  with  the  Commission 
an  exact  statement  of  the  amount  due  the  McClelland  Company. 
An  order  will  now  be  entered,  however,  requiring  defendants  to  cease 
and  desist  from  the  discrimination  against  Davenport  and  to  main- 
tain for  the  future  rates  for  the  transportation  of  cypress  lumber, 
in  carloads,  from  Minot  and  Rome  to  Davenport  which  shall  not 
exceed  the  rates  contemporaneously  in  force  to  Rock  Island  and 

Moline,  or  either  of  said  points. 

20 1.  C.  0.  Rep. 
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No6.  1084;  1085,  and  1086. 

GEORGE  S.  LOFTUS 
v. 

PULLMAN  COMPANY  ET  AL. 


'    SubmiUed  November  SO,  1910.    Decided  December  It,  1910. 


Upon  these  cases  being  called  for  rehearing;  Held,  That  the  orders  heretofore  entered 
in  these  cases  should  be  modified  so  that  the  maTimiim  rate  for  a  lower  berth  from 
St.  Paul  to  Seattle  shall  not  exceed  $11,  and  for  an  upper  berth,  $8.80;  from 
St.  Paul  to  Chicago  the  upper-berth  rate  not  to  exceed  $1.60;  &om  St.  Paul  to 
Superior,  the  upper-berth  rate  not  to  exceed  $1.25;  and  from  St.  Paul  to  Fargo 
or  to  Grand  Forks,  the  upper-berth  rate  not  to  exceed  $1.60. 

James  Manahan  for  complainant. 

F.  B.  Daniels,  0.  S.  Ferrudd,  and  M.  D.  Munn  for  Pullman  Company. 

J.  D.  Armstrong^  W.  B,  Begg,  E,  C.  Lindley,  J.  0.  Drew,  and 
J.  M.  Grvher  for  Great  Northern  Railway  Company. 

Thomas  Wilson  for  Chicago,  St.  Paul,  Minneapolis  &  Omaha 
Railway  Company. 

Supplemental.  Report  of  the  Commission. 

Lane,  Commissioner: 

These  cases  involve  the  charges  on  what  are  generally  known  as 
Pullman  car  berths  and  are  at  present  before  the  Commission  upon  a 
motion  for  rehearing  made  by  the  carriers  defendant.  On  March  16, 
1910,  the  Commission  entered  an  order  in  these  cases  reducing  the  rate 
for  the  upper  berth  from  St.  Paul  to  Chicago  from  S2  to  SI  .50,  and  from 
St-  Paul  to  Superior,  Wis.,  from  $1.50  to  $1.10.  18 1.  C.  C.  Rep.,  135. 
The  Commission  also  ordered  a  reduction  of  the  rate  from  St.  Paul  to 
Grand  Forks,  N.  Dak.,  from  $2  to  $1.50  for  upper  berths,  and  the  rate 
upon  lower  berths  from  St.  Paul  to  Seattle  was  reduced  from  $12  to  $10 
and  from  $12  to  $8.50  on  upper  berths.  The  rate  on  lower  berths 
from  St.  Paul  to  Fargo  was  reduced  from  $2  to  $1.50,  and  on  upper 
berths  from  $2  to  $1.10.    The  Commission  was  appealed  to  by  the 

20LCC.Bep. 


22  nrCBBSTATB  GOMMEBCE  001CMI8SI0K  BSP0BI8. 

carriflTO  for  a  rehearing  upon  the  ground  that  certain  facts,  through 
the  ne^igfflice  of  the  carriers,  had  not  been  presented  to  the  Com- 
mission, and  they  desired  to  make  a  further  presentation  of  their 
defoise.  This  motion  was  granted  by  the  Commission  after  the 
circuit  court  of  the  United  States  for  the  seventh  circuit  had  declined 
to  grant  an  injunction  pendente  lite  against  the  order  of  the  Conmiis- 
sion  going  into  effect.  Subsequent,  however,  to  the  Commission 
directing  a  rehearing  the  court  granted  an  injunction  staying  the 
effectiveness  of  the  order  until  such  time  as  the  Commission  could 
give  the  carriers  opportunity  to  present  more  fully  matters  which  the 
carriers  claimed  had  not  been  in  their  minds  at  the  time  of  the  original 
hearing. 

Upon  these  cases  being  called  for  rehearing,  the  Pullman  Company, 
through  its  counsel,  laid  before  the  Commission  a  new  schedule  of 
rates,  extending  throughout  the  United  States  wherever  Pullman 
cars  are  operated,  recognizing  the  principle  enunciated  in  the  original 
opinion  that  the  charge  for  the  upper  berth  should  be  distinctly  less 
than  that  for  the  lower  berth.  Whereas  the  Commission  in  the  three 
cases  before  it  had  deemed  a  25  per  cent  differential  between  the 
two  berths  as  reasonable,  the  Pullman  Company  tendered  to  the 
Commission  tariffs  covering  approximately  200,000  miles  of  the  rail- 
roads of  the  United  States  in  which  it  was  proposed  to  establish  a 
differential  of  20  per  cent  between  the  upper  and  the  lower  berths. 
The  principle  adopted  by  the  carrier  in  its  new  schedule  is  this: 
Where  the  lower-berth  rate  is  SI. 50  (which  is  the  lowest  interstate 
Pullman  berth  rate)  the  rate  for  the  upper  berth  between  the  same 
points  will  be  $1.25.  Where  the  lower-berth  rate  is  SI  .75  or  more 
the  upper-berth  rate  between  the  same  points  will  be  80  per  cent 
thereof.  To  illustrate:  The  Pullman  rate  between  New  York  and 
Chicago  is,  for  a  lower  berth,  S5.  The  rate  for  an  upper  berth  under 
this  schedule  will  be  S4.  So  where  the  rate  for  a  lower  berth  is  $3.75 
the  rate  for  an  upper  will  be  S3;  where  it  is  S2  the  rate  will  be  SI. 60; 
where  it  is  SIO  the  upper-berth  rate  will  be  S8;  and  where  it  is  S15 
ihe  rate  will  be  S12.  In  connection  therewith  reductions  were  also 
proposed  in  a  large  number  of  rates  upon  lower  berths.  The  pro- 
posed  20  per  cent  reduction  as  to  upper  berths  is  to  be  made  upon 
the  basis  of  the  newly  established  lower-berth  rates,  thus  in  many 
cases  reducing  the  lower  berth  more  than  25  per  cent  below  the  pres- 
ent charge  for  the  lower  berth. 

The  new  tariffs  presented  to  the  Commission  make  no  increases  in 

any  rates,  but,  as  stated  above,  in  addition  to  the  proposed  reduction 

in  the  rate  upon  upper  berths  make  a  considerable  percentage  cut 

in  tlie  rate  upon  many  of  the  lower  berths.    A  few  illustrations  are 

presented  in  the  following  table  of  lower-berth  rates : 
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From— 


New  York  city  to  La  Porte,  Ind 

New  York  aty  to  South  Bend,  Ind 

New  York  aty  to  Tampa,  Fla 

NewYorkatyto8t.Aiigt]ftlne,Fla 

NewYorkatytoJao&nTilOla 

New  York  City  to  Bavauiah,  Oa 

NcwYorkatytoCtaark>tte,N.C 

New  York  aty  to  High  Point,  N.C 

New  York  City  to  Bay  St.  Louis,  Mlas 

Ptailaddphia,Pa.,toTampa,Fla 

Pliiladdphia,  Pa.,  to  St.  Augustine.  Fla 

Pfaiiadclphia,Pa.,toJacksonyluirFla 

Philadelphia,  Pa^  to  Charleston.  8.  C 

Waihlngton,  D.  C.,  to  Tampa,  Fla 

Washington,  D.  C,  to  St.  Augustine,  Fla 

Washington,  D.  C,  to  Savannali,  Oa. 

Norfolk,  Va^to  Tampa,  Fla 

RIehmond,  Va.,  to  New  Orleans,  La 

Richmond,  Va.,  to  Mobile,  Ala 

Richmond.  Va.,  to  Pen88oola,Fla. 

St.  Louis,  MO.,  to  New  Orleans,  La 

Denver,  Cok>.,  to  Seymour,  Mo 

Denver,  Cob. ,  to  Springfield,  Mo 

Denver,  Colo.,  to  San  rrandsoo,  Cal / 

Topeka,  Kans.,  to  Seymour,  Mo 

Topeka,  Kans.,  to  Galveston,  Tex 

Tc^wka,  Kans.,  to  San  Antonio,  Tex 

Fort  Soott.  Kans.,  to  St  Augustine,  Fla 

Kansas  City,  Mo.,  to  San  Antonio,  Tex 

Kansas  City,  Mo»  to  Fort  Worth,  Tex 

New  Orteaio,  La.,  to  Eagle  Pass,  Tex 

Baaomont,  Tex.,  to  El  Paso,  Tax 

Baaomont,  Tex.,  to  Eagle  Pass,  Tex 

Omaha,  Nebr.,  to  San  Francisco,  Cal 

Omaha,  Nebr.,  to  Salt  Lake  City,  Utah 

Qalvestoo,  Tex.,  to  Ea^e  Pass,Tex 

Houston,  Tex.,  to  El  Paso,  Tex 

Houston,  TcXm  to  Eagle  Pass,  Tex 

Hotchinson.  Kans.,  to  San  Francisco,  Cal 

St  Paul,  Mbm.,  to  Portland,  Oreg 

St.  Paul,  Minn.,  to  Seattle,  Wash 

St.  Paul,  Minn.,  to  Bniings,  Mont 

St.  Paul,  Minn.,  to  Jamestown,  N.  Dak 

Duhith,  Minn.,  to  Portland,  Oieg 

Moorhead,  Minn.,  to  Portland.  Oreg 

Moorhead,  Minn.,  to  Billings.  Mont 

Jamestown,  N.  Dak.,  to  Portland,  Oreg 

Mflesaty.  Mont.,  to  Portland.  Oreg 

BDc  River,  Minn.,  to  BiUincs,  Mont 

BilHngs,  Mont,  to  Portland.  Oreg 

Botte,  Mont,  to  Portland,  Orqg 

Mlssoula^oot.,to  Portland,  Oreg.. 

Chlaigo,Ul.,  to  Galveston,  Tex 

Clileego,m.,  to  San  Antonio,  Tex. 

Clitaco,Ill.ftoSanFranclsoo,Cal 

Clileago,nL,toReno,Nev 

Cfaleego,m.,to  Portland,  Oreg 

Clileego,in.,  to  Spokane,  Wash 

Chkago,Ill.,toSalt  Lake  aty,  Utah 

Chicago,  ni.,  to  Laramie,  Wyo 

Salt  Lake  aty,  Utah,  to  San  Frandsco,  Cal 

Baft  Lake  aty.  Utah,  to  San  Diego,  CaL 

Elko,  Nov.,  to  San  Diego,  Cal 


Present 
rate. 

Propoaed 
rate. 

16.00 

• 

•460 

6.00 

456 

8.60 

7.56 

7.00 

6.26 

0.60 

6.00 

6.60 

6.00 

4.00 

8.71 

3.60 

8.26 

8.00 

7.78 

8.00 

7.00 

7.00 

6.0t 

6.60 

6.76 

4.60 

400 

7.00 

6.26 

0.00 

6.00 

4.60 

400 

6.50 

6.56 

6.60 

6.26 

6.00 

6.56 

6.00 

6.26 

4.50 

426 

6.60 

6.26 

6.60 

6.06 

9.60 

9.00 

2.50 

2.00 

6.60 

6.00 

6.00 

Lm 

7.60 

6.76 

6.00 

&60 

400 

8.60 

6.00 

461 

6.00 

s.m 

a.  60 

8.00 

1L60 

ILOO 

7.00 

6.60 

8.00 

2.76 

6.50 

6.00 

a.  00 

2.60 

n.oo 

ia60 

12.00 

n.00 

12.00 

n.ot 

6.00 

6.60 

2.60 

2.00 

12.00 

11.00 

11.00 

0.76 

4.60 

400 

ia5o 

0.60 

8.00 

7.00 

6.00 

6.26 

6.60 

COO 

6.00 

476 

4.60 

400 

8.00 

7.00 

8.00 

7.60 

1400 

13.00 

13.00 

IZOO 

1400 

18.00 

11.50 

n.oo 

0.60 

8.60 

6.60 

6.00 

5.60 

6.00 

8.60 

7.26 

7.00 

6.00 

EYidence  was  introduced  based  upon  the  actual  movement  of  sleep- 
ing-car passengers  between  St.  Paul  and  Faigo,  N.  Dak.,  establishing 
to  our  minds  the  reasonableness  of  the  existing  rate  of  S2  for  a  lower 
berth  when  compared  with  rates  charged  elsewhere  for  similar  dis- 
tanees  and  time  expended  in  the  haul. 

In  view,  therefore,  of  the  full  facts  presented  in  the  record  in  these 
cases,  and  further  having  in  mind  the  proposal  of  the  PuUman  Com* 
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ptoj  to  reduce  the  rates  upon  upper  berths  throughout  the  United 
SUitee  idierever  Pollmaa  cars  are  operated  and  to  reduce  the  ratee 
Applicable  for  long  hauls  in  accordance  with  the  Commission's  pre- 
Tioos  conclusions,  it  will  be  ordered  that  the  order  heret<tfore  entered 
in  these  sereral  cases  shall  be  modified  as  follows: 

The  present  rate  of  $2  exacted  by  the  Pullman  Company  for  the 
use  of  a  lower  berth  in  a  first  class  standard  sleeper  from  St.  Paul  to 
CSucago  orer  the  lines  of  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha 
Railway  Company  and  the  Chicago  &  North  Western  Railway  Com- 
pany is  not  found  xmreasonable,  but  the  rate  for  the  use  of  an  upper 
berth  is  unjust  and  tmreasonable  to  the  extent  that  it  exceeds  $1.60. 

The  present  rate  of  $1.50  exacted  by  the  Pullman  Company  and 
the  Great  Northern  Railway  Company  for  the  use  of  a  lower  berth 
in  a  first  class  standard  sleeper  from  St.  Paul  to  Superior,  Wis.,  is  not 
found  unreasonable,  but  the  rate  charged  for  the  use  of  an  upper  berth 
is  unjust  and  unreasonable  to  the  extent  that  it  exceeds  $1.25. 

The  present  rate  of  $12  exacted  by  the  Pullman  Company  and 
the  Great  Northern  Railway  Company  for  the  use  of  a  lower  berth 
in  a  first  class  standard  sleeper  from  St.  Paul  to  Seattle  is  unjust 
and  unreasonable  to  the  extent  that  it  exceeds  $11.  The  rate  for 
the  use  of  an  upper  berth  is  unjust  and  unreasonable  to  the  extent 
that  it  exceeds  $8.80. 

The  present  rate  of  $2  exacted  by  the  Pullman  Company  and  tho 
Great  Northern  RaUway  Company  for  the  use  of  a  lower  berth  in  a 
first  class  standard  sleeper  from  St.  Paul  to  Fargo,  N.  Dak.,  is  not 
foimd  unreasonable.  The  rate  for  the  use  of  an  upper  berth  ia 
unjust  and  unreasonable  to  the  extent  that  it  exceeds  $1.60. 

The  present  rate  of  $2  exacted  by  the  Pullman  Company  and  the 
Great  Northern  RaUway  Company  for  the  use  of  a  lower  berth  in  a 
first  class  standard  sleeper  from  St.  Paul  to  Grand  Forks,  N.  Dak., 
is  not  found  tmreasonable.  The  rate  for  the  use  of  an  upper  berth 
IB  unjust  and  unreasonable  to  the  extent  that  it  exceeds  $1.60. 

This  order  as  to  the  Pullman  Company  shall  go  into  effect  en 
February  1,  1911  (and  the  rates  herein  fixed  shall  be  maintained  as 
maxima  for  two  years  from  that  date),  provided  the  Pullman  Com- 
pany on  or  before  that  date  shall  file  with  the  Commission  the  sched- 
ule  of  revised  and  reduced  rates  proposed  and  herein  referred  to,  and 
said  company  shall  be  permitted  to  make  such  rates  effective  upon 
one  day's  notice,  it  being  understood,  however,  that  this  order  is  not 
equivalent  to  a  determination  of  the  reasonableness  of  the  new 
schedule  of  rates  in  whole  or  in  part,  save  where  such  rates  have 
been  specifically  considered  in  the  cases  now  before  the  Commisoion. 

The  order  as  to  the  Great  Northern  Railway  Company  shall  also 
go  into  effect  on  February  1,  1911. 
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No.  3354. 

STATE  OF  OKLAHOMA;  STATE  OF  IOWA,  INTERVENER, 

v. 

PULLMAN  COMPANY  ET  AL. 


No.  3421. 
STATE  OF  KANSAS 

V. 

SAME, 


No.  3454. 

STATE  OF  INDIANA 
v. 

SAME. 


No.  3477. 
STATE  OF  ARKANSAS 

V. 

SAME. 


Submitted  November  SO,  1910.    Decided  December  It,  1910. 


1.  An  order  entered  directing  the  Pullman  Company  to  fix  rates  upon  upper  berths 

not  exceeding  80  per  cent  of  the  ratee  applicable  under  the  PuUman  Com- 
pany's tarifii  upon  lower  berths,  whenever  such  lower-berth  rate  is  $1.75  or 
over,  and  in  cases  where  the  lower^berth  rate  is  $1.50,  the  upper-berth  rate 
shall  be  fixed  at  a  rate  not  to  exceed  $1.25. 

2.  The  reductions  in  lower  berths  which  are  herein  proposed  by  the  Pullman  Com- 

pany, not  being  involved  in  the  complaints  filed  by  the  various  states,  will 
not  now  be  the  subject  of  an  order  by  the  Commission. 

James  Mandhan  for  complainants. 

F.  B.  DanieU  and  0.  S.  Femdld  for  PuUman  Company. 
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Charles  West,  Attorney  General,  and  W.  C.  Reeves  for  state  of 
Oklahoma. 

James  Bingham,  Attorney  General,  for  state  of  Indiana. 

H.  L.  Norwood,  Attorney  General,  and  Borders  db  Walters  for  state 
of  Arkansas. 

John  S.  Dawson  and  H.  R.  TiUotson  for  board  of  railroad  commis- 
sioners of  Kansas,  and  state  of  Kansas. 

H.  W.  Myers,  Attorney  General,  and  John  F.  Fletcher,  Assistant 
Attorney  General,  for  state  of  Iowa,  intervener. 

F.  C.  DiUard  for  Union  Pacific  Railroad  Company. 

E.  C.  Lindley,  J.  0.  Drew,  and  J.  M.  Gruber  for  Great  Northern 
Railway  Company. 

Charles  Donnelly  for  Northern  Pacific  RaUway  Company. 

Gardiner  Lathrop  and  T.  J.  Norton  for  Atchison,  Topeka  &  Santa 
Fe  RaUway  Company. 

George  W.  KretsAnger  for  Grand  Trunk  Railway  Company  of 
(^anada. 

Hale  Holden  for  Chicago,  Burlington  &  Quincy  RaUroad  Company. 

Burton  Hanson  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Com- 
pany. 

John  F.  Finerty,  jr.,  and  0.  E,  Butterfidd  for  Cleveland,  Cincinnati, 
Chicago  &  St.  Louis  Railway  Company;  Lake  Shore  &  Michigan 
Southern  Railway  Company;  and  Chicago,  Indiana  &  Southern 
Railway  Company. 

A.  P.  Burgwin  for  Pennsylvania  Company. 

John  Barton  Payne  for  Chicago  Great  Western  Railroad  Company. 

Report  of  the  Commission. 

L4NE,  Commissioner: 

These  cases  involve  the  reasonableness  of  the  rate  upon  upper  bertha 
charged  and  collected  by  the  Pullman  Company.  The  record  in  the 
Loftus  cases f  18  I.  C.  C.  Rep.  135,  previously  decided  was  incorpo- 
rated in  these  cases. 

STATE   OF  OKLAHOMA. 

The  following  statement  shows  the  present  rates  between  points 
complained  of  by  the  complainant  and  the  rates  which  wiU  apply  for 
upper  and  lower  berths  between  the  same  places  in  the  general 
revision  of  rates  which  the  Pullman  Company  proposes: 
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Between— 


Miles. 


T....I 


Guthrie  and  Fort  Worth 

Oklahoma  aty  and  Fort  Worth 

Ardmore  and  Fort  Worth 

McAlesterand  Fort  Worth 

McAlesterand  Dallas 

Muskogee  and  Dallas. 

Vlnlta  and  Kansas  City {Friloi.t. 

Sapulpaand  Kansas  City 

Total  oA  lOnm  City (^^-^  g-  j 

McAlesterand  Kansas  City 

Muskogee  and  Kansas  City 

Guthrie  and  Kansas  aty 

fA.T.  4  8.  F.. 
Oklahoma  City  and  Kansas 
City 


M.  K.&T.... 

Frisoo 

LC.  R.  L  &  P... 
Enid  and  Kansas  City 

Vlnlta  and  Fort  Worth. {Fti^.t.^*!!! 

Sapulpa  and  Fort  Worth 

Tuba  and  Fort  Worth 

Enid  and  Fort  Worth. 

Vlnlta  and  Dallas {Frlsro^.^""* 

Aidmoroand  OalTestoo 

Guthrie  and  8t  Louis {fyi»o.*  ?!'!!! 

Oklahoma  aty  and  St.  Louis 

Muskogee  and  St.  Louis 

Guthrie  and  Oalyeston 

Oklahoma  Utv  and  Galveston 

Guthrie  and  San  Antonio 

Ardmore  and  San  Antonio 

MoAlester  and  St.  Louis 

Tulsa  and  St  Louis 

Sapulpa  and  St.  Louis 

Vinito  and  St  Louis 

MoAlester  and  Memphis 

Oklahoma  Cltyand  Memphis 

Afdmore  and  Kansas  City 

Vtnlt*  and  Chicago 

Muskogee  and  Chicago 

Vlnlta  and  Galveston 

Vlnlta  and  San  Antonio 

McAleaterand  Galveston . 

McAlesterand  San  Antonio 

Muskogee  and  Galveston 

Muskogee  and  San  Antonio 

Guthife  and  (liloago 

Oklahoma  City  and  CUoago 

MoAlester  and  Chicago 


Ardmore  and  Chicago. 
Muskogee  and  FortWorth. 

Sapulpaand  Galveston 

Sajmlpaand  San  Antoolo*. 


236 
204 
104 
191 
201 
263 
180 
203 
281 
206 
267 
337 
254 
368 
400 
344 
381 
408 
320 
318 
370 
292 
305 
271 
328 
318 
460 
584 
535 
542 
504 
582 
550 
617 
425 
560 
425 
435 
439 
366 
486 
501 
651 
794 
696 
595 
588 
468 
630 
530 
826 
858 
856 
958 
252 
591 
613 


Praent 
tower 
and 
upper 
herth 
rates. 


} 


} 

} 
} 


t2.00 
2.00 
1.50 
2.00 
2.00 
2.00 

3.00 

2.00 

2.00 

2.00 
2.00 
2.50 

2.50 

2.50 

2.50 

2.00 
2.50 
2.00 

2: 50 

150 

a50 

a50 

aoo 
aoo 
aoo 
a50 
aoo 
aoo 
aoo 
aoo 

2.50 
2.50 

aoo 
aoo 

4.00 
450 
4.00 
4.50 
400 
400 
400 
400 
&00 
6.00 
450 
5.50 
2.00 
4  00 


Proposed  rates. 


Lower  berth. 

The 

Pullman 

Co. 

state  of 
Okla- 

t2.00 

2.00 

L50 

L75 

L75 

2.00 

2.00 

2.00 

2.00 

2.00 

2.00 

2.25 

2.25 

2.00 

2.25 

2.00 

2.00 

2.00 

2L25 

2.50 

a2S 

a2S 

aoo 

aoo 

aoo 

aso 

aoo 

aoo 

275 

a.  75 

150 

2L25 

aoo 

aoo 

400 

450 

400 

a  75 

aso 

aoo 

a  75 

a25 

450 

450 

450 

aso 

2.00 

a  75 



Upper  berth. 


The 

Pullman 

Co. 


$L60 
1.60 
L25 
L40 
L40 
L60 

1.60 

LOO 

LOO 

LOO 
L60 
L80 

1.80 

L60 

L80 

LOO 
LOO 
LOO 

L80 

100 

100 


SUteof 
Okla- 
homa. 


ILSO 
L50 
L25 
LSD 
1.50 
L50 

LOO 

LOO 

LOO 

LOO 
LOO 
L70 

L70 

L70 

L70 

L75 
1.70 
L70 

L76 

100 

ITS 


100 

175 

140 

100 

140 

100 

140 

100 

180 

100 

140 

160 

140 

100 

120 

100 

120 

150 

100 

100 

L80 

100 

140 

120 

140 

100 

120 

aoo 

aoo 

aao 

a20 

aoo 

aoo 

aoo 

180 

150 

140 

100 

aoo 

100 

100 

150 

aoo 

150 

aoo 

aso 

aoo 

aoo 

440 

400 

LOO 

L50 

aoo 

aoo 

aoo 

•  No  through  service. 

The  Pullman  Company  filed  with  this  table  the  following  note: 

The  state  of  Oklahoma  has  filed  complaint  on  48  upper-berth  rates  (exclumve  of  one 

■hown  where  there  is  no  through  rate).    The  accompanying  table  shows  a  reduction 

of  each  of  said  rates,  as  follows: 

26c.     40c.     60c.     60c     70c.     76c.    80c.     90c. 


Oklahomaasks 3 

Pullman  Company  propose 1 

$1.00      $1.10 

Oklahomaasks €      

Pullman  Cooapany  propose.       2  1 

90082'~VOL  20—11 5 


10 
$1.20 


21 
2 


9 


9 
$1.26 


6 
$1.40 


•    4 

$1.60 

8 
1 


•  •  •  • 

6 
$1.60 
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Of  ^  48  present  upper-berUi  ntee,  using  each  one  once,  they  amount  to. .  • .  I14S.  50 

Oklahoma  complaint  is  for  reduction  to 107. 26 

Adjustments  made  to  equaliae,  make  reduction  to 100. 05 

The  general  revision  of  rates  will  include  similar  reductions  in  upper  berflis  between 
places  in  Oklahoma  and  many  places  not  mentioned  in  the  complaint.  This  genend 
revision  will  also  reduce  27  lower-berth  rates  between  places  in  Oklahoma  and  places 
outside  (A  Oklahoma  which  are  mentioned  in  the  complaint,  althougji  no  reduction 
in  loweHi>erth  rates  is  asked  for. 

STATE  OF  KANSAS. 

The  following  statement  shows  the  present  rates  between  points 
complained  of  by  the  complainant  and  the  rates  which  will  apply 
for  tipper  and  lower  berths  between  the  same  places  in  the  general 
revision  of  rates  which  the  Pullman  Company  proposes: 


PraMot 

lower  and 

tipper 

imtfli. 


PropoMd  lAtei. 


18.  F. 
•\R.  L, 


Topeka  ftDd  Chicago 

Strang  city  and  Otk»go. 

Kaima  Cl^  and  Chicago. 

SaUna  and  ChlcMo* 

WlehlUaDdStTLDate 

NewtooandSt.  Louie* 

SaUna  and  St.  Louie a 

Topoka  and  Fort  Worth 

Strong  CHt  and  Fort  Worth 

Qaideo  City  and  Oklaboina  City 

Wiehltoaod  Chicago 

SmeandChkaco* 

Holeiiigton  andChicago* 

Oardeo  Cltj  and  St.  LooJe* 

CoIbT  and  fit.  Louie. 

Soott  CHt  and  8t.  Louie 

Strong  City  and  Galreeton , 

WIehtta  and  San  Antook) 

Newton  and  Chicago 

BmeandStLouto 

Hoietaigton  and  St.  Louie 

Garden  City  and  Fort  Worth 

Kani.aCltyandOalTertoo..{S^^-i-^;;; 

WkhttaandOahreeton 

Garden  City  and  Chicago 

Topeka  and  GftlTcston 

Garden  City  and  San  Antonio 

SaUna  and  San  Antonio  • 

Colby  and 
Soott  City  and 
Newton  and  San  Ani 

TopekaandSt.  Louie 

Strang  City  and  St.  Louie* 

Garden  City  and  fTani—  City.. . 

Colby  and  Kaneae  aty 

Soott  City  and  KaneM  city 

Wkhlta  and  Fort  Worth 

Newton  and  Fort  Worth 

Topeka  and  Oklahoma  aty ... . 

Wfehlta  and  KaneM  city 

Newton  and  KaneM  City 

SaUnaand  KaneM  Ctty 

Snii  and  KanMS  City 

BoMDgtonand  KanMsCtty .... 
OtnifCttj  and  Okhhoma  City. 


S26 
W4 

000 
457 
000 

484 
484 

400 
637 
456 
417 
086 
786 
784 
003 
700 
707 
803 
007 
050 
MO 
584 
021 
953 
884 
722 

gn 

883 
•43 
000 
850 
907 
734 
M7 
428 
419 
403 
424 
370 
408 
333 
226 
301 
186 
309 

aoi 

383 


\ 


) 


83.00 

8.50 
2.50 


3.00 


3.00 
3.50 
3.50 
3.00 
4.50 


4.50 
4.50 
5.00 
4.50 
4.00 
4.00 
4.00 
4.00 

5.50 

4.00 
6.50 
5.80 
&50 


&00 


5.00 
2.80 


Lower  berth. 


The  Pull- 
man Co. 


83.00 

3.50 
2.50 


3.00 


3.00 
3.50 
3.80 
3.00 
4.50 


State  of 


4.38  i. 
4.25  L 
5.00  . 
4.50  L 
4.00  1. 
3.80  I, 
3.50  !. 
4.00  ,. 

&50  . 

4.00  '. 
5.00  '. 
5.00  '. 
&80 


Upper  berth. 


The  PullJ 
man  Co. 


2.80 
2.00 


2.40 


2.40 
2.80 
2.80 
2.40 
3.00 


4.76 


4.50 
3.36 


.1. 


3.40 
3.40 
4.00 
3.00 
3.30 
2.80 
2.80 
3.20 

4.40 

3.30 
4.00 
4.00 
4.40 


3.80 


2.80 
2.80 
^80 
2.80 
2.80 
2.80 
2.00 
2.00 
2.00 
2.00 
2.00 
2.00 


2.80 
2.80 
2.80 
2.80 
2.80 
^80 
2.00 
2.00 
1.76 
2.00 
2.00 
2.00 


3.00 
LOO 


3.00 
2.00 
^00 
2.00 
^00 
2.00 
LOO 
LOO 
L40 
LOO 
LOO 
LOO 


Staftaof 


LTi 
2.00 


2.00 
2.A 
2.00 
3.» 

3.» 
3.» 
3.» 


3.» 


3.00 
3.00 
3.00 
3.00 


3.00 
400 
4.00 
4.00 
4.00 
3.» 
3.» 

z,m 

L7f 
L7S 
L7f 
L7S 
L7B 
L7B 
L7f 
LIS 

i.m 

L» 
L» 
L» 
LOO 
LOO 


*  No  throo^  ienioa. 
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Kftoau  City  and  L4iiooId 

Kftoau  City  and  Omaba 

Kansas  City  and  St.  Louis 

Strong  City  and  Kansas  City 

Wlcluta  and  Oklahoma  City 

Gardm  City  and  Galveston 

Topelca  ana  San  Antonio 

Kansas  City  and  San  An-  /A.  T.  &8.V.. 
tonlo.  JH.  K.&T.... 

Kansas  City  and  Fort  Worth  jJJ;,^*^^-^;- 

Kansas  City  and  Oklahoma/A.  T.  A  s!  f!! 
aty.  \M.  K.&T.... 

Newton  and  Oalveston A.  T.  &  8.  F.. 

Strong  City  and  San  Antonio.  A.  T.  dc  8.  F. . 
Newton  and  Oklahoma  City..  A.  T.  &  S.  F.. 


Idles. 


Present 

lower  and 

upper 

berth 

rates. 


12.00 
2.00 
2.00 
1.50 
1.50 
6.00 
6.00 

6.00 
4.00 

Z50 

4.50 
5.50 
2.00 


Proposed  rates. 


Lower  berth. 


TlisPaU- 
man  Co. 


Upper  berth. 


SUte  of  The  Poll-j 
Kansas,    man  Co. 


12.00 
2.00 
2.00 
L60 
1.50 
5.50 
5w50 

5.50 
3.50 

Z50 

4.50 
5.50 
2.00 


$1.00 
1.00 
LOO 
1.25 
L25 
4.40 
4.40 

4.40 
2.80 

2: 00 

3.60 
4.40 
1.60 


State  of 
Kansas. 


$1.50 
1.50 
L50 
L25 
1.25 
4.50 
4.50 

4.50 
8.00 

L76 

3.25 
4.00 
L50 


The  Pullman  Company  filed  with  this  table  the  following  note: 

The  state  of  Kansas  has  filed  complaint  on  50  upper-berth  rates  (exclusive  of  eight 
shown  where  there  are  no  through  rates).  The  accompanying  table  shows  a  reduction 
of  each  of  said  rates,  as  follows: 

26c.     40c.     50c.     60c.     70c.     75c.     80c.     90c. 

J\Hill1WW  Sv&B ...............a........  M        ....  Xtb        ••••        ....  «/        ..^.        .••• 

Pullman  Company  propose 2         9         8         5         4    3         3 

$1.00    $1.10    $1.20    $1.25    $1.40    $1.50    $1.60 

Kansas  asks 9    5    11    

Pullman  Company  propose 1  5  4    1  2  3 

Of  the  50  present  upper-berth  rates,  using  each  rate  once,  they  amount  to. . .  $175. 00 

Kansas  complaint  is  for  reduction  to 129. 00 

Adjustments  made  to  equalize  make  reduction  to 135. 50 

The  general  revision  of  rates  will  include  similar  reductions  in  upper  berths  between 
places  in  Kansas  and  many  places  not  mentioned  in  the  complaint.  This  general 
revision  will  also  reduce  14  lower  berth  rates  between  places  in  Kansas  and  places 
outside  of  Kansas  which  are  mentioned  in  the  complaint,  although  no  reduction  in 
lower-berth  rates  is  asked  for. 
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STATE  OF   INDIAKA, 

The  following  statement  shows  the  present  rates  between  points 
complained  of  by  the  complainant  and  the  rates  which  will  apply  for 
upper  and  lower  berths  between  the  same  places  in  the  general  revision 
of  rates  which  the  Pullman  Company  proposes: 


UOo. 

UMl 

PnpoHlnM. 

M 

I^ 

bath,      i     Opp«b«UL 

5Si^ 

Siilss.^ 

SS££ 

s 
1 

IS 

1S7 

lis 
CO 

m 

3ST 
ISO 

123 

isa 

s 

to 

s 

z» 

118 

K 

ISO 
IM 
112 
IM 

ft) 

ee 
isi 

3M 

aro 

258 

308 
US 

IS 

180 

IM 
181 

188 
IW 
TO 
304 
ITT 
IIT 

m 

1 

a 

i:S 

a 

1.10 

1. 10 

a 

I.W 

ii 

11 

l.» 
l.M 

|s 

2.00 

a 

l.KI 

a 

i.m 

a 

Ln 

l.U 
l.U 

zoo 

i:» 

1.40 
2^00 

ioo 

.10 

1 

:» 

2:00 

:i 

:« 

ioo 

.M 

.-s 

I.W 

:io 

a 

zoo 

1 
1 

I;! 

!2S 
L3S 

.35 
L3I 
LOO 

.36 

.« 

!2S 
L3t 

.25 
LfiO 

.40 

1 

L35 
-35 

.•0 
.15 
.35 

;g 

.15 
.31 
.«0 
.35 

.2S 
.31 

:S 

.21 
.31 
.» 

!» 
.35 
.00 

.00 
.21 
.00 
.« 
.«0 
.31 
1.21 
.35 
,» 

1 

L» 
Lit 

:S 

L« 
LIS 

.31 
.» 
LOO 

:io 
.10 

!ao 
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The  PuUiuan  Company  filed  with  this  table  the  following  note: 

The  state  of  Indiana  has  filed  complaint  on  62  upper-berth  rates.  The  accom- 
panying table  shows  a  reduction  of  each  of  said  rates,  as  follows: 

25c.    40c.    50c.    60c.    75c.    $1.00 

Indiana  asks 2       ...     42  18 

Pullman  Company  proposes 44       9       ...       8         1       

Of  the  62  present  upper-berth  rates,  using  each  rate  once,  they  amount  to $102. 00 

Indiana  complaint  is  for  reduction  to 51. 50 

Adjustments  made  to  equalize,  make  reduction  to 81. 85 

The  general  revision  of  rates  will  include  similar  reductions  in  upper  berths  between 
places  in  Indiana  and  many  places  not  mentioned  in  the  complaint.  This  general 
revision  will  also  reduce  9  lower-berth  rates  between  places  in  Indiana  and  places 
outside  of  Indiana  which  are  mentioned  in  the  complaint,  although  no  reduction  in 
lower-berth  rates  is  asked  for. 

STATE  OF  ARKANSAS. 

The  following  statement  shows  the  present  rates  between  points 
complained  of  by  the  complainant  and  the  rates  which  will  apply 
for  upper  and  lower  berths  between  the  same  places  in  the  general 
revision  of  rates  which  the  Pullman  Company  proposes: 


B©tW6Ml— 


Fort  Smith  and  DaUas 

FayetUvlUe  and  Fort  Worth 

FayettevtUe  and  DaUas 

Fort  Smith  and  Oklahoma  City  • 

Tcxarkanaand  Galveston 

Little  Rock  and  St.  Loals. 

Fajretteville  and  St.  Loals 

JoiMsboroand  St.  Loois 

Uttlo  Rock  and  Fort  Worth 

Uttto  Rock  and  Dallas 

Pine  Bluff  and  St  Louis 

Hot  Springs  and  St.  Louis 

Little  Rock  and  Amarillo 

Pine  Bluff  and  Amarillo  • 

Hot  Sprincs  and  Amarillo 

FajeCteviUe  and  Chicago 

Hot  Springi  and  Chlcago.{^;^  5::^  ^S: : 

Fort  Smith  and  Chicago 

Tezarkana  and  Chicago 

Pine  Blufl  and  Kansas  City  • 

Pine  Bhifl  and  Memphis 

Texarkana  and'Fort  Worth 

TsTarkana  and  DaUas 

Hot  Springs  and  Oklahoma  City 

Little  Rock  and  Chicago 

Pine  Bhifl  and  Chicago  « 

Fort  Smith  and  St.  Louis 

Tezarkana  and  St.  Loois 

Texarkana  and  Kansas  City 

Jonesboro  and  Fort  Worth 

lonesboro  and  Dallas 

Little  Rook  and  Oalyeston 

Fort  Smith  and  Oahreston 

Fort  Smith  and  Amartlk>« 

Fort  Smith  and  Kansas  City 


Miles. 


2C7 
364 
330 
247 
370 
348 
353 
260 
391 
35B 
413 
408 
628 
708 
732 
G43 
721 


706 
778 
563 
156 
246 
213 
40S 
666 
fi06 
416 
404 
488 
512 


515 
637 
521 
328 


Present 
lower  and 

upper 
berth 

rates. 


} 


$2.00 
2.50 
2.50 

2.50 
2.50 
2.60 
2.00 
3.00 
3.00 
3.00 
3.00 
4.00 

4.00 
4.00 

4.00 

4.50 
5.00 

1.50 
2.00 
2.00 
2.50 
3.50 


Proposed  rates. 


2.50 
3.50 
3.50 
4.00 
4.00 
3.50 
3.50 


2.50 


Lower  berth. 


The  Pull- 
man Co. 


12.00 
2.25 
2.25 

(•) 
2.50 
2.25 
2.25 
2.00 
2.50 
2.25 
2.50 
2.50 
4.00 

(•) 
4.00 
4.00 

4.00 

4.25 
4.75 

(•) 
1.50 
2.00 
2.00 
2.60 
3.60 


2.50 
3.00 
8.00 
3.25 
3.00 
3.60 
8.50 


2.25 


State  of 
Arkansas. 


Upper  berth. 


The  PnU- 
manCo. 


11.60 
L80 
L80 

2.00 
L80 
L80 
l.GO 
2.00 
1.80 
2.00 
2.00 
3.20 

3.20 
3.20 

3.20 

3.40 
3.80 

I.2S 
1.60 
L60 
2.00 
2.80 


2.00 
2.40 
2.40 
2.60 
2.40 
2.80 
2.80 


L80 


State  of 
Arkansas. 


11.50 
L50 
L50 
L50 
L50 
L50 
L50 
1.50 
2.00 
2.00 
2.00 
2.00 
3.00 
3.00 
3.00 
3.00 

3.00 

3.25 
3.50 
2.75 
LOO 
L50 
L50 
L76 
2.60 
2.50 
2.60 
2.60 
2.50 
2.50 
2.60 
2.50 
2.50 
2.60 
L76 
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MUM. 

Pranat 
lowwand 

berth 
ntei. 

PiopoMdntct. 

Botween- 

Lower  berth. 

Upper 

ThePuU- 
manOo. 

berth. 

TbePaU- 
manOo. 

BtaUoT 
ArVinMi 

StotAof 

Jonmbom  and  Kansas  ("My 

420 
29G 
300 
346 
354 
525 
1      133 
\      140 
2U3 
103 
301 
397 
522 

t2.60 
2.60 
2.50 
2.50 
2.50 
3.00 

1       2.00 

2.00 
2.00 
2.00 

12.  SO 
2.00 
2.25 
2.25 
2.25 
3.00 

XOO 

2.00 
2.00 
2.00 

12.00 
LOO 
L80 
L80 
1.80 
2.40 

l.flO 

LfiO 
LOU 
1.00 

tL76 

Fort  Smith  and  Memuhis 

L76 

Hm  Pluff  and  Fort  Worth 

1.76 

Pine  Bluff  aod  Dallas 

L75 

Uttl«  Rock  and  Oklahoma  Cltv 

1.75 

Little  Rock  aod  Kansas  City 

2.00 

Little  Rock  and  Memphis 

Texarkana  and  If  emphls 

L8t 

1.60 

Hot  Hprines  and  McmphLn 

L60 

Fort  Smltb  and  Fort  Worth 

1.60 

Pine  UlulTand  Oklahoma  city  • 

2.60 

Pine  Dlull  and  Galveston  ' 

2.76 

f 



•  No  throoch  lerrke. 

The  Pullman  Company  filed  with  this  table  the  foUowing  note: 

The  state  of  Arkansaii  has  filed  compUint  on  40  upper-berth  rates  (ezclumva  of  7 
shown  where  there  stre  no  through  rates).  Tlie  accompanying  table  shows  a  reduction 
of  each  of  said  rates,  as  follows: 

25c.    40c.    50c.    60c.     70c.     75c.    80c.    90c. 


9 

4 

11.20 


1         11      ....      4 
11.25    11.40    11.50 


1 
11.60 


Arkansas  asks 1       .... 

Pullman  Company  proposes 1  8 

11.00    11.10 

Arkansasasks 19    1     3    

Pullman  Company  proposes 3  3  2    1     1 

Of  the  40  present  upper-berth  rates,  using  each  rate  once,  they  amount  to 1116. 00 

Arkansas  complaint  is  for  reduction  to 81.50 

Adjustments  made  to  equalize,  make  reductions  to 86. 45 

The  general  revision  of  rates  will  include  similar  reductions  in  upp<'r  berths  bilween 
places  in  Arkansas  and  many  places  not  mentioned  in  the  complaint.  This  general 
revision  will  also  reduce  19  lower-berth  rates  between  places  in  Aikansas  and  placet 
outside  of  Arkansas  which  are  mentioned  in  the  complaint,  although  no  reduction  in 
lower-borth  rates  is  asked  for. 

• 

CONCLUSIONS. 

The  reductions  in  lower  bertlis  which  are  herein  proposed  by  the 
Pullman  Company,  not  being  involved  in  the  complaints  filed  by  the 
various  states,  will  not  be  the  subject  of  an  order  by  the  Commission; 
but  an  order  w^ill  be  made  in  these  cases  directing  the  PuUman  Com- 
pany to  iix  rates,  on  or  before  February  1,  1911,  upon  upper  berths 
not  exceeding  80  per  cent  of  the  rates  apphcable  under  the  Pullman 
Company's  tarilTs  upon  lower  bertlis  whenever  such  lower-berth  rate 
is  $1.75  or  over,  and  in  cases  where  the  lower-berth  rate  is  $1.50  the 
upper-berth  rate  shall  be  fixed  at  a  rate  not  to  exceed  $1.25,  and 
such  rates  shall  be  maintained  for  a  period  of  not  less  than  two  years 

from  said  date. 

20LCaRcp- 


MEMPHIS  FBEIGHT  BVBJSLAJJ  V.  BT.  U  S.  W.  BY.  CO.  33 


No.  2441. 
MEMPHIS  FREIGHT  BUREAU 

V. 

ST.  LOUIS  SOUTHWESTERN  RAILWAY  COMPANY. 


SubmiUed  May  6, 1910.    Decided  December  It,  1910. 


Rates  on  cottonseed  from  points  on  defendant's  lines  in  Missouri,  Arkansas,  and 
Louisiana  to  Memphis  found  to  be  unreasonable,  and  also  unduly  discriminatory 
in  their  relation  to  rates  from  the  same  points  to  East  St.  Louis.  Reasonable 
rates  established. 

T.  K.  Riddick  for  complainant. 

8.  H.  West  and  Roy  F.  BriUon  for  defendant. 

Report  of  thb  Commission. 

Hablan,  Commissioner: 

The  rates  on  cottonseed  shipped  to  Memphis  from  points  on  the 
lines  of  the  defendant  in  the  states  of  Missouri,  Arkansas,  and 
Louisiana  are  here  complained  of  as  unreasonable  and  unjust  in 
themselves,  and  as  imduly  discriminatory  and  unjustly  prejudicial 
to  the  crushing  miUs  at  Memphis  when  compared  more  especially 
with  the  rates  in  effect  from  the  same  points  of  origin  to  East  St. 
Louis.  The  defendant  was  understood  on  the  hearing  to  have 
admitted  that  certain  of  these  rates  are  out  of  line,  but  it  denies  the 
other  material  allegations  of  the  complaint,  and  takes  the  position 
that  the  granting  of  the  prayer  of  the  petition  would  result  in 
giving  to  Memphis  an  undue  preference  and  advantage  over  East 
St.  Louis  and  other  nu'lling  points. 

Memphis  is  substantially  nearer  to  stations  on  the  defendant's 
lines  in  Arkansas  where  cotton  seed  is  produced,  than  is  East  St. 
Louis.  Yet  the  rates  to  the  latter  point  are  so  much  lower  that 
substantially  all  the  seed  not  crushed  by  the  local  mills  goes  to 
East  St.  Louis,  as  we  are  told,  thus  practically  closing  that  source 
of  supply  to  the  Memphis  mills.  Prior  to  1903  the  defendant's 
cottonseed  rates  to  Memphis  were  satisfactory.    They  gave  Memphis 
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a  differential  over  East  St.  Louis  ranging  upward  from  5  cents  per 
100  pounds.  But  during  that  year  a  crushing  mill  was  established 
at  East  St.  Louis  and  a  new  schedule  was  filed  naming  rates  to  thai 
point  from  40  to  60  per  cent  lower  than  the  previous  rates,  while 
making  no  change  in  the  rates  to  Memphis.  Some  of  the  new  rates 
to  East  St.  Louis  seem  to  be  actually  lower  than  the  rates  from  the 
same  points  to  Memphis,  notwithstanding  the  shorter  mileage  to  the 
latter  point;  and  the  complainant  alleges  that  all  the  new  rates  are 
relatively  lower  than  the  present  rates  to  Memphis. 

The  following  table  shows  the  prior  and  present  relation  of  rates  as 
between  Memphis  and  East  St.  Louis,  from  certam  named  points, 
and  is  said  to  be  illustrative  of  the  general  rate  adjustment: 


Relation  o/TttU$  between  MempkU  and  Baal  8t,  L 

ouis. 
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621 
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Ontfff. 

2S 
25 
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The  complainant  asserts  that  the  more  favorable  rates  to  East 
St.  Louis  were  made  effective  and  kept  in  force  in  such  a  way  that 
although  the  Memphis  mills  knew  that  some  unfair  conditions  pre- 
vailed they  were  not  able  to  discover  the  lower  rates  until  several 
years  after  they  had  been  established,  although  numerous  efforts 
were  made  to  ascertain  why  the  Memphis  miUs  cotdd  get  no  seed  sup- 
plies from  the  points  in  question.  Information  as  to  the  lower  rates 
to  East  St.  Ijouis,  which  the  complainant  refers  to  as  secret  rates,  was 

finally  obtained  from  the  files  of  the  Commission. 
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The  case  is  presented  upon  a  voluminous  record  which  contains, 
in  addition  to  the  testimony,  a  number  of  exhibits;  and  the  issue  is 
thoroughly  discussed  and  argued  on  the  briefs.  While  the  record  has 
been  carefully  examined  there  is  much  in  it  that  we  need  not  dwell 
upon  here.  A  brief  statement  of  the  facts  is  all  that  is  essential  to 
a  proper  disposition  of  the  matter. 

It  appears  that  the  defendant's  rates  on  cottonseed  to  Memphis 
are  generally  higher  than  the  rates  for  equal  distances  over  other  lines 
reaching  Memphis  from  the  west.  It  also  appears  that  other  lines 
maintain  a  substantial  differential  in  favor  of  Memphis  as  against 
East  St.  Louis.  We  are  also  impressed  by  the  fact  that  on  com- 
modities generally  the  defendant's  rates  to  Memphis  and  East  St.  Louis 
are  so  adjusted  as  to  give  due  recognition  to  the  shorter  haul  to  Mem- 
phis. One  of  the  exhibits  filed  on  behalf  of  the  complainant,  the  details 
of  which  we  have  not  verified,  indicates  an  average  differential  of  7.6 
cents  per  100  pounds  in  favor  of  Memphis  on  class-A  shipments  and 
on  certain  commodities.  Other  exhibits  and  other  facts  appearing 
of  record  tend  to  confirm  the  complainant's  contention  that  the 
defendant's  higher  rates  on  cottonseed  to  Memphis  than  to  East  St. 
Louis  are  not  in  harmony  with  the  general  relation  of  its  rates  as 
between  those  two  points.  The  defendant  explains  the  existing 
relation  of  rates  on  cottonseed  by  saying  that  the  rates  to  Memphis 
and  those  to  East  St.  Louis  are  established  on  two  different  theories; 
the  former  upon  the  Arkansas  commission's  rate  to  the  junction  point, 
plus  the  rate  of  the  connecting  line  into  Memphis ;  while  the  latter  is 
based  upon  the  Arkansas  commission's  rate  to  mill  points  plus  the 
rate  on  the  product  to  East  St.  Louis. 

The  main  point  brought  to  our  attention  by  the  defendant  is  that 
there  is  a  substantial  difference  between  the  service  rendered  by  the 
defendant  in  hauling  cottonseed  to  East  St.  Louis  and  the  service 
rendered  in  hauling  that  commodity  into  Memphis.  It  appears  that 
the  bridge  crossing  the  Mississippi  River  at  Thebes  is  owned  by  the 
defendant  and  other  carriers,  all  contributing  ratably  toward  its 
maintenance.  While  it  was  said  at  the  hearing  that  the  defendant 
owned  its  own  line  into  East  St.  Louis,  we  observe  from  the  reports 
filed  with  the  Commission,  and  which  are  presumably  correct,  that 
from  Thebes  to  East  St.  Jxyuia  the  defendant  operates  over  the  rails 
of  the  St.  Louis,  Iron  Moimtain  &  Southern,  and  imder  some  arrange- 
ment with  that  company  likewise  contributes  toward  the  expense  of 
maintaining  the  line  between  these  two  points.  It  also  appears  that 
the  defendant  does  not  reach  Memphis  over  its  own  rails,  and  that 
from  Fair  Oaks,  in  the  state  of  Arkansas,  to  Memphis,  a  distance  of 
some  60  miles,  its  traffic  is  hauled  into  Memphis  in  trains  of  the 
Iron  Mountain  and  over  the  latter's  tracks  imder  a  contract  which 
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allows  the  Iron  Mountain  an  arbitrary  rate  of  3  cents  per  100  pounds 
for  the  service.  To  this  must  also  be  added  a  bridge  toll,  which  in 
the  case  of  cottonseed  amounts  to  1^  cents  per  100  pounds.  The 
defendant's  contention  is  that  the  haul  into  Memphis  is  a  two-line 
movement,  whereas  it  has  a  one-line  movement  into  East  St.  Louis, 
and  that  a  relatively  lower  rate  to  the  latter  point  is  therefore  per- 
missible. 

Taking  all  these  matters  into  consideration,  we  have  arrived  at 
the  conclusion  that  the  relation  of  rates  on  cottonseed  as  between 
the  two  points  is  unduly  discriminatory  against  Memphis,  and  also 
that  the  rates  are  excessive  in  and  of  themselves  and  ought  to  be 
reduced.  We  find  that  for  the  future  the  rate  from  and  including 
Maiden,  in  the  state  of  Missouri,  and  from  stations  south  thereof,  to 
and  including  Jonesboro,  in  the  state  of  Arkansas,  should  not  exceed 
12^  cents  per  100  pounds;  from  Jonesboro*  to  and  including  Claren- 
don the  rate  should  not  exceed  Hi  cents;  from  Ulm,  Parham,  and 
Stuttgart  the  rate  should  not  exceed  12^  cents;  from  points  on  the 
Stuttgart  branch  the  rate  should  not  exceed  13^  cents;  from  and 
including  Goldman  to  and  including  Altheimer  the  rate  should  not 
exceed  12^  cents;  from  points  on  the  Little  Rock  branch  the  rate 
should  not  exceed  13i  cents;  from  Rob  Roy  to  and  including  Clio 
the  rate  should  not  exceed  12^  cents;  from  Clio  to  and  including 
Finn  the  rate  should  not  exceed  13^  cents;  from  Finn  to  and  including 
Frostville,  on  the  Shreveport  branch,  the  rate  should  not  exceed  14 
cents;  from  the  other  stations  on  the  Shreveport  branch  the  rate 
should  not  exceed  15  -cents;  from  main  line  points  south  of  Lewis- 
ville  the  rate  should  not  exceed  14  cents. 

Aa  the  Paragould  &  Southeastern  Railway  or  the  Pine  Bluff  & 
Arkansas  River  Railway  are  not  parties  defendant  herein,  their  rates 
on  cottonseed  to  Memphis  can  not  be  regarded  as  being  in  issue 
before  us. 

An  order  will  be  issued  in  accordance  with  the  above  findings. 
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No.  2043. 
EAST  ST.  LOUIS  COTTON  OIL  COMPANY 

V. 

ST.  LOUIS  &  SAN  FRANCISCO  RAILROAD  COMPANY  ET  AL. 


SubmiUed  April  8, 1910.    Decided  December  It,  1910. 


1.  Complaint  questions  reasonableness  of  rates  on  cottonseed  in  carloads  from  points 

mainly  in  Oklahoma,  Arkansas,  Mississippi,  Tennessee,  and  Missouri  to  East 
St.  Louis,  ni.,  and  also  alleges  unjust  discrimination  in  the  relationship  of 
such  rates  as  compared  with  rates  on  cottonseed  products  from  said  points  of 
origin  at  which  cottonseed-oil  mills  are  located  to  East  St.  Louis  and  to  points 
beyond,  principally  in  Illinois,  Indiana,  Ohio,  Michigan,  and  Wisconsin; 
Held,  That  the  rates  applicable  to  each  kind  of  traffic  necessarily  must  be  made  . 
with  reference  to  the  facts,  circumstances,  and  conditions  governing  the  pro- 
duction, transportation,  and  marketing  of  the  respective  products,  and  that  from 
the  record  in  this  case  the  Commission  is  imable  to  find  that  the  charges  on 
cottonseed  products  afford  a  strict  measure  for  the  reasonableness  of  the  rate 
on  cottonseed;  Held,  further.  That  in  the  light  of  the  facts,  circumstances,  and 
conditions  affecting  the  particular  traffic,  the  Conmiission  does  not  find  the  rates 
here  involved  to  be  unreasonable,  unjust,  or  unduly  discriminatory. 

2.  The  general  rule  is  that  manufactured  products  bear  higher  rates  of  transportation 

than  does  raw  material,  and  it  is  founded  in  reason,  because  ordinarily  there  is 
a  substantial  difference  between  the  value  of  the  one  and  that  of  Uie  other, 
and  frequently  there  is  a  greater  degree  of  risk  incident  to  the  transportation 
and  care  of  the  manufactured  product  than  of  the  raw  material. 

S.  This  general  rule  is  not  universal,  and  is  departed  from  in  some  instances  because 
the  reasons  for  the  distinction  are  lacking,  and  in  other  cases  because  of  counter- 
vailing commercial  and  market  conditions  and  considerations. 

4.  Respecting  eontention  of 'complainant  concerning  its  disadvantage  because  of 
distance,  and  that  of  interveners  as  to  allowing  mills  in  the  cotton  territory  to 
crush  the  seed;  Held,  That  it  is  not  the  duty  of  this  Commission  to  equalise 
the  profit-and-loss  results  of  competing  operations  in  different  localities  by 
overcoming  natural  and  commercial  conditions  with  rate  adjustments. 

8.  H.  Cowan  for  complainant. 

Martin  L.  Clardy,  James  C.  Jeffery,  Henry  O.  Herhelf  and  B.  M. 
FKppin  for  Missouri  Pacific  Railway  Company  and  St.  Louis,  Iron 
Mountain  &  Southern  Railway  Company. 
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James  Hagerman  and  Josejik  M,  Bryscn  for  Miasouri,  KaiWHfl  & 
Texas  Railway  Company. 

M.  L.  BeU,  Wallace  T.  Hughes,  and  E.  B.  Peirce  forCSiicago,  Rock 
Island  &  Pacific  Railway  Company;  Chicago^  Rock  Island  &  Gulf 
Railway  Company;  and  St.  Lonis,  Kansas  City  &  Colorado  Railroad 
Company. 

Fred  H.  Wood  and  E,  B.  Peirce  for  St.  Louis  &  San  Francisco  Rail- 
road Company;  St.  Louis,  San  Francisco  &  Texas  Railway  Coji^>any; 
^d  Chicago  &  Eastern  Illinois  Railroad  Company. 

A.  A.  Hurd  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company; 
Kansas  Southwestern  Railway  Company;  and  Leavenworth  &  Topeka 
Railway  Company. 

Harry  P.  Warner  for  Fort  Smith  &  Western  Railroad  Company. 

J.  L.  Howell  for  Terminal  RaUroad  Assodation  of  St.  Louis. 

Sidney  F.  Andrews  and  R.  Walton  Moore  for  Illinois  Central  Railroad 
Company;  Mobile  &  Ohio  Railroad  Company;  Southern  Railway 
Company;  and  Yazoo  &  Mississippi  Valley  Railroad  Company. 

Flynn,  Ames  ik  Chambers  for  Oklahoma  Cottonseed  Crushers' 
Association,  intervener. 

Herbert  J.  CampbtUf  A.  B.  Bragg ,  and  J.  C,  Jeffery  for  Little  Rock 
Merchants'  Freight  Bureau,  intervener. 

H.  W.  B.  Glover  for  Southern  Cotton  Oil  Company,  intervener. 

C.  B.  Bee  for  Oklahoma  Corporation  Commission,  intervener. 

Report  of  the  Commission. 

Clements,  Commissioner: 

This  case,  filed  January  19,  1909,  presents  the  question  of  the 
reasonableness  of  rates  on  cottonseed  in  carloads  from  points  of 
origin  on  defendants'  lines  mainly  in  Oklahoma,  Arkansas,  Missis- 
sippi, Tennessee,  and  Missouri  to  East  St.  Louis,  01.,  and  the  ques- 
tion of  unjust  discrimination  in  the  relationship  of  such  rates  as 
c^impared  with  rates  on  cottonseed  products  from  points  in  the  same 
CiittiiU-producing  territoiy  at  which  cottonseed-oil  mills  are  located 
to  East  St.  Louis  and  to  points  beyond,  principally  in  Illinois,  Indi- 
ana, Ohio,  Michigan,  and  Wisconsin.  Complainant  owns  and  oper- 
ates a  cottonseed-oil  mill  at  East  St.  Louis,  purchasing  its  seed  from 
fK>ints  of  origin  referred  to,  and  contends  that  the  said  adjustment 
of  rates  therefrom  to  East  St.  Louis  and  destinations  beyond  on 
a>ttonfleed  and  cottonseed  products  is  such  as  to  unduly  prejudice 
its  business  at  East  St.  Louis  and  to  prefer  cottonseed-oil  mills  at 
and  near  ttie  points  of  origin  of  the  cottonseed.  Much  stress  is  laid 
upon  an  example  of  comparison  embodied  in  petition,  as  follows: 

A  too  oi  cottonseed  ahippod  from  Oklahoma  City  to  Eaot  St.  Loiua,  546  miles,  yiekla 
a  revenue  o(  $4.70,  which  ia  8.6  oiilla  per  ton-mile,    ^lien  it  ia  manufactured  into 

20LaaBci». 


EAST  ST.  LOUIS  COTTON  OIL  CO.  V.  ST.  L.  ^k  S.  F.  B.  B.  CO.         39 

the  product  at  East  St.  Louis  and  shipped  on  to  Peoria,  111.,  for  example,  the  result 
is  as  follows: 

800  pounds  meal,  local  rate  5  cents,  equals $0.40 

730  pounds  hulls,  local  rate  5  cents,  equals 365 

300  pounds  oil,  local  rate  8}  cents,  equals 255 

40  pounds  linteiB,  local  rate  15  cents,  equals'. 06 

1,870  L  08 

Total  revenue,  cottonseed  and  product,  $5.78;  705  miles,  equals  8.1  mills  per  ton- 
mile. 

If  the  same  product  m'  vcs  direct  to  Peoria  from  Oklahoma  City,  the  result  is  as 
follows: 

800  pounds  meal,  rate  23}  cents,  equals |L  88 

730  pounds  hulls,  rate  21  cents,  equals 1. 53 

300  pounds  oil,  rate  32}  cents,  equals 97 

40  pounds  lintera,  rate  60  cents,  equals ..24 

1,870        *  4. 62 

Equivalent  to  6.56  mills  per  ton-mile. 

It  is  urged  that  this  example  is  fairly  illustrative  of  the  compara- 
tiye  results  of  shipments  to  and  from  other  places  covered  by  the 
petition.  Complainant  also  contends  that  the  rate  on  the  raw  mate- 
rial should  not  be  higher  than  that  on  the  finished  product  or,  to  be 
more  definitCi  that  cottonseed  should  not  take  a  higher  rate  than  that 
applied  to  cottonseed  meal  from  the  points  of  origin  in  the  cotton- 
growing  section  to  East  St.  Ix>uis.  It  asks  reparation  on  various 
enumerated  shipments  moving  under  the  adjustment  of  rates  attacked 
as  unreasonable  and  discriminatory.  Defendants  deny  the  unreason- 
ableness alleged. 

Subsequent  to  the  filing  of  this  complaint  there  were  filed  with  the 
Commission  four  separate  petitions  of  intervention  by  the  Oklahoma 
Cotton  Seed  Crushers'  Association  and  by  32  other  corporations 
operating  cottonseed-oil  mills  in  the  state  of  Oklahoma;  by  the  Little 
Rock  Merchants'  Freight  Bureau,  and  by  various  owners  and  opera- 
tors of  cottonseed-oil  mills  in  the  state  of  Arkansas.  Both  the  Okla- 
homa and  Arkansas  interveners  contend  that  carriers  already  afford 
to  East  St.  Louis  and  points  ii)  other  states  at  Vhich  competing 
cottonseed-oil  mills  are  located  rates  on  cottonseed  out  of  Oklahoma 
and  Arkansas  which  permit  their  competitors  to  purchase  seed  in 
the  two  states  named  at  prices  that  the  local  operators  can  not  afford 
to  meet  and  then  succes^ully  compete  in  consuming  markets  on  the 
products,  at  the  existing  rates  thereon. 

From  the  tariffs  on  file  here  we  are  unable  to  verify  a  rate  of  23.5 
cents  in  effect  at  the  time  of  this  complaint  which  would  result  in 
the  charge  of  $4.70  on  cottonseed  from  Oklahoma  City  to  East  St. 
Louis.  The  correct  rate  was  25  cents,  which  is  still  in  effect,  and 
which  would  result  in  a  charge  of  $5  per  ton  between  the  points 
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named.  We  are  also  unable  to  check  the  rates  shown  from  East 
St.  Louis  to  Peoria,  which  doubtless  were  proportions  allowed  the 
lines  beyond  Blast  St.  Louis  in  the  subdivision  of  the  through  rate. 
The  rates  shown  from  Oklahoma  City  to  Peoria  were  correct  on  date 
of  complaint  but  subsequently  were  increased  and  are  still  in  effect 
as  follows: 

OMUi  ptf  100  pooDdlL 

CottoD0eed  meal 28^ 

Cottonoeed  hullfl 26) 

Cottonseed  oil 32) 

Cottonseed  lintere 71 

These  rates  applied  to  the  products  of  a  ton  of  cottonseed,  as  aboTS 
cited,  would  result  as  follows: 

800  pounds  meal,  rate  26)  cents,  equals $2. 12 

730  pounds  hulls,  rate  26)  cents,  equals L  964 

300  pounds  oil,  rate  32)  cents,  equals 975 

40  pounds  linters,  rate  71  cents,  equals 2S4 

1,870  5.313 

One  of  the  principal  contentions  in  a  somewhat  similar  case  now 
before  us,  Memphis  FreigU  Bureau  v.  Si.  L.  S.  W.  Ry.  Co.,  20  I.  C.  C. 
Bep.,  33,  is  that  rates  on  cottonseed  from  Arkansas  points  to  Mem- 
phis, Tern.,  as  compared  with  rates  on  the  same  commodity  from 
the  same  ]>oint8  of  origin  in  Arkansas  to  E^ist  St.  Louis,  practically 
prohibit  the  moTement  of  said  seed  from  Ariumsas  points  to 
Memphis. . 

The  record  discloses  that  at  tne  tune  of  the  location  of  the  East 
St.  Louis  Cotton  Oil  Mill  at  East  St.  Louis,  HI.,  in  1903,  the  present 
rato  adjustment  on  cottonseed  was  in  existence;  that  the  price  of 
the  seed  has  adranced  from  $7.50  in  1898  to  $28  per  ton  in  1909; 
also  that  the  average  cost  to  the  manufacturers  of  cottonseed  prod- 
ucts in  the  cotton-growing  section  in  moving  seed  from  the  Tarioua 
cotton  gins  by  rail,  wagon,  or  otherwise  to  the  mills,  distances  aver- 
aging about  50  miles,  is  about  $1.50.  Cottonseed  moves  almost 
entirely  during  the  months  of  October,  November,  and  December,  a 
small  quantity  moving  in  September  and  January,  and  it  b  handled 
with  more  dispatch,  on  account  of  the  Ukelihood  of  damage  by  over- 
heating, than  is  necessary  to  move  the  products  which  are  trans- 
ported with  practically  no  susceptibility  to  damage  throughout  the 
year,  and  during  the  short  period  in  which  the  seed  must  move  it 
appears  that  carriers  experience  difficulty  in  furnishing  adequate 
equipment,  especially  so  when  the  seed  moves  greater  distances  than 
from  local  gin  points  to  near-by  mills. 

The  general  rule  is  that  manufactured  products  bear  higher  rates 
of  transportation  than  does  raw  material,  and  it  is  founded  in  reason, 
because  ordinarily  there  is  a  substantial  difference  between  the 
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value  of  the  one  and  that  of  the  other,  and  frequently  there  is  a 
greater  degree  of  risk  incident  to  the  transportation  and  care  of  the 
manufactured  product  than  of  the  raw  material.  The  practice, 
however,  is  not  universal,  and  is  departed  from  in  some  instances 
because  the  reasons  for  the  distinction  are  lacking,  and  in  other  cases 
because  of  countervaihng  commercial  and  market  conditions  and 
considerations.  Within  the  last-named  class  of  exceptions  to  the 
general  rule  perhaps  would  fall  the  case  of  grain  and  grain  products, 
which  are  for  the  most  part  carried  at  the  same  rate.  A  frequent 
exception  to  the  first-named  class  is  in  cases  where  from  a  single 
raw  material  like  cottonseed  there  are  several  resulting  distinct 
products  and  by-products,  widely  differing  in  value,  weight,  bulk,  and 
the  uses  to  which  they  are  put.  The  general  practice  referred  to 
more  nearly  univereally  apphes  with  respect  to  the  primary  or  prin- 
cipal product  or  products  than  to  the  secondary  products  or  by- 
products from  the  same  raw  material.  The  primary  purpose  of 
crushing  cottonseed  is  to  extract  the  oil,  which  is  by  far  the  most 
valuable  product,  and  the  rates  therepn  are  universally  higher  than 
on  the  cottonseed  from  which  it  is  produced.  Cottonseed  meal  and 
cake  are  approximately  of  the  same  value  as  the  seed,  and  are  gener- 
ally carried  at  the  same  or  only  slightly  lower  rates,  whereas  the 
lower  grade  by-products,  hulls,  and  linters,  are  transported  at  still 
lower  rates. 

Much  has  been  said  respecting  the  alleged  disadvantage  imder 
which  complainant's  plant  at  East  St.  Louis  operates  by  reason  of  its 
greater  distance  from  the  points  of  origin  of  the  seed,  but  it  appears 
to  us  that  this  disadvantage  is  coimterbalanced  by  the  fact  that  its 
mill  is  located  at  East  St.  Louis  near  the  large  consuming  markets 
east  and  north  of  that  point;  that  the  seed  can  be  purchased  in  the 
cotton-growing  section  and  moved  to  its  mill  at  East  St.  Louis,  be 
there  manufactured  into  the  products  and,  because  of  this  close 
proximity  to  the  points  of  consumption,  the  said  products  can  be 
shipped  on  to  the  consuming  points  with  more  f acihty,  more  rapidity, 
and  more  satisfaction  than  from  mills  at  more  distant  points.  It  also 
has  an  advantage  over  the  mill  operators  in  the  cotton-growing  sec- 
tion by  reason  of  more  railroad  facilities  from  East  St.  Louis  and 
cheaper  fuel  with  which  to  operate  its  mill.  The  interveners  in  this 
case  also  contend  that,  inasmuch  as  cottonseed  is  one  of  the  small 
nuimber  of  raw  materials  produced  in  the  south  for  which  adequate 
manufacturing  facilities  have  been  established,  the  adjustment  of 
rates  ought  to  be  such  as  to  enable  the  mills  in  that  territory  to  crush 
them.  Respecting  both  of  these  contentions  it  is  not  the  duty  of 
this  Commission  to  equalize  the  profit  and  loss  results  of  competing 
operations  in  different  locaUties  by  overcoming  natural  and  com- 
mercial conditions  with  rate  adjustments. 
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The  rates  applicable  to  each  kind  of  traffic  necessarily  must  be 
made  with  reference  to  the  facts,  circumstances^  and  conditions 
governing  the  production,  transportation,  and  marketing  of  the 
respective  products,  and  in  this  case  we  are  unable  to  find  that  the 
chaises  on  cottonseed  products  afford  a  strict  measure  for  the  reason- 
ableness of  the  rate  on  cottonseed. 

It  is  the  duty  of  the  Commission  to  see  that  rates  are  just  and 
reasonable  to  sJl  parties  interested,  including  not  only  the  manu- 
facturers of  the  seed  at  the  respective  points  but  the  carriers  and  the 
consumers.  With  the  exception  perhaps  of  the  so-called  long-and- 
short-haul  provision  of  the  act,  the  law  has  not  undertaken  to  prescribe 
for  the  guidance  of  the  Commission  any  measure  of  reasonableness 
and  justness  of  the  rates  mvolved  and  we  are  therefore  left  to  the 
facts,  circumstances,  and  conditions  affecting  the  particular  traffic. 
In  the  light  of  these  we  do  not  find  the  rates  here  involved  to  be 
unreasonable,  unjust,  or  unduly  discriminatory. 

The  complaint  therefore  will  be  dismissed. 
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No.  2469. 

ANADARKO  COTTON  OIL  COMPANY  ET  AL. 

v. 

ATCfflSON,   TOPEKA  &   SANTA   FE   RAILWAY  COMPANY 

ET  AL. 


Submitted  April  8, 1910.    Decided  December  12, 1910. 


1.  Rate  on  cottonseed  oil  from  certain  Oklahoma  points  to  Galveston,  Tex.,  of  Z\\ 

cente  found  unreasonable  to  the  extent  that  it  exceeds  27^  cents. 

2.  Rate  on  cottonseed  oil  from  Ardmore,  Durant,  Madill,  and  Tishomingo,  Okla.,  to 

Galveston,  Tex.,  found  unreasonable  to  the  extent  that  it  exceeds  22}  cents. 

3.  Respecting  the  refining-in-transit  privilege  at  Dallas,  Greenville,  Sherman,  and 

Fort  Worth,  Tex.,  on  oil  for  export  through  Galveston;  Held,  That  the  Commis- 
sion does  not  endeavor  to  establish  or  extend  transit  privileges  in  the  absence 
of  discrimination,  proof  of  which  in  this  case  is  wanting;  but  in  a  recent  tariff 
the  privilege  here  asked  for  apparently  has  been  granted. 

4.  Present  rates  on  cottonseed  oil  from  Tishomingo,  Ardmore,  Durant,  Madill,  and 

Roff,  Okla.,  to  certain  points  in  Texas  found  unreasonable  to  the  extent  that 
they  exceed  the  rates  declared  reasonable  in  the  report. 

5.  Blanket  rate  on  cottonseed  oil  from  all  the  remaining  Oklahoma  points  involved 

to  certain  Texas  points  found  unreasonable  to  the  extent  that  it  exceeds  the 
rate  named  in  the  report. 

6.  Carriers  allowed  the  option  either  to  reduce  the  group  rates  on  cottonseed  oil  sub- 

stantially in  accordance  with  suggestions  made  in  the  report,  retaining  the 
grouping,  or  to  comply  with  the  suggestions  of  changing  the  grouping  to  some 
extent. 

7.  Defendants  allowed  ninety  days  within  which  to  present  a  scheme  of  rate  adjustment 

in  substantial  conformity  with  this  report. 

8.  A  rate  reasonable  in  view  of  the  circumstances  and  conditions  when  it  is  estab- 

lished may,  in  course  of  time,  become  unreasonable  by  virtue  of  changed  cir- 
cumstances and  conditions.  It  is  manifestly  impracticable  for  the  carriers  or 
the  Commission  in  such  a  case  to  determine  at  what  exact  time  in  the  gradual 
process  of  changes  the  rate  becomes  unreasonable. 

9.  Neither  does  it  seem  that  the  bona  fide  action  of  the  carriers  in  the  necessary 

exercise  of  their  judgment  within  reasonable  limits  should  always  be  at  their 
peril  of  liability  for  reparation  for  the  difference  between  rates  initiated  upon 
their  judgmeilt  smd  later  changed  upon  the  judgment  of  the  Commission.  There- 
fore, the  awarding  of  reparation  by  no  means  necessarily  follows  the  reduction 
of  a  rate,  whether  by  tiie  voluntary  action  of  the  carriers  or  by  order  of  the 
Commission. 
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10.  Whatever  may  be  the  nature  of  the  factn,  circumstancee,  and  conditions  appearing 
in  a  particular  case  where  reparation  is  involved,  whether  on  account  of  exces- 
sive rates  or  by  reason  of  unjust  discrimination,  there  must  be  that  degree  of 
certainty  and  satisfactory  conviction  in  the  mind  and  judgment  of  the  Com- 
mission as  would  be  deemed  necessary  under  the  well-established  principles  of 
law  as  a  basis  for  a  judgment  in  court.  Applying  these  principles  to  this  case 
the  report  herein  should  not  be  regarded  as  a  basis  for  reparation. 

Flynrij  Ames  dk  Chambers  for  complainants. 

Martin  L.  Clardy,  Jam^s  C,  Jeffery,  Henry  G,  Herhel,  and  B,  M. 
Flippin  for  Missouri  Pacific  Railway  Company  and  St.  Louis,  Iron 
Moimtain  &  Southern  Railway  Company. 

James  Hagerman  and  Joseph  M,  Bryson  for  Missouri,  Kansas  & 
Texas  Railway  Company. 

M,  L.  BeUf  Wallace  T,  Hughes,  and  E,  B.  Peirce  for  Chicago, 
Rock  Island  &  Pacific  Railway  Company;  Chicago,  Rock  Island  & 
Gulf  Railway  Company;  and  St.  Louis,  Kansas  City  &  Colorado 
Railroad  Company. 

Fred  H.  Wood  and  E.  B.  Peirce  for  St.  Louis  &  San  Francisco  Rail- 
road Company;  St.  Louis,  San  Francisco  &  Texas  Railway  Company; 
and  Chicago  &  Eastern  Illinois  Railroad  Company. 

A.  A.  Hurd  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company; 
Kansas  Southwestern  Railway  Company;  and  Leavenworth  & 
Topeka  Railway  Company. 

Harry  P.  Warner  for  Fort  Smith  &  Western  Railroad  Company. 

J.  L.  HoweU  for  Terminal  Railroad  Association  of  St.  Louis. 

Sidney  F,  Andrews  and  /?.  Walton  Moore  for  Illinois  Central  Rail- 
road Company;  Mobile  &  Ohio  Railroad  Company;  Southern  Rail- 
way Company;  and  Yazoo  &  Mississippi  Valley  Railroad  Company. 

Herbert  J.  Campbell,  A.  R,  Bragg,  and  J.  C,  Jeffery  for  Little  Rock 
Merchants'  Freight  Bureau,  intervener. 

Report  of  the  Commission. 

Clements,  Commissiorur: 

Thia  complaint,  brought  by  32  corporations  owning  and  operat- 
ing plants  for  the  manufacture  of  cottonseed  products  in  Oklahoma, 
filed  May  12,  1909,  attacks  as  unjust,  unreasonable,  and  unduly 
discriminatory  defendants'  rates  on  cottonseed  products,  including 
oil,  meal,  cake,  hulls,  and  linters,  from  points  at  which  said  plants 
are  located  to  practically  all  consuming  territory,  and  compares  said 
rates  with  rates  on  these  coinmodit!es  from  points  in  other  states 
at  which  similar  plants  of  competitors  are  located  to  the  same 
destinations.  Complainants  indicate  the  reductions  they  seek  and 
ask  for  the  establishment  of  rules  governing  refining  in  transit  at 
Greenville,  Sherman,  Dallas,  and  Fort  Worth,  Tex.,  on  cottonseed 
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oil  originating  at  points  in  Oklahoma,  on  the  Chicago,  Rock  Island  & 
Pacific,  the  Missouri,  Kansas  &  Texas,  the  St.  Louis  &  San  Fran- 
cisco, the  Atchison,  Topeka  &  Santa  Fe,  the  Fort  Smith  &  Western, 
Oklahoma  Central,  Wichita  Valley,  and  Midland  Valley  railroads, 
and  the  reduction  of  back-haul  charges  on  refined  cottonseed-oil 
products. 

A  petition  of  intervention  was  filed  by  the  Little  Rock  Merchants' 
Freight  Bureau,  alleging  in  effect  that  to  whatever  consuming  territory 
defendants'  rates  on  cottonseed  products  from  Oklahoma  points  are 
reduced,  said  consuming  points  will  be  absolutely  closed  to  the  cotton- 
seed-oil mills  in  Arkansas  because  of  the  keen  competition  now 
existing  between  the  Arkansas  and  Oklahoma  mills  imder  the  present 
adjustment  of  rates. 

Defendants  deny  generally  that  the  rates  attacked  are  imreason- 
able,  unjust,  or  unduly  discriminatory. 

Complainants  submit  as  evidence  of  alleged  discrimination  in  favor 
of  competitive  points  comparative  statements  of  mileage  and  per-ton- 
mile  earnings  and  insist  that  the  rates  from  Oklahoma  points  are  not 
justified  by  the  difference  in  mileage.  This  would  afford  a  more 
potent  argument  if  the  carriers  serving  the  Oklahoma  mills  were  the 
only  ones  also  serving  mills  of  competitors,  but  many  different  car- 
riers serve  them  from  different  territories  of  origin. 

Cincinnati,  Ohio,  appears  fairly  illustrative  of  the  points  east  of  the 
complaining  territory.  The  rates  on  cottonseed  oil  to  Cincinnati 
from  the  following-named  points  are: 


From— 


Memphis,  Tenn 

UUto  Rock,  Ark 

Fort  Smith.  Ark 

Bastom  Oklahoma  points,  averaging 

Central  and  wastem  Oklanoma  points,  averaging 


Distance. 

Rate. 

MUc9, 

Cenu. 

494 

17 

627 

21 

767 

25 

800 

28 

900 

40 

Revenue 
per  ton- 
mile. 


MOU, 
6.88 
6.69 
6.60 
7 
8.89 


It  wiD  be  noted  that  contrary  to  the  ordinary  practice  or  rule  the 
rates  or  earnings  per  ton-mile  are  somewhat  greater  for  the  longer 
distances,  that  is,  from  points  in  Oklahoma  to  Cincinnati,  than  for  the 
shorter  distances  from  points  of  origin  in  Arkansas  and  eastern  Okla- 
homa, but  it  is  well  known  that  rates  in  the  territory  adjacent  to  the 
Mississippi  River  are  influenced  by  water  competition,  Memphis 
Cotton  Oil  Co.  V.  7.  C.  R.  R.  Co.,  17  I.  C.  C.  Rep.,  313,  and  as  the  dis- 
tance from  the  river  increases  the  influence  of  this  competition 
diminishes. 

With  reference  to  the  alleged  excessive  rates  to  the  west,  as  com- 
pared with  rates  principally  from  Arkansas  points,  complainants 
claim  that  rates  from  the  following  places  are  fairly  illustrative  of 
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their  contention,  yiz.,  Little  Rock  and  Fort  Smith  as  points  of  origin, 
and  Kansas  City,  Mo.,  and  Denver,  Colo.,  as  points  of  destination. 
To  Kansas  City  the  distance  from  Little  Rock  is  483  miles,  and  from 
Fort  Smith,  328.  The  average  distance  from  Eufaula,  Muskogee, 
Sallisaw,  and  Wagoner,  in  eastern  Oklahoma,  to  Kansas  City,  is  about 
266  miles.  The  average  distance  from  the  remaining  points  in  central 
and  western  Oklahoma  to  Kansas  City  is  about  417  miles.  To  Denver 
Colo.,  the  distance  from  Little  Rock  is  1,097  miles  and  from  Fort 
Smith,  877.  The  average  distance  from  the  eastern  Oklahoma  points 
to  Denver  is  about  936  miles,  and  from  the  central  and  western  Okla- 
homa points,  about  778  miles. 

A  blanket  rate  of  17  cents  applies  on  cottonseed  meal  and  cake 
from  all  of  these  points  of  origin  to  Kansas  City,  and  30  cents  to 
Denver.  The  per-ton-mile  revenue  to  Kansas  City  from  Little  Rock 
is  7.04  mills  and  from  Fort  Smith  1.037  cents,  whereas  upon  the 
average  mileage  from  all  the  Oklahoma  points  the  per-ton-mile 
revenue  is  8.54  mills.  To  Denver  from  Little  Rock  the  per-ton-mile 
revenue  is  5.46;  from  Fort  Smith,  6.84;  and  upon  the  average  mile- 
age from  all  Oklahoma  points  the  per-ton-mile  revenue  is  about  7.49. 

A  somewhat  similar  comparison  to  the  above  with  respect  to  the 
rates  applicable  to  these  and  the  other  products  here  involved  except 
oil  shows  about  the  same  relative  adjustment.  We  do  not  find 
upon  the  facts  appearing  that  the  rates  independently  considered 
or  their  relative  adjustment  applicable  to  these  products  other  than 
oil  are  imjust  or  unreasonable. 

^he  rates  on  cottonseed  oil  to  Kansas  City  are  as  follows: 

Revenue 
Fnmi—  Dtotance.     Rmtc      pertoo- 

xnlle. 


Dtotanoe. 

Rmtc 

MUe», 

OmU, 

484 

20 

4K3 

20 

328 

16 

238 

16 

2»1 

16 

254 

20 

MemphJt,  Tenn 484  20  a837 

Little  Rock,  Ark 4K3  20  ans 

Fort  Smith,  Ark 328  16  aW6 

Wafonrr.Okla 238  16  1.346 

8»Ul»w,Okla 2»1  16  LOW 

Muskogee,  Okl» 254  20  1.575 

From  the  remaining  points  in  Oklahoma  the  average  distance  is 
about  415  miles  and  a  blanket  rate  of  25  cents  is  in  effect,  which  makes 
an  average  per-ton-mile  yield  of  about  1 .202  cents.  The  distances  in 
this  group  vary  considerably.  For  instance,  from  Frederick  to 
Kansas  City  is  529  miles,  making  the  per-ton-mile  revenue  9.45  mills, 
whereas  the  distance  from  Cushing  is  about  280  miles,  yielding  a  per- 
ton-milo  revenue  of  1.7S6  cents. 

Resulting  fn>m  the  faict  that  most  of  the  Oklahoma  points  of  origin 
are  gn)uix»d  under  a  common  rate  cm  cottonseed  oil  moving  to  Kansas 
City,  the  earnings  per  ton-mile  vary  considerably  on  account  of  the 
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differences  in  distances.  The  res^ons  for  the  estabUshment  of  this 
group  at  a  common  rate,  regardless  of  differences  in  distances  do  not 
appear,  because  the  reasonableness  of  this  grouping  has  not  been  chal- 
lenged and  the  grouping  has  not  been  attacked.  Only  the  rate  from 
this  group  is  called  in  question.  While  the  rate  from  some  of  the  more 
distant  points  in  the  group,  if  separately  considered,  would  be  regarded 
as  reasonable,  it  is  our  conclusion  that  the  rate  as  applied  from  all 
points  in  the  group  is  upon  the  whole  somewhat  excessive  and  that 
if  the  points  to  which  the  25-cent  rate  now  appUes  are  to  be  continued 
in  a  group  carrying  a  blanket  rate,  the  said  rate  therefrom  to  Kansas 
CSty  should  not  exceed  20 J  cents  per  100  pounds,  and  that  the  rate 
of  20  cents  from  Muskogee  to  Kansas  City,  if  this  point  is  not  to  be 
included  in  the  group  referred  to,  should  be  reduced  not  to  exceed 
12.4  cents,  and  that  the  rate  of  1^  cents  now  applying  from  Sallisaw 
and  Wagoner  should  not  exceed  in  the  case  of  Sallisaw  14.2  cents, 
and  in  the  case  of  Wagoner  11.6  cents.  Or  in  the  case  of  the  25-cent 
blanket  rate,  if  the  carriers  prefer  to  discontinue  the  grouping  there- 
under, the  rate  to  Kansas  City  from  the  nearer  points,  Cushing,  for 
instance,  a  distance  of  280  miles,  should  not  exceed  14  cents,  and  for 
the  longer  distance,  from  Frederick,  for  instance,  523  miles,  the  rate 
should  not  exceed  24.8  cents.  The  rates  from  the  other  points  of 
varying  distances  to  be  graded  accordingly. 

The  distance  to  Galveston  from  Fort  Smith,  the  latter  stated  by 
complainants  as  an  illustrative  point  in  Arkansas,  is  562  miles,  and 
the  rate  on  cottonseed  oil  between  these  points  is  26^  cents,  which 
yields  a  per-ton-mile  revenue  of  9.34  mills.  To  Galveston  from 
Eufaula,  Muskogee,  Sallisaw,  and  Wagoner,  an  average  distance  of 
about  541  miles,  the  present  rate  of  26^  cents  on  oil  makes  an  average 
yield  of  about  9.70  mills  per  ton-mile,  and  from  Ardmore,  Durant, 
Madill,  and  Tishomingo,  an  average  distance  of  about  421  miles,  the 
present  rate  of  26  J  cents  yields  a  per-ton-mile  revenue  of  about  1.2 
cents.  The  average  distance  from  the  remaining  Oklahoma  points 
to  Galveston  is  about  562  miles,  and  the  rate  appUcable  thereto  is 
31 J  cents,  making  the  average  per-ton-mile  yield  about  1.145  cents. 

We  find  that  on  cottonseed  oil  the  rate  from  Oklahoma  points 
now  charged  31^  cents  is  excessive  and  unreasonable  to  the  extent 
that  it  exceeds  27^  cents,  and  that  the  rate  from  Ardmore,  Durant, 
Madill,  and  Tishomingo  is  excessive  and  imreasonable  to  the  extent 
that  it  exceeds  22^  cents. 

Respecting  the  refining-in-transit  privilege  at  Dallas,  Greenville, 
Sherman,  and  Fort  Worth,  Tex.,  on  oil  for  export  through  Galveston 
and  "back-haul  charges''  on  the  refined  cottonseed-oil  products,  it  is 
proper  to  say  that  the  Conmiission  does  not  endeavor  to  establish 
or  extend  transit  privileges  in  the  absence  of  discrimination,  proof  of 
which  in  this  case  is  wanting,  and  regarding  the  back-haul  charges 
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on  the  refined  products  no  evidence  whatever  was  introduced  as 
justifying  any  reduction  in  the  present  charges.  However,  in  F.  A, 
Leland's  Tariff,  1.  C.  C.  747,  effective  September  1, 1910,  the  privileges 
here  asked  for  apparently  have  been  granted  under  the  following 
provisions: 

ShipmentB  of  crude  cottoDseed  oil  may  be  stopped  for  refining  purposes  at  any  inter> 
mediate  refining  point  when  originating  at  points  in  Oklahoma,  with  additional  charge 
of  one  (1)  cent  per  100  pounds,  with  a  minimum  of  $5  per  car  for  such  stops;  outbound 
movement  to  be  refined  cottonseed  oil  and  foots  or  soap  stock  only. 

The  time  for  stop-over  shall  be  limited  to  90  days.    ♦    ♦    ♦ 

There  appears  to  be  no  through  rates  established  from  Arkansas 
points  on  cottonseed  oil  to  Dallas,  Greenville,  Sherman,  and  Fort 
Worth,  Tex. 

The  mileage,  'rates,  and  per-ton-mile  revenue  from  five  of  the 
Oklahoma  points  are  as  follows: 


Distance, 


Ttahomlneo Dftltet. 

Do j  OrecnvlUe... 

Do '  Sheniuui 

Do j  Fort  Worth. 

Ardmorv Bharman 

Durant. do 

MadtU do 

Roff do. 


I 


MUet. 

CtnU. 

163 

16 

142 

16 

99 

16 

138 

16 

60 

19 

30 

11 

41 

11 

81 

22 

Per- 

UMMDlle 

jield. 


CtnU, 
1.963 
2.264 
3.232 
2.319 
6.767 
7.333 
5.366 
6.433 


We  find  these  rates  to  be  unreasonable  and  imjust  to  the  extent 
that  thoy  exceed  the  following: 


From— 

To- 

Ratepv 

100 
potmds. 

Tlaboinlnco 

n^iiM  , 

OnUi, 
10 

Do  .r. 

OreeoTiUe...... 

Do 



Rhmnao 

Do 

Fort  Worth 

12i 
7.1 

Ardraore 

fibemian ^ ,..,..... . 

Durtnt X  . , . . .  T  -  -  T 

do 

7.1 

Madlll 

do 

7.1 

Roff 

::::;do::;;;:::: 

7.1 

There  is  a  blanket  rate  from  all  of  the  remaining  Oklahoma  points 
involved  to  these  four  Texas  points  of  25  cents  per  100  pounds,  the 
distance  ranging  from  71  miles  to  330  miles,  yielding  per-ton-mile 
revenue  of  from  1.515  to  7.042  cents.  The  average  distwce  is  about 
223  miles,  which  results  in  an  average  per-ton-mile  revenue  of  about 
2.3  cents,  wliich  we  find  to  be  unreasonable  to  the  extent  that  it 
exceeds  a  rate  of  16}  cents.  However,  if  defendant  carriers  perfer 
to  not  retain  these  points  of  origin  in  a  group  under  one  rate,  the 
said  points  may  have  applied  thereto  graded  rates,  ranging  from  7.1 
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cents  applicable  to  the  shorter  distances — Durant,  for  instance, 
71  miles  from  Greenville — which  will  yield  a  per-ton-mile  revenue  of 
about  2  cents,  and  16^  cents,  applicable  to  tlie  longer  distances — 
Clinton,  for  instance,  330  miles  from  Greenville — which  will  yield  a 
per-ton-mile  revenue  of  about  1  cent. 

While  the  groupings  above  stated  and  referred  to  are  not  com- 
plained of,  we  are  satisfied  that  the  rates  from  many  of  the  points 
involved  are  unjust  and  unreasonable  as  indicated.  However,  we 
are  inclined  to  leave  the  option  to  the  carriers,  either  to  reduce  the 
group  rates  substantially  in  accordance  with  our  suggestions,  retain- 
ing the  grouping,  or  to  comply  with  the  suggestions  of  changing  the 
grouping  to  some  extent.  Therefore  we  have  concluded  not  to  make 
a  definite  order  here,  but  will  give  the  carriers  a  reasonable  time  in 
which  to  readjust  these  rates  by  one  method  or  the  other,  in  substan- 
tial accordance  with  our  conclusions.  The  defendants  will  be  allowed 
ninety  days  from  the  date  hereof  within  which  to  present  to  the  Com- 
mission for  its  consideration  as  a  compliance  with  these  suggestions, 
a  scheme  of  rate  adjustment  in  substantial  conformity  therewith. 
The  case  will  be  held  for  that  period,  after  the  expiration  of  which 
we  will  make  such  order  as  may  be  deemed  appropriate. 

Complainants  conclude  their  petition  as  follows: 

Complainants  further  pray  that  the  Commission  will  after  ascertaining  and  declaring 
the  just  and  reasonable  rate  on  cottonseed  products  retain  this  cause  for  further  hearing 
and  permit  each  of  the  complainants  to  ofifer  evidence  showing  to  the  Commission 
the  amount  of  freight  which  the  said  defendants  have  chaiged  each  of  said  com- 
plainants in  excess  of  a  just  and  reasonable  chaige,  and  that  upon  said  showing  that 
the  Commission  will  award  reparation  to  each  of  said  complainants  for  such  unjust 
and  unreasonable  excess  of  charge. 

An  award  of  the  Commission  in  reparation  of  damages  resulting 
from  a  violation  of  the  act  to  regulate  commerce  is  not  enforceable 
as  such,  but  in  a  suit  in  court  for  such  damages  the  findings  and 
order  of  the  Commission  are  prima  facie  evidence  in  support  thereof. 
It  follows  that  the  Commission  is  not  justified  in  awarding  damages 
in  any  case  except  on  a  basis  as  certain  and  definite  in  law  and  in 
fact  as  is  essential  to  the  support  of  a  final  judgment  or  decree  requir- 
ing the  payment  of  a  definite  sum  of  money  by  one  party  to  another. 

The  standard  of  the  law  by  which  the  validity  of  any  rate  as 
affected  by  its  amount  is  determined,  is  not  more  definite  than  that 
it  must  be  reasonable  and  just.  The  test  of  reasonableness  can  be 
applied  only  by  reference  to  and  upon  consideration  of  all  pertinent 
facts,  circumstances,  and  conditions  affecting  the  rate  in  effect  at  any 
particular  time.  In  the  nature  of  the  case  there  can  be  no  rule  or 
process  whereby  the  definite  absolute  maximum  limit  of  reasonable- 
ness in  the  amount  of  a  rate  can  be  fixed  with  the  certainty  of  a 
demonstration. 
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The  law  imposes  upon  the  carriers  the  duty  of  initiating  their  rates, 
under  the  injunction  of  the  statute  that  they  shall  be  reasonable  and 
just.  In  the  performance  of  this  duty  by  the  carriers  they  must  exer- 
cise judgment  and  discretion  by  a  like  resort  to  existing  facts,  circum- 
stances, and  conditions  in  the  first  instance,  just  as  the  Commission 
must  later  do  when  the  rates  are  brought  in  question  before  it.  The 
carriers  are  presumed  to  act  in  good  faith  in  their  exercise  of  discretion 
and  judgment  under  this  somewhat  indefinite  standard  of  the  statute 
in  its  practical  application,  and  therefore  rates  established  by  the 
carriers  can  not  be  condemned  except  upon  investigation  and  full 
hearing.  A  rate  reasonable  in  view  of  the  circumstances  and  condi- 
tions when  it  is  established  may  in  course  of  time  become  unreasonable 
by  virtue  of  changed  circumstances  and  conditions.  It  is  manifestly 
impracticable  for  the  carriers  or  the  Commission  in  such  a  case  to 
determine  at  what  exact  time  in  the  gradual  process  of  changes  the 
rate  becomes  unreasonable. 

In  the  matter  before  us  it  appears  that  some  of  the  rates  between 
many  of  the  points  involved  were  formerly  higher  than  at  present, 
and  the  situation  here  fairly  illustrates  what  has  taken  place  else- 
where in  reductions  from  time  to  time  in  rates  as  the  density  of  traffic 
increases  with  that  of  population  and  business  development  in  a  new 
and  growing  community.  It  would  be  a  manifestly  harsh  rule  that 
would  assimie  a  rate  now  condemned  as  unreasonable  to  have  been 
so  for  a  ]>eriod  of  two  years,  or  that  of  the  statute  of  limitations,  in 
the  past  as  a  basis  for  the  payment  of  money  by  the  carriers  on  past 
shipments,  especially  when  no  complaint  had  been  made  against 
them  within  that  period.  Certain  it  is  that  the  law  establishes  no 
such  presumption,  nor  is  it  a  necessary  sequence  that  the  rate  has 
been  imreasonable  for  any  period  in  the  past.  Neither  does  it  seem 
that  the  bona  fide  action  of  the  carriers  in  the  necessary  exercise  of 
their  judgment  within  reasonable  Umits  should  always  be  at  their 
peril  of  liabihty  for  reparation  for  the  difference  between  rates 
initiated  upon  their  judgment  and  later  changed  upon  the  judgment 
of  the  Commission.  Therefore  the  awarding  of  reparation  by  no 
means  necessarily  follows  the  reduction  of  a  rate,  whether  by  the 
voluntary  action  of  the  carriers  or  by  order  of  the  Commission. 
When  a  rate  is  advanced  and  the  increased  rate  is  condemned  by  the 
amount  of  the  advance,  a  much  more  satisfactory  basis  for  an  award 
of  reparation  is  afforded  than  in  a  case  Uke  the  one  before  us,  where 
so  far  as  changes  have  occurred  they  have  been,  at  least  for  the  most 
part,  reductions  in  a  territory  where  changes  in  conditions  have  taken 
place  which  contribute  in  greater  or  less  degree  to  a  present  showing 
of  imreasonableness  in  existing  rates.  Again  our  records  show  in 
many  instances  that  rates  have  long  remained  in  the  tariffs,  some- 

20 1.  C.  C.  Rep. 


ANADARKO  COTTON  OIL  CO.  V.  A.,  T,  A  9.  F.  BY.  00.  51 

times  without  frequent  occasion  on  the  part  of  shippers  to  use  thenii 
and  when  traffic  has  been  offered  to  which  they  were  applied  thej 
have  not  only  been  challenged  by  the  shipper  as  unreasonable,  but 
conceded  to  be  so  by  the  carriers  and  clearly  so  found  by  the  Com- 
mission by  comparison  with  other  rates  and  by  other  suitable  tests, 
and  orders  for  reparation  have  followed. 

The  reference  to  particular  circumstances  and  conditions  in  the 
classes  of  cases  just  mentioned  is  not  an  intimation  that  awards  of 
reparation  are  to  be  confined  to  such  cases.  It  is  intended  only  to 
make  clearer  our  view  that  whatever  may  be  the  nature  of  the  facts, 
circumstances,  and  conditions  appearing! in  a  particular  case  where 
reparation  is  involved,  whether  on  account  of  excessive  rates  or  by 
reason  of  unjust  discrimination,  there  must  be  that  degree  of  cer- 
tainty and  satisfactory  conviction  in  the  mind  and  judgment  of  the 
Commission  as  would  be  deemed  necessary  under  the  well-established 
principles  of  law  as  a  basis  for  a  judgment  in  court.  Applying  these 
principles  to  the  case  before  us,  it  remains  to  be  said  only  that  our 
report  herein  will  not  be  regarded  as  a  basis  for  reparation. 
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No.  1136. 

JAMES  H.  MINDS  AND  JULIA  A.  MATZ,  TRADING  AS  THE 

BULAH  COAL  COMPANY, 

V. 

PENNSYLVANIA  RAILROAD  COMPANY. 


No.  1137. 

JAMES  H.  MINDS,  SURVIVING  AND  LIQUIDATING  PARTNER 
OF  JAMES  H.  MINDS  AND  WILLIAM  J.  MATZ,  LATELY 
TRADING  AS  THE  BULAH  COAL  COMPANY, 

V. 

SAME. 


SubmiUed  February  i,  2909.    Decided  December  5, 1910. 


Upon  complaint  that  the  defendant's  system  of  rating  mines  and  distributing  ita 
coal-car  equipment  is  discriminatory,  it  is  so  found,  and  HilUdaU  Coal  A  Cok$ 
Co.  T.  P.  R.  R.  Co,,  19  I.  C.  C.  Rep.,  356,  and  the  other  cases  in  that  group  of 
cases,  are  cited  and  reaffirmed.  The  question  of  damages  is  resenred  for  further 
argument. 

H.  W.  Moore,  George  M.  Roads,  John  H.  mnds,  WiOiam  H.  Pat- 
terson, David  L.  Kreba,  and  James  H.  Gleason  for  complainants. 

Francis  I.  Gowen,  George  V.  Massey,  and  Murray  db  O^LaughUn 
for  defendant. 

Repobt  of  the  Commission. 

HaslaNi  Commissioner: 

On  or  about  April  12,  1904,  a  member  of  the  copartnership  that 
filed  the  first  of  these  two  complaints  died,  and  his  place  in  the  firm 
was  taken  by  his  widow.  This  change  in  interest  is  the  explanation 
of  the  two  complaints;  the  first  one  prays  for  damages  in  the  sum  of 
$80,174.60,  alleged  to  have  been  sustained  prior  to  that  date,  and 
the  second  demands  an  award  in  the  sum  of  S75,226.99  for  damages 
alleged  to  have  been  suffered  after  that  date.  The  claims  in  each 
case  are  based  upon  the  all^ation  that  the  defendant  was  guilty  of 
unjust  discriminations  against  the  complainants  in  the  distribution 
of  its  coal-car  equipment  during  the  period  covered  by  the  com- 
plaints and  also  failed  to  furnish  the  complainants  with  an  adequate 
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supply  of  cars.  We  are  also  asked  to  require  the  defendant  here- 
after to  furnish  the  complainantSi  in  the  daily  distribution,  with 
their  just  proportion  of  its  available  coal-car  equipment,  that 
proportion  to  be  ascertained  by  the  physical  output  capacity  of  the 
mines  served  by  the  defendant,  without  regard  to  their  so-called 
commercial  capacity. 

This  question  in  all  of  its  aspects  was  fully  considered  in  HiUs' 
dale  Coal  db  Coke  Co.  v.  P.  R.  R.  Co.,  19  I.-C.  C.  Rep.,  356;  Jacohy 
db  Co.  V.  P.  R.  R.  Co.,  19  I.  C.  C.  Rep.,  386;  and  the  other  cases 
there  referred  to  and  which  were  disposed  of  at  the  same  time.  It 
will  not  be  necessary  therefore  again  to  consider  it  here.  It  will 
suffice  to  say  that  we  find  upon  tliis  record  that  the  defendant,  during 
the  period  covered  by  these  actions,  was  guilty  of  an  undue  and  unjust 
discrimination  against  the  complainants,  by  reason  of  the  enforcement 
of  the  rules  then  in  effect  for  the  distribution  of  its  available  coal 
cars  among  the  mining  operations  that  it  served ;  and  an  order  in  that 
regard  will  be  entered  herein  substantially  similar  to  the  orders 
entered  in  the  cases  above  mentioned.  As  those  orders  require  the 
defendant  to  put  in  effect  for  the  future  a  non-discriminatory  system 
of  car  distribution  no  further  order  in  that  regard  need  be  entered 
here. 

In  addition  to  the  damages  alleged  to  have  been  suffered  by  the 
complainants  by  reason  of  the  defendant's  rules  of  distribution, 
there  are  one  or  two  other  matters  that  must  be  mentioned.  The 
mine  of  these  complainants,  known  as  Webster  No.  4,  is  in  the  vicinity 
of  the  operations  involved  in  Ja^coby  dk  Co.  v.  P.  R.  R.  Co.,  avpra,  and  is 
connected  by  a  switch  track  with  the  defendant's  Moshannon  branch. 
It  produces  a  superior  quality  of  soft  coal  that  is  used  for  steaming  and 
foi^^ing  purposes  and  also  as  a  domestic  coal;  it  is  in  good  demand 
and  brings  a  high  price  in  the  markets  of  consumption.  The  tip- 
ple, mining  machinery,  and  the  general  development  of  the  mine  were 
designed  for  a  shipping  capacity  of  from  1,000  to  1,200  tons  of  coal 
per  working  day.  Its  capacity,  as  rated  by  the  defendant  in  1906, 
was  16  thirty-five  ton  cars  per  day,  or  560  tons,  indicating  a  maxi- 
mum monthly  output  of  14,000  tons.  At  the  same  time  the  defend- 
ant rated  Eureka  Mine  No.  7,  about  half  a  mile  distant  on  the  same 
mineral  and  surface  estates  and  belonging  to  the  Berwynd-White 
Coal  Mining  Company,  at  14  cars  per  day.  Although  defendant 
gave  the  two  mines  about  the  same  rated  capacity,  the  latter  mine 
seems  to  have  received  not  only  a  more  substantial  and  regular 
supply,  but  a  larger  nimiber  of  cars  each  month.  On  that  point 
the  defense  interposed  is  that  the  petitioners  received  their  fair 
proportion  of  the  entire  number  of  cars  distributed  on  the  Tyrone 
division,  and  therefore  have  no  ground  for  complaint.    A  similar 
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defense  was  made  in  HHUdale  Coal  &  Coke  Co.  y.  P.  R.  R.  Co., 
supra,  but  we  there  held  that  under  the  law  a  shipper  has  the  right 
not  only  to  receive  its  fair  and  full  proportion  and  use  of  a  carrier's 
equipment  and  faciUties,  but  may  protest  against  the  giving  to  a 
competitor  of  a  supply  of  cars  in  excess  of  his  fair  and  just  propor- 
tion. We  repeat  that  principle  here.  It  is  one  of  great  importance 
in  coal-mining  operations^  as  all  will  agree  who  have  looked  into  such 
matters.  One  of  the  evils  lying  at  the  root  of  the  trouble  is  that  the 
mine  that  has  a  larger  and  more  constant  supply  of  cars  may  not 
only  be  operated  at  less  cost;  but,  what  is  equfdly  if  not  more  impor- 
tant;  such  a  mine  is  able  to  attract  miners  from  the  other  mines 
because  of  the  assurance  it  gives  of  a  more  constant  opportunity  to 
earn  a  daily  wage. 

The  greater  regularity  of  the  car  supply  made  available  to  the 
Berwynd-White  Coal  Mining  Company  operations,  as  is  pointed  out  in 
Jacoby  dk  Co.  v.  P.  R.  R.  Co.,  supra,  is  partly  explained  by  the  fact  that 
that  company  not  only  owned  a  large  supply  of  private  cars,  but  had 
railway-fuel  contracts  which,  xmder  the  rules  for  distribution  then  in 
effect,  resulted  in  giving  it  a  large  and  regular  number  of  assigned 
cars.  This  discrimination,  as  was  pointed  out  in  the  cases  referred 
to,  resulted  from  the  rules  then  in  effect  and  need  not  be  further 
considered  here.  In  this  connection  it  may  be  well  to  say  that  the 
complainants  predicate  a  part  of  their  damages  upon  the  fact  that  in 
1902  the  defendant  sold  1,000  of  its  system  coal  cars  to  the  Berwynd* 
White  Coal  Mining  Company,  500  to  the  Keystone  Coal  &  Coke  Com- 
pany, and  700  to  the  Ellsworth  Coal  Company.  The  defendant 
meets  this  claim  by  asserting  that  if  these  cars  had  been  retained  ad 
system  cars  they  would  have  added  to  the  car  supply  of  the  com- 
plainants during  the  time  in  question  only  a  fraction  of  a  car  per  day. 
We  have  not  verified  this  assertion,  but  any  damage  resulting  from 
the  sale  by  the  defendant  of  a  portion  of  its  own  equipment  to  other 
coal  companies  is  substantially  covered  by  our  finding  that  the 
proper  practice  in  the  distribution  of  all  available  cars  was  to  count 
all  assigned  cars  against  the  equipment  of  the  mine  receiving  them. 

The  complainants  characterize  as  a  special  discrimination  against 
their  mine  the  fact,  as  is  alleged,  that  they  repeatedly  had  great  difiS- 
culty  in  getting  the  trainmen  and  agents  of  the  defendants  to  place 
on  their  siding  and  at  their  tipple  the  cars  that  had  been  assigned 
for  deUvery  to  them.  It  is  said  that  the  cars  were  frequently  left  at 
the  foot  of  the  siding  and  that  the  complainants  had  to  pull  them 
into  place  with  mules.  It  is  also  said  that  the  cars  were  frequently 
delivered  so  late  in  the  morning  as  not  to  leave  them  available  during 
that  day,  and  that  cars  delivered  late  in  the  day  were  not  infrequently 
charged  against  that  day's  quota  of  cars  and  against  the  quota  of  the 
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following  day  as  well.  On  those  matters,  however,  we  do  not  find  a 
sufficient  basis  in  the  record  for  affirmative  conclusions  or  anything 
to  indicate  that  the  complainants,  in  those  respects,  were  put  by  the 
defendants  on  any  less  favorable  basis  than  their  competitors. 

Another  fact  which  is  made  a  ground  for  a  claim  of  damages  is  that 
in  1903  the  complainants  asked  the  privilege  of  purchasing  certain 
cars  for  use  in  transporting  coal  from  their  mine,  but  were  informed 
by  the  defendant  that  they  were  discouraging  the  use  of  new  individ- 
ual car  contracts.  Later  the  complainants  negotiated  for  the  pur- 
chase of  100  wooden  gondola  cars,  which  at  that  time  were  in  actual 
use  in  the  transportation  of  coal  by  another  mining  company  over  the 
lines  of  the  defendant;  but  the  defendant  declined  to  permit  their 
use  by  the  complainant  on  the  ground  that  the  cars  were  not  up  to 
standard.  The  negotiations  were  therefore  not  carried  to  a  conclu- 
sion, but  apparently  the  cars  were  still  in  use,  when  these  complaints 
were  filed,  for  the  transportation  of  coal  by  the  defendant  for  other 
shippers.  Later  there  was  some  controversy  with  respect  to  the 
use  of  25  new  steel  cars  purchased  by  the  complainants  for  their  own 
use,  but  which  were  kept  temporarily  out  of  service,  pending  some 
dispute  between  the  complainants  and  the  defendant  with  respect  to 
the  terms  of  the  contract  covering  their  use  as  private  cars. 

While  there  are  also  other  things  shown  of  record  which  put  the 
defendant  on  explanation  and  properly  subject  it  to  just  criticism, 
the  only  point  upon  which  the  record  affords  a  sufficient  basis  for 
affirmative  findii^  grows  out  of  the  rules  and  system  then  in  effect 
for  the  distribution  of  available  equipment  among  the  various  coal 
mining  operations.  We  have  condemned  that  system  in  the  cases 
heretofore  alluded  to  and  found  it  to  be  unduly  and  unjustly  dis- 
criminatory, and  we  have  so  found  here.  But  as  was  the  case  with 
those  proceedings  we  desire  further  light  on  the  amount  of  the 
damages  thus  sustained.  The  latter  question  will  therefore  be  set 
for  further  argument  at  the  time  when  the  same  question  is  argued 
in  the  group  of  cases  heretofore  mentioned.  The  special  reasons  for 
entering  upon  the  consideration  of  the  question  of  damages  in  these 
cases  have  been  explained  in  HUhdale  Coal  <b  Coke  Co.  v.  P.  R.  R. 
Co.,  19  I.  C.  C.  Rep.,  356. 

An  order  will  be  entered  in  accordance  with  these  conclusions. 

Pbouty,  Commissioner,  dissenting:  Without  restating  my  views  in 
this  proceeding  I  desire  it  to  be  xmderstood  that  my  dissent  in  the  case 
last  cited  is  equally  applicable  here.  In  that  dissent  Commissioner 
Clements  joined.  It  is  the  desire  also  of  Commissioner  Lane  to  be 
understood  as  entertaining  in  this  proceeding  the  same  views  respect- 
ing the  lawful  basis  for  rating  mines  for  the  distribution  of  coal  cars 
that  are  expressed  in  his  dissenting  opinion  in  the  case  last  mentioned. 
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No.  2946, 

IMPERIAL  WHEEL  COMPANY 

V. 

ST.  LOUIS,  IRON  MOUNTAIN  &  SOUTHERN  RAILWAY 

COMPANY  ET  AL. 


StdrmiUed  December  1, 1910.    Decided  December  5, 1910. 


Upon  complaint  that  the  defendant  refuses  to  make  a  connection  with  the  petitioner's 
spur  track  leading  to  its  plant  and  to  operate  the  track  except  upon  condition  that 
the  ^titioner  shall  first  release  it  from  liability  for  loss  and  damage  by  fire  oa  the 
premises  caused  by  sparks  and  coals  from  the  defendant's  locomotives  while  on 
the  spur  track;  Held,  That  if  the  defendant  goes  beyond  its  common-law  duty 
as  a  carrier  and  undertakes  to  operate  a  spur  track,  doing  this  for  the  c<mvenience 
of  the  shipper,  and  in  this  case  without  additional  charge,  such  a  requirement  on 
its  part  is  not  unreasonable.  It  has  no  control  over  the  complainant's  premises 
and  can  not  police  them  or  take  other  steps  to  avoid  the  danger  of  fire.  Under 
such  circumstances  it  may  protect  itself  against  the  hazard  of  fire  and  consequent 
loss  and  damage  to  the  petitioner's  property  by  attaching  reasonable  conditions 
to  its  undertaking  to  operate  the  spur  track. 

W.  T.  Young  and  Alex.  H.  RoweU  for  complainant. 
Martin  L.  Qardy,  James  C.  Jeffery,  and  H.  G.  Herbd  for  St.  Louisi 
Iron  Mountain  &  Southern  Railway  Company. 

Repobt  of  the  Commission. 

Harlan,  Commissioner: 

The  factory  of  the  complainant  at  Pine  Bluff,  in  the  state  of  Arkan- 
sas, is  connected  by  a  spur  track  with  the  main  line  of  the  St.  Louis 
Southwestern  Railway  Company,  but  a  substantial  volume  c^  4ts 
inbound  and  outbound  traffic  moves  over  the  line  of  the  defendant 
and  it  is  therefore  required  to  pay  the  St.  Louis  Southwestern  Rail- 
way a  chaige  of  S2.50  per  car  for  switching  cars  from  the  rails  of  the 
defendant  to  its  plant.  These  charges  in  the  past  have  amounted  to 
about  SI, 200  a  year.  In  order  to  avoid  this  expense,  the  complain- 
ant, at  a  cost  of  $800,  has  constructed  a  spur  track  over  its  own 
and  adjoining  lands,  for  a  distance  of  some  800  feet,  for  the  purpose 
of  directly  connecting  its  plant  with  the  line  of  the  defendant,  thus 
enabling  the  defendant  to  spot  cars  at  the  complainant's  factory 
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without  a  switching  xnovement  over  the  other  line.  And  this  service 
the  defendant  proposes  to  perform  for  the  complainant  without  addi- 
tional charge. 

The  negotiations  .between  the  parties  for  connecting  the  switch 
track  with  the  defendant's  rails  have  proceeded  to  a  point  that  re- 
moTes  from  our  consideration  all  questions  as  to  the  safety  of  the 
proposed  connection,  the  amount  of  tonnage  that  the  complainant  will 
furnish,  and  all  other  related  questions.-  The  only  point  upon  which 
the  parties  to  the  controversy  have  not  been  able  to  arrive  at  an 
agreement  is  with  respect  to  the  conditions  under  which  the  spur 
track  shall  be  operated  by  the  defendant  after  the  connection  shall 
have  been  made. 

It  seems  that  the  defendant  has  what  it  calls  a  standard  form  of 
industrial  switch-track  agreement  or  contract.  This  document, 
as  prepared  and  tendered  to  the  complainant,  piu^orts  to  release  and 
indemnify  the  defendant  from  all  liability  and  claim  for  loss  or  dam- 
age by  fire  caused  by  its  locomotives  while  on  the  premises  and  from 
all  liability  or  claim  for  damages  for  injury  to  the  complainant's 
property  by  the  defendant  while  operating  locomotives  and  cars  upon 
the  spur  track.  It  also  requires  the  industry  to  keep  the  spur  track 
in  a  good  and  safe  condition  for  operation  and  to  indemnify  and  save 
the  defendant  harmless  from  and  against  any  loss  or  damage  arising 
out  of  the  injury  of  property  or  persons  occasioned  directly  or  indi- 
rectly by  the  failure  of  the  complainfmt  to  keep  the  spur  track  in 
such  condition. 

The  complainant  has  refused  to  enter  into  this  contract  and  is  now 
before  us  praying  for  an  order  requiring  the  defendant  to  make  the 
switch  connection  and  operate  the  track  without  contractual  restric- 
tions of  that  kind.  Upon  the  argument,  coimsel  for  the  complainant 
expressly  eliminated  from  our  consideration  all  provisions  in  the  con- 
tract relating  to  damages  arising  out  of  personal  injuries  on  the 
premises  of  the  complainant  occasioned  through  the  act  of  the  defend- 
ant. We  are  therefore  left  to  consider  the  single  question  whether  a 
carrier,  as  a  condition  precedent  to  its  undertaking  to  make  a  switch 
connection  and  to  operate  a  spur  track  leading  to  an  industry,  may 
require  the  industry  to  indemnify  it  from  liability  and  claim  for  loss 
and  damage  by  fire  caused  by  the  sparks  or  burning  coals  from  its 
locomotive  on  the  spur  track.  The  record  shows  that  the  insurance 
companies  that  have  placed  ^e  policies  upon  the  plant  and  property 
of  the  complainant  will  demand  an  additional  annual  premium  of  S170 
if  the  complainant  enters  into  any  contract  that  releases  the  defend- 
ant from  liabiUty  for  loss  and  damage  of  that  character.  If  thus 
deprived  by  the  complainant  of  the  right,  by  way  of  subrogation,  to 
bring  an  action  for  damages  against  the  defendant  for  a  fire  loss 
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occasioned  by  it  in  that  manner^  the  insurance  companies  insist  upon 
that  amount  of  extra  compensation.  And  the  complainant  thinks 
that  it  ought  not  to  be  required  to  be  at  such  an  additional  expense 
for  fire  protection. 

We  were  advised  upon  the  argument  that  the  spur  track  on  the 
complainant's  premises  runs  between  lumber  piles  placed  sometimes 
so  close  to  the  track  as  to  have  knocked  the  defendant's  employees 
from  the  cars;  that  there  are  shavings  and  sawdust  and  other  inflam- 
mable material  on  the  premises;  and  that  there  is  an  extra  hazard 
in  operating  its  locomotives  and  cars  upon  a  spur  track  through  such 
surroundings,  for  many  fires  are  occasioned  by  sparks  and  burning 
coals  from  locomotives.  The  extent  of  this  extra  hazard  of  fire 
from  the  presence  on  the  premises  of  the  defendant's  locomotives  is 
indicated,  to  some  extent  at  least,  by  the  additional  premium  de- 
manded by  the  insurance  companies.  The  complainant  indeed 
admits  the  fact  of  the  extra  hazard,  but  contends  that  the  defendant, 
although  it  proposes,  as  will  be  remembered,  to  operate  the  spur 
track  free  of  charge,  should  bear  the  burden  of  the  hazard,  and 
therefore  ought  not  to  force  the  complainant  to  enter  into  any  such 
contract  as  has  been  described. 

We  see  nothing  unreasonable  in  the  defendant's  demand  for 
indemnity  against  losses  by  fire  so  occasioned,  and  it  is  our  imder- 
standing  that  it  is  more  or  less  of  a  general  practice  on  the  part  of 
carriers  to  make  conditions  of  that  nature  before  undertaking  to 
operate  a  private  spur  track  leading  to  an  industry.  We  have  said 
in  General  Electric  Co.  v.  N.  Y.  0.  cfc  11.  R.  R.  R.  Co.,  14  I.  C.  C. 
Rep.,  237,  and  in  other  cases,  that  it  is  no  part  of  the  duty  of  a  carrier, 
either  at  common  law  or  under  the  act,  to  spot  cars  at  warehouses  or 
factories,  or  to  do  more  than  to  set  them  on  the  spur  track  and  off 
their  own  right  of  way.  If  it  undertakes  to  go  beyond  tliat  duty  and 
to  spot  cars  at  a  warehouse  or  factory  of  an  industry,  with  or  without 
additional  compensation,  we  see  no  reason  why  it  may  not  predicate 
its  undertaking  upon  the  condition  that  it  shall  not  be  liable  to  Uie 
industry  for  fire  losses  of  this  nature.  The  premises  here  belong  to 
Uie  complainant  and  the  defendant  comes  upon  them  for  the  con- 
venience of  the  complainant  and  to  serve  it  without  charge  and  in 
excess  of  its  legal  obligation  to  serve  it.  The  defendant  has  no 
control  over  the  complainant's  plant  and  premises  or  the  use  that  is 
made  of  the  property.  It  can  not  pohce  the  premises  or  otherwise 
take  steps  to  avoid  tlie  dangers  of  fire.  Being  invited  on  the  premises 
by  the  complainant  and  to  serve  tlie  complainant  outside  of  its  com- 
mon law  duty  as  a  carrier,  we  see  no  reasons  why  it  may  not  insist 
upon  reasonable  conditions  to  protect  it  against  the  hazard  of  loss 

arising  out  of  its  undertaking. 
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Under  section  l,  if  the  connection  desired  '^is  reasonably  practi- 
cable and  can  be  put  in  with  safety  and  will  furnish  sufficient  business 
to  justify  the  construction  and  Uie  maintenance  of  the  same/'  the 
requirements  of  the  act  are  apparently  met,  so  far  as  the  shipper's 
ri^t  to  demand  a  connection  is  concerned.  But  the  operation  of  a 
jmyate  side  track  by  a  carrier  is  a  different  matter  from  the  operation 
by  it  of  the  connection.  If  the  prerequisite  statutory  conditions 
exist  the  connection  must  be  made  whether  desired  by  the  carrier 
or  not.  But  in  undertaking  a  service  on  a  spur  track  off  its  own 
ri^t  of  way  the  carrier  may  attach  reasonable  conditions  to  the 
undertaking.  And  the  conditions  respecting  its  liability  for  fire  on 
the  premises  of  the  complainant,  which  the  defendant  insists  upon 
here,  do  not  seem  to  us  to  be  unreasonable. 

The  complaint  must  be  dismissed  and  it  will  be  so  ordered. 
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No.  3261. 

WILLIAM  K.  NOBLE 

V. 

DETROIT  &  TOLEDO  SHORE  LINE  RAILROAD  COMPANY 

ET  AL. 


SubmiiUd  October  S,  1910,    Decided  December  5, 1910. 


CompUunant  asks  reparation  on  one  carload  of  coiled  elm  hoope  from  Newport,  Mich., 
to  New  York  City,  baaed  on  incorrect  weight.  Defendants'  wei^imaster's  cer- 
tificate shows  a  weight  of  66,000  pounds,  but  complainant  contends  that  the 
weight  did  not  exceed  56,000  pounds,  based  upon  estimated  wei^t  of  475  pounds 
per  1,000  hoops;  Held,  That  the  secondary  evidence  introduced  by  complainant 
was  not  sufl^ient  to  establish  that  this  shipment  was  not  property  and  accu- 
rately scaled. 

B.  B,  Coapstick  for  complamant. 

Oeo,  W.  Erdzinger  for  Grand  Trunk  Railway  Company  and  De- 
troit &  Toledo  Shore  Line  Railroad  Company. 

Fred  S,  Boss  for  Detroit  &  Toledo  Shore  Line  Railroad  Company. 

Repobt  of  the  Cohhission. 

Pbouty,  Commissioner: 

Complainant  is  engaged  in  the  manufacture  and  sale  of  slack-barrel 
cooperage  stock  at  Fort  Wayne,  Ind.,  and  in  a  complaint  filed  May  3, 
1910,  asks  reparation  on  one  carload  of  coiled  elm  hoops  shipped  from 
Newport,  Mich.,  to  New  York  City,  on  September  21,  1909.  There 
is  no  question  as  to  the  rate,  the  complaint  being  directed  solely  to 
alleged  overchaige  in  wei^t.  Freight  was  paid  on  66,000  pounds, 
based  upon  actual  scaling  at  West  Detroit,  but  complainant  contends 
that  the  weight  did  not  exceed  56,000  pounds,  based  upon  an  esti- 
mated weight  of  475  pounds  per  1,000  hoops.  In  support  of  this 
contention  it  was  testified  that  these  hoops  were  thoroughly  dried, 
having  been  under  cover  about  a  year  previous  to  shipment,  and  that 
from  actual  tests  the  average  wei^t  per  1,000  of  the  hoops  from 
which  this  shipment  was  selected  was  441  pounds.  Complainant's 
representative  did  not,  however,  weigh  this  carload  shipment  as  an 
entirety.    Documentary  evidence  is  also  submitted  to  show  that 
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13  other  carloads  of  the'  same  size  of  hoops  shipped  from  Newport  on 
various  dates  averaged  only  436.4  poimds  per  1,000.  Defendants,  on 
the  other  hand,  submit  a  Grand  Trunk  weighmaster's  certificate 
showing  a  weight  of  66,000  pounds,  together  with  evidence  Uiat  on 
July  13,  1909,  the  track  scales  upon  inspection  were  foimd  to  be 
accurate. 

The  weight  of  past  shipments  suggests  probably  a  greater  element 
of  uncertainty  than  most  questions  of  fact  we  are  caUed  upon  to  deter- 
mine. The  shipment  itself  is  gone,  and  ordinarily  a  reweighing  is 
therefore  impracticable  or  impossible.  Actual  scaling  of  necessity 
ordinarily  should  govern,  and  positive  evidence  of  defective  mech- 
anism, clerical  error  in  recording,  or  other  inaccuracy  should  clearly 
appear  before  there  can  be  substituted  an  estimated  basis  for  a 
weight  that  prima  fade  must  be  accepted  as  correct.  To  hold  other- 
wise, in  addition  to  affording  greater  opportunity  for  discriminatory 
practices,  would  be  to  sanction  a  system  of  weights  as  variable  as  the 
commodities  themselves  or  the  views  of  different  shippers  based  on 
their  individual  observation  and  experience.  This,  of  course,  to  say 
the  least,  could  lead  only  to  confusion.  The  secondary  evidence 
introduced  by  complainant  we  do  not  deem  sufficient  to  establish  that 
this  shipment  was  not  properly  and  accurately  scaled;  and  the  com- 
plaint will  therefore  be  dbmissed. 
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No.  3357. 
WILLIAM  K  NOBLE 

V. 

ST.  LOUIS  SOUTHWESTERN  RAILWAY  COMPANY  ET  AL. 


SvbmiUed  October  5, 1910.    Decided  December  5, 1910. 


Raparmtion  awarded  for  an  unreasonable  rate  and  wei^t  charged  for  the  transpor- 
tation  of  one  carload  of  coiled  elm  hoope  from  Bell  City,  Mo.,  to  JackaonviUe, 
Fla. 

B.  B.  Coapstick  for  complainant. 
No  appearance  for  defendants. 

Rkfobt  of  ths  Commission. 

* 

Pboutt,  Chmmiarioner: 

Complainant  is  a  manufacturer  of  and  dealer  in  slack-barrel 
cooperage  stock  at  Fort  Wayne,  Ind.,  and  in  a  complaint  filed  June 
26,  1910,  asks  for  reparation  on  one  carload  of  coiled  elm  hoope 
shipped  from  Bell  Gtj,  Mo.,  to  JacksonTille,  Fla.,  on  October  11, 
1907.  The  complaint  is  based  both  upon  the  rate  and  weight 
assessed,  it  being  alleged  that  the  Cairo  combination  of  36  cents  was 
erroneous  and  that  a  through  rate  of  31  cents,  constructed  8  cents 
to  Cairo  and  23  cents  beyond  should  have  applied.  Defendants 
admit  a  straight  overchaige  of  3  cents  per  100  pounds,  which  they 
are  willing  to  refund  upon  the  basis  of  the  proper  weight,  and  as 
complainant  questions  only  the  correctness  of  the  through  chaige, 
which  an  examination  of  our  traiffs  shows  to  have  been  33  cents, 
divided  12  cents  to  Memphis  and  21  cents  beyond,  the  only  question 
remaining  goes  to  the  weight  of  the  shipment. 

The  car  was  weighed  on  the  track  scales  at  Dexter,  Mo.,  with  the  fol- 
lowingresult:  Gross  56,500  pounds,  tare  31,400,  net  25,100.  At  Jack- 
sonyille  it  was  reweighed  by  the  Southern  Weighing  and  Inspection 
Bureau,  which  reported  a  gross  weight  of  61,000  pounds,  tare  31,400, 
net  29,600.  This  difference  of  4,500  pounds  in  the  net  weight  is  now 
the  basis  of  claim.    There  is  nothing  to  show  affirmatively  that  either 
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of  these  track  scales  was  inaccurate,  or  whether  the  discrepancy  was 
the  result  of  carelessness  in  recording  the  weight  at  Dexter  or  Jack- 
sonville. Complainant  reUes  chiefly  upon  an  estimated  weight  and 
a  comparison  of  similar  shipments  from  Bell  City,  which  it  is  alleged 
averaged  lower  per  1,000  hoops  than  the  weight  claimed  on  this  car. 
There  are  also  in  evidence  what  purport  to  be  two  reports  of  the 
Southern  Weighing  and  Inspection  Bureau  on  this  car,  one  dated 
November  8,  1907,  showing  gross  weight  61,000  pounds,  tare  21,400, 
and  net  39,600;  the  other,  dated  November  6,  1908,  showing  gross 
weight  61,000  pounds,  tare  38,400,  net  22,600.  In  the  first  of  these 
rq;>orts  the  weight  greatly  exceeds  and  in  the  other  falls  below  the 
29,600  pounds  upon  which  freight  charges  were  assessed. 

A  reasonable  estimate  or  approximation,  based  upon  the  avail- 
aUe  facts,  marks  the  limit  of  endeavor  in  dealing  with  the  weight  of 
past  shipments,  and  while  the  scale  weights  ordinarily  should  govern, 
as  we  have  recently  held  in  the  case  of  Nolle  v.  D.  <b  T.  S.  L,  R.  B.  Ch.y 
20  I.  C.  C.  Rep.,  60,  a  variation  in  separate  scalings  of  a  particular 
shipment  necessarily  points  to  error.  In  the  case  cited,  supra,  we 
declined  to  accept  an  estimate  or  comparison  to  supplant  the  scale 
weight,  but  here  we  have  in  addition  a  conflict  in  actual  scalings. 
Apparently  there  is  no  reason  why  the  Jacksonville  weight  should  be 
accepted  over  that  obtained  at  Dexter,  assuming,  as  we  must  upon 
this  record,  that  both  scales  were  in  good  working  order.  Under 
these  circumstances  we  must  be  aided  by  the  other  facts  of  record, 
and  applying  that  suggestion  we  conclude  that  charges  should  be 
assessed  on  the  Dexter  weight.  We,  therefore,  find  that  the  com- 
I^ainant  is  entitled  to  reparation  in  the  sum  of  $19.29,  with  interest 
from  Januaiy  1,  1908. 

An  order  for  reparation  wiU  be  issued. 
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No.  3205. 

NATIONAL  REFRIGERATOR  &  BUTCHER  SUPPLlf 

COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SubmiUed  June  SO,  1910.    Decided  November  7,  1910. 


1.  Reparation  denied  on  lefls-than-carload  shipment  of  noaage  casings  from  Milwau- 

kee, Wis.,  to  Memphis,  Tenn. ;  bat  awarded  on  less-than-carload  shipments  of 
warehouse  scales  from  North ville,  Mich.,  to  Memphis,  Tenn.,  and  on  less-than- 
carload  shipment  of  hardware  from  Cleveland,  Ohio,  to  Memphis,  Tenn. 

2.  Carriers  ought  promptly  to  refond  plain  overcharges,  without  patting  shippers  to 

the  necessity  of  appealing  to  governmental  authority  for  an  award.  The  prac- 
tice of  some  carriers  of  withholding  as  long  as  possible  moneys  to  which  they 
are  not  entitled  condemned. 

O.  2f.  Stephen  for  complainant. 

B.  Walton  Moore  for  Illinois  Central  Railroad  Company  and  Pere 
Marquette  Railroad  Company. 

Refobt  of  the  Commission. 

Lane,  Commissioner: 

This  complaint  covers  several  less-than-carload  shipments  of  varions 
articles  made  by  the  complainant  over  different  lines  of  carriers  from 
various  places  to  Memphis,  Tenn. 

On  July  30, 1908,  the  complainant  shipped  one  barrel  of  sausage 
casings,  weighing  430  pounds,  from  Milwaukee,  Wis.,  to  Memphis, 
Tenn.,  by  water  in  connection  with  the  Barry  Transportation  Com- 
pany, now  the  Chicago,  Racine  &  Milwaukee  Line,  and  the  Illinois 
Central  Railroad,  upon  which  there  was  charged  and  collected  the 
amount  of  $2.54,  based  upon  a  rate  of  59  cents  per  100  pounds.  This 
rate  was  the  third  class  rate  which  was  applied  on  sausage  casings  in 
kegs  or  barrels.  The  complainant  seeks  to  have  a  commodity  rate  of 
81  cents  applied  on  packing-house  products  (which  include  sausage 
casings,  pickled,  canned,  or  smoked).  The  complainant  was  unable  to 
furnish  testimony  as  to  whether  or  not  the  casings  were  pickled, 
canned,  or  smoked,  and  in  so  far  as  this  part  of  the  complaint  is  con- 
cerned it  is  dismissed. 

On  February  26, 1909,  the  complainant  shipped  six  boxes  of  ware- 
house scales,  weighing  520  pounds,  from  North  ville,  Mich.,  to  Mem- 
jdiis,  Tenn.,  over  the  lines  of  the  Pere  Marquette  and  the  Illinois 
Central  railroads,  upon  which  there  was  charged  and  collected  the 
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amount  of  $4.29.  Again,  on  May  5, 1909,  it  shipped  five  boxes  of 
warehouse  scales,  weighing  375  pounds,  from  Northville,  Mich.,  to 
Memphis,  Tenn.,  over  the  same  carriers,  upon  which  there  was 
charged  and  collected  the  amount  of  $3.11.  These  charges  were  based 
upon  a  rate  of  82.5  cents  per  100  pounds,  but  the  defendants  admit 
that  there  was  an  overcharge  and  that  the  lawfully  published  rate 
was  70  cents  per  100  pounds,  and  offer  to  make  reparation  upon  that 
basis.  Reparation  is  awarded  in  the  amount  of  $1.12,  with  interest 
thereon  from  May  5, 1909. 

On  March  20,  1908,  the  complainant  shipped  one  box  of  hardware, 
weighing  220  pounds,  from  Cleveland,  Ohio,  to  Memphis,  Tenn.,  over 
the  lines  of  the  Baltimore  &  Ohio,  the  Baltimore  &  Ohio  Southwest- 
em,  and  the  Illinois  Central  railroads,  upon  which  there  was  charged 
and  collected  the  amount  of  $2.44,  based  upon  a  rate  of  $1.09  per  100 
pounds.  But  the  lawfully  published  rate,  as  admitted  by  the  de- 
fendants, was  70  cents  per  100  pounds,  and  reparation  is  awarded  in 
the  amount  of  88  cents,  with  interest  thereon  from  March  20,  1908. 

Complaints  of  the  character  herein  considered  should  never  be 
brought  before  this  Conunission.  There  should  be  no  necessity  for 
appealing  to  governmental  authority  to  award  damages  for  plain 
overcharges.  It  is  the  plain  duty  of  the  carriers  to  collect  no  more 
than  the  published  rate;  to  do  otherwise  is  a  crime  for  which  indict- 
ment will  lie  and  for  which  there  is  serious  punishment  provided  in 
the  law  against  both  the  carrier  and  its  agent.  When  there  is  a  con- 
test between  the  shipper  and  carrier  as  to  the  lawful  rate  applicable, 
arising  out  of  an  obscure  tariff,  there  may  properly  be  appeal  to  this 
Commission  to  give  construction  to  the  schedules.  But  there  is  but 
one  count  of  such  character  involved  herein.  The  others  are  based 
upon  admitted  deviations  from  the  tariff  rates.  If  by  inadvertence 
the  wrong  rate  had  been  applied,  the  carrier  should  have  hastened, 
upon  the  application  of  the  shipper,  to  remedy  its  mistake,  and  this 
no  more  for  its  own  protection  against  prosecution  under  the  law 
than  out  of  a  desire  to  do  justice  to  its  patrons.  It  is  not  too  strong 
a  statement  of  the  fact  to  say  that  certain  carriers  seem  at  times  will- 
fully bent  upon  withholding  for  as  long  a  period  as  may  be  possible 
moneys  to  which  they  are  not  entitled.  The  Commission  has  a  mass  of 
correspondence  carrying  such  complaints.  The  law  expressly  makes 
it  illegal  for  a  carrier  to  exact  more  than  the  lawful  rate,  and  the 
Conunission  will  regard  it  as  its  duty  henceforward  to  enforce  this 
provision  by  indictment  in  cases  where  the  canier  appears  willfully 
to  have  required  payment  of  an  illegal  amount  or  refuses  to  make 
restitution  immediately  upon  its  attention  being  called  to  its  improper 
and  unlawful  action. 

An  order  will  be  drawn  in  conformity  to  these  findings. 


66  IHTEB8TATB  COMMEBCB  COBCMI8SIOK  BEPOBTS. 


No.  2928. 

INDEPENDENT  SUPPLY  COMPANY 

V. 

CUMBERLAND   iSb  PENNSYLVANLA.  RAILROAD  COMPANY 

ET  AL. 


SubmUUd  September  t6, 1910.    Decided  December  6, 1910. 


Complainant  Beeks  reparation  on  four  carloads  of  blacksmith  coal  shipped  from  West 
Virginia  points  to  Loe  Angeles,  Cal.,  on  the  ground  that  the  shipments  were  mis- 
routed;  Held,  That  as  the  shipments  were  routed  in  accordance  with  specific 
instructions,  the  fact  that  one  of  the  defendants  advised  the  routing  can  not  be 
the  basis  on  which  to  order  reparation.  Poor  Gram  Co,  v.  C,  B,  <fr  Q,  R,  R,  Cb., 
12  I.  C.  C.  Rep.,  418,  469,  cited  and  followed. 

Charles  A.  ShurUeffioT  complainant. 
No  appearances  for  defendants. 

Report  of  thb  Coioossion. 

Peouty,  Commissioner: 

The  complaining  corporation,  located  at  Napa,  Cal.,  was  in  1907, 
among  other  things,  engaged  in  selling  blacksmith  coal.  Li  complaint 
filed  formally  October  30, 1909,  informally  July  3, 1908,  it  alleges  Uiat 
in  1907  it  shipped  four  carloads  of  blacksmith  coal  from  West  ^^r- 
ginia  points  to  Los  Angeles,  Cal.,  on  which  it  was  charged  at  the  rate 
of  75  cents  per  100  pounds.  It  contends  that  the  rate  was  unjust 
and  unreasonable,  and  that  the  shipments  were  misrouted.  The 
prayer  is  for  reparation  in  the  sum  of  $652.80,  the  difference  between 
charges  collected  and  what  would  have  been  the  total  charges  at 
rate  of  52^  cents  per  100  pounds. 

The  routing  of  three  of  the  cars  was  via  Baltimore  &  Ohio  Railroad, 
care  Wabash  Railroad  at  Defiance,  Ohio,  care  Missouri  Pacific  at 
Kansas  City,  care  Denver  &  Rio  Grande  at  Pueblo,  and  care  San 
Pedro,  Los  Angeles  &  Salt  Lake  Railroad  to  Los  Angeles.  The 
remaining  car  was  routed  in  care  Missouri  Pacific  Railroad  at  St. 
Louis,  care  Denver  &  Rio  Grande  at  Pueblo,  care  San  Pedro,  Los 
Angeles  &  Salt  Lake  Railroad  at  Salt  Lake  City.  Shipments,  routing, 
and  collection  of  charges  are  admitted. 

It  appears  that  the  vendor  of  the  coal  was  requested  by  the  vendee 
to  route  it  by  the  Gould  and  Salt  Lake  lines,  and  after  consultation 
with  the  Chicago  office  of  the  Wabash  Railroad  was  advised  to  route 
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▼ia  Defiance,  Ohio.    The  coal  was  sold  at  $13  a  ton;  the  freight 
charges  $15  per  ton. 

On  the  dates  these  cars  moved  the  rate  via  the  route  over  which 
they  moved  from  all  eastern  mines  to  Los  Angeles  was  75  cents  per 
100  pounds.  At  the  same  time  the  same  tariff  containing  the  75-cent 
rate  provided  rate  of  52^  cents  per  100  poimds  appUcable  via  various 
routes,  for  instance,  ''via  Baltimore  &  Ohio  via  Chicago;  via  Bur- 
lington system  or  Chicago,  Rock  Island  &  Pacific  via  Denver,  Colo., 
in  connection  with  Union  Pacific  or  Colorado  &  Southern,  Atchison, 
Topeka  &  Santa  Fe,  Colorado  Midland  and  Denver  &  Rio  Grande  via 
Ogden,  Utah,  and  Southern  Pacific  system;"  also  via  Baltimore  & 
Ohio  via  Chicago,  in  connection  with  San  Pedro,  Los  Angeles  &  Salt 
Lake  via  Provo  or  Salt  Lake  City.  Other  routes  were  also  open 
at  the  52i-cent  rate.  This  joint  rate  was  canceled  April  1,  1908. 
The  present  rates  are,  to  Chicago,  $2.05;  to  Mississippi  River,  $2.50 
per  ton;  and  from  Chicago  and  Mississippi  River  to  Los  Angeles,  42 
cents  per  100  pounds,  making  the  present  combinations,  on  Chicago, 
$10.45;  on  Mississippi  River,  $10.90.  The  rates  to  Chicago  and  Mis- 
sissippi River  which  were  in  effect  when  shipments  moved  provided 
routing  to  points  on  Wabash  Railroad,  including  East  Hannibal,  via 
South  Chicago.  Therefore,  neither  at  the  time  of  the  movement  nor 
when  joint  rate  was  canceled  did  the  combination  apply  via  Defiance. 

The  shipments  were  routed  in  accordance  with  specific  instructions 
and  if  it  be  a  fact  that  the  Wabash  Railroad  advised  the  routing,  that 
can  not  be  the  basis  on  which  to  order  reparation.  Poor  Grain  Co. 
Y.  a,  B.  dkQ.B.R  Co.,  12  L  C.  C.  Rep.,  418,  469. 

The  complainant  strongly  emphasizes  the  fact  that  the  coal  was 
sold  at  $13  per  ton  and  that  the  rate  was  $15  per  ton,  when  it  expected 
to  pay  $10.50,  and  relies  upon  the  $10.50-per-ton  rate  being  in  effect 
via  other  lines,  and  the  reduction  of  the  $15  rate  after  the  shipments 
moved  as  demonstrating  the  unreasonableness  of  the  rate  charged. 
But  the  loss  could  have  been  avoided  if  the  shipments  had  been  routed 
via  Baltimore  &  Ohio  and  Chicago.  The  75-cent  rate  had  been  in 
effect  since  November  5, 1904,  and  was  not  canceled  until  January  1, 
1909.  The  cancellation  of  joint  rate  of  52^  cents  did  not  make  com- 
bination rates  applicable  via  the  route  over  which  these  shipments 
moved,  and  the  lowering  of  75-cent  rate  which  has  been  in  effect  a 
number  of  years,  very  nearly  two  years  after  the  shipment,  does  not 
carry  with  it  a  presimiption  that  the  higher  rate  was  unreasonable. 

Tliis  complaint  was  filed,  answered,  and  heard  on  the  issue  of  mis- 
routing  rather  than  the  assessment  of  a  rate  unreasonable  in  and  of 
itself. 

On  the  whole  record,  we  are  unable  to  find  the  rate  unreasonable 
or  any  of  the  defendants  guilty  of  misrouting.  It  follows  the  com- 
plaint must  be  dismissed. 

20LaaBep. 
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No.  2257  (Amendment  No.  1). 
(yBRIEN  COMMERCIAL  COMPANY 

V. 

CmCAQO  &  NORTH  WESTERN  RAILWAY  COMPANY  ET  AL. 


SubmUted  September  tS,  1910.    Decided  December  6, 1910. 


1.  Complainant  aaks  reparation  on  a  shipment  of  furniture  and  framed  wall 

glaoeee,  shipped  in  one  car,  from  Rockford,  111.,  to  San  Francisco,  Cal.  Chaigea 
were  collected  on  the  furniture  on  the  minimum  wei^t  and  on  the  looking-glassec 
at  the  actual  weight,  whereas  complainant  alleges  that  the  chaiges  diould  have 
been  made  on  the  actual  weight  of  the  entire  shipment;  Held,  That  as  the  looking- 
glasses  were  not  to  be  used  in  connection  with  the  furniture,  the  provisions  in 
the  tariffs  were  properly  applied,  and  that  the  complaint  diould  be  dismissed. 

2.  No  opinion  is  expressed  as  to  whether  the  assignee  of  a  claim  for  reparation  can 

maintain  proceedings  in  his  own  name  before  the  Commission. 

J.  0,  Bracken  for  complainant. 

Naihan  P.  Bundy  for  Southern  Pacific  Company  and  Union  Pacific 
Railroad  Company. 

Refobt  of  the  Commission. 

Proutt,  Commisaioner: 

Complainant,  alleged  to  be  the  owner  by  right  of  purchase  of  the 
accounts  of  a  corporation  known  as  Kragen's,  which  on  the  date  of 
the  shipment  involved  was  doing  business  as  a  department  store  in 
San  Francisco,  Cal.,  asks  reparation  in  the  sum  of  S30.80  on  a  ship- 
ment of  furniture  and  looking-glasses. 

By  stipulation  agreement  the  facts  are: 

On  October  7,  1907,  there  was  shipped  from  Rockford,  HI.,  via 
lines  of  defendants,  10,000  pounds  of  new  furniture  and  6,600  pounds 
(22  boxes)  of  framed  wall  looking-glasses  in  Chicago  &  North  Western 
car  9586.  Charges  were  collected  on  the  furniture  on  minimum 
weight  of  12,000  pounds  at  the  rate  of  $2.20  per  100  pounds,  $264, 
and  on  the  actual  weight  of  the  looking-glasses  at  the  rate  of  $2  per 
100  pounds,  $132,  a  total  of  $396.    Complainant  asks  reparation  in 
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the  difference  between  above  charges  and  those  which  wotdd  result 
from  the  carload  rate  on  furniture  being  assessed  on  the  actual  weight 
of  the  entire  shipment,  i.  e.,  16,600  pounds  at  $2.20  per  100  pounds, 
$365.20. 

Transcontinental  Tariff  I.  C.  C.  No.  375,  in  force  on  date  of  ship- 
ment, provided  under  commodity  ratings  not  subject  to  Western 
Gassification  rate  of  $2.20  per  100  pounds  on  furniture  (new),  all 
kinds,  minimum  weight  12,000  pounds,  from  Bockford  to  San  Fran- 
cisco. The  same  tariff  named  rate  of  $2  per  100  pounds  on  looking- 
glasses  (framed)  not  over  three  feet  long,  in  less-than-carload  lots,  and 
$1.25  per  100  pounds  in  carload  lots,  24,000  pounds  minimum.  The 
looking-glasses  were  not  a  part  of,  or  to  be  used  in  connection  with, 
any  of  the  other  articles  of  furniture  contained  in  the  car. 

The  Western  Classification  effective  when  shipment  moved 
provided : 

Minors  and  lookmg-glaoBee,  framed  or  imframed,  and  slabs  (marble,  slate,  or  stone), 
for  furniture,  boxed  or  crated,  may  be  loaded  in  mixed  carload  with  articles  of  furni- 
ture of  which  they  form  a  part,  at  the  carload  rating  for  such  furniture. 

•  •••••• 

Glass  forming  an  integral  part  of  bureaus,  dressing  cases,  hatracks,  sideboards,  and 
folding  beds  may  be  rated  the  same  as  the  article  of  which  it  is  a  part. 

The  Classification  provides  that  looking-glasses  and  mirrors  of 
various  kinds,  not  forming  an  integral  part  of  the  article  of  fumitiire 
shipped,  shall  be  rated  first  class  in  less  than  carloads,  and  third  class 
in  carloads.  References  are  made  to  the  Western  Classification 
solely  because  the  stipulation  so  provided. 

Transcontinental  Freight  Bureau  Tariff,  I.  C.  C.  No.  375,  contains 
rule  that  ''No  two  or  more  articles  having  a  carload  rate  shall  be 
shipped  in  mixed  carloads  at  the  carload  rate,  unless  so  provided.'' 
No  provision  is  made  for  shipping  furniture  and  looking-glasses  in 
mixed  carloads. 

The  question  is  simply  one  of  tariff  interpretation.  Plainly  if  com- 
plamant  had  had  the  requisite  minimum  weight  of  furniture  it  would 
not  have  complained.  The  Conmiission  has  held  that  the  provision 
"furniture  (new)  all  kinds"  was  broad  enough  to  include  show  cases, 
but  in  that  instance  there  was  no  commodity  rating  on  show  cases. 
Whether  or  not  the  looking-glasses  were  furniture  they  were  separate 
and  distinct  articles  for  which  a  specific  rate  was  provided,  in  the 
same  manner  as  a  specific  rating  was  provided  for  marble,  slate,  or 
stone  slabs.  It  is  our  view  that  rates  were  correctly  applied.  No 
opinion  is  expressed  as  to  whether  the  assignee  of  a  claim  for  repara- 
tion can  maintain  proceedings  in  his  own  name  before  the  Commis- 
sion. 

The  complaint  will  be  dismissed. 


70  IHTEB8TATB  COMMEBCE  COMMI8SIOK  BEPOBTB. 


No.  3155. 

WILLIAM  K.  NOBLE 

v. 

GftAND  TRUNK  WESTERN  RAILWAY  COMPANY  ET  AL. 


SvhmiUed  October  5,  1910.    Decided  December  5, 1910. 


Complainant  aaka  reparation  on  diipment  of  coiled  elm  hoope  from  Mount  Clemens, 
Mich.,  via  Norfolk,  Va.,  to  Ripplemead,  Va.,  on  a  combination  rate  of  26  cenle 
per  100  pounds.  Subsequently  a  specific  rate  from  Mount  Clemens  to  Norfolk 
was  published.  Reparation  is  demanded  on  the  basis  of  the  resulting  Ripple- 
mead  rate  of  21|  cents;  Heid^  That  as  the  later  tarifis  could  not  be  used  until  the 
Commission's  tariff  rules  had  been  complied  with,  there  is  no  basis  for  an  cnder  of 
reparation.  Such  order  should  be  made  upon  affirmative  evidence  that  the  rate 
complained  of  is  unreasonable  or  unjustly  discriminatory,  which  does  not  appear 
in  this 


jB.  B.  CoapstUJe  for  complainant. 

Fred  S.  Ross  and  Oeo.  W.  Kretzinger  for  defendants. 

Report  of  the  Commission. 

Pboutt,  Commissioner: 

Complainant  is  engaged,  at  Fort  Wayne,  Ind.,  in  the  manufacture 
of  slack-barrel  cooperage  stock,  and  in  a  complaint  filed  March  8, 
1910,  asks  refund  of  $15.75  on  one  carload  of  coiled  elm  hoops,  weigh- 
ing 33,600  pounds,  shipped  from  Mount  Clemens,  Mich.,  to* Ripple- 
mead,  Va.,  on  June  5,  1909.  A  rate  of  26  cents  per  100  pounds  was 
charged.  The  shipment  moved  via  the  Grand  Trunk  Western, 
Detroit  &  Toledo  Shore  Line,  Hocking  Valley,  and  Norfolk  &  Western 
railroads.  At  that  time  Norfolk  &  Western  Eastbound  Guide  Book, 
I.  C.  C.  No.  A~797,  provided  to  Ripplemead  an  arbitrary  of  5  cents 
over  Norfolk,  but  this  basis  was  contingent  upon  shipments  to  Nor- 
folk being  made  under  joint  through  rates.  This  shipment  moved  to 
Norfolk  on  the  Detroit  combination.  A  specific  rate  from  Mount 
Gemens  to  Norfolk  was  not  published  until  September  10, 1909,  when 
a  rate  of  16^  cents  was  made  effective.  (Supplement  No.  5  to  Grand 
Trunk  Western,  I.  C.  C.  No.  A-1194.)  Reparation  is  demanded  on 
the  basis  of  the  resulting  Ripplemead  rate  of  21^  cents.    There  is  no 
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evidence  as  to  the  reasonableness  of  the  rate  charged,  and  complain- 
ant's contention,  briefly,  is  this:  The  Grand  Trunk  concurred  in  the 
Norfolk  &  Western  Guide  Book  on  June  1,  1909,  and  while  Grand 
Trunk  tariffs  made  no  specific  reference  thereto  until  September  10, 
1909,  some  three  months  after  the  shipment  moved,  it  was  certainly 
the  intention,  of  the  Grand  Trunk  at  least,  to  use  the  Guide  Book  in 
constructing  the  Ripplemead  rate.  In  other  words,  as  the  Norfolk  & 
Western  and  Grand  Trunk  were  parties  to  each  other's  respective 
tariffs,  the  rate  claimed  and  specifically  published  on  September  10 
evidently  was  intended  to  apply  to  this  shipment  on  June  18*     ^ 

It  is  obvious  that  the  Norfolk  &  Western  Guide  Book,  which  merely 
named  an  arbitrary  over  Norfolk,  was  dependent  for  the  Ripplemead 
rate  upon  the  Grand  Trunk's  rate  to  Norfolk.  These  tariffs  could  not 
be  used  in  conjunction,  however,  until  Uie  Commission's  tariff  rules 
in  that  respect  had  been  compUed  with,  regardless  of  the  carriers' 
intention  in  framing  the  tariff.  This  condition  was  not  met  until 
September  10,  1909,  prior  to  which  date  the  legal  rate  from  Mount 
Clemens  to  Ripplemead  was  21^  cents,  as  charged.  As  stated,  there 
is  no  evidence  as  to  Uie  reasonableness  of  this  rate,  and  we  have  no 
basis,  therefore,  for  an  order  of  reparation,  which  must  be  based  upon 
afl&rmative  evidence  that  a  rate  complained  of  is  unreasonable  or 
unjustly  discriminatory.  The  defendants  do  not  agree  that  the 
intent  of  these  tariffs  prior  to  September  10,  1909,  was  defeated  by 
formal  defects  and  that  shippers  thereunder  were  on  that  account 
charged  an  unreasonable  or  imjustly  discriminatory  rate.  In  the 
absence  of  such  an  admission,  to  be  considered  with  the  other  facts 
of  record,  or  of  affirmative  evidence  of  unlawfulness  in  the  rate,  we 
must  accept  these  tariffs  as  expressing  the  intent  of  the  framers  and 
MB  prima  fade  reasonable. 

The  complaint  wiU  be  disnussed; 
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No.  3221. 

WILLIAM  K.  NOBLE 

v. 

•BALTIMORE  &  OmO  RAILROAD  COMPANY  ET  AL. 


SubmitUd  Ociober  5, 1910.    Decided  December  It,  1910. 


Tariff  of  defendants  should  have  provided  that  when  a  car  of  the  capacity  ordered 
by  the  diipper  could  not  be  promptly  f umiAed  and  a  car  of  a  different  capacity 
was  fumidied,  such  car  might  be  used  upon  the  basis  of  the  minimum  fixed  for 
the  car  which  was  ordered.  Such  a  rule  should  be  established  by  defendants 
for  the  future.  Reparation  awarded  because  of  ftdlure  of  defendants  to  establish 
and  apply  the  above  rule. 

R.  B.  Ooapstick  for  complainant. 

WiUiam  0.  OdUman  for  Baltimore  &  Ohio  Railroad  Company. 

Report  of  the  Commission. 

Pboutt,  (hmmissicner: 

Complainant  is  engaged  at  Fort  Wayne,  Ind.,  in  the  manufacture 
of  slack-barrel  cooperage  stock,  and  on  April  8,  1910,  in  a  formal 
petition,  demands  reparation  on  a  shipment  of  coiled  elm  hoops  from 
Creston,  Ohio,  to  Windsor  Shades,  Va.  The  shipment  moved  on 
June  18,  1909.  On  June  12,  request  was  made  of  the  Creston  agent 
of  the  Baltimore  &  Ohio  Railroad  for  a  34-foot  car,  and  had  this 
car  been  furnished,  the  shipment,  which  weighed  20,100  pounds, 
would  have  moved  subject  to  a  minimum  of  24,000  pounds.  Unable 
to  secure  the  car  ordered,  and  the  shipment  requiring  prompt  move- 
ment, complainant,  on  June  18,  was  compelled  to  use  a  36-foot  car, 
to  which  was  appUcable  a  30,000-poimd  minimum.  This  6,000 
pounds  difference  is  the  basis  of  the  present  claim.  A  34-foot  car 
was  received  at  Creston  on  June  19. 

Creston  is  a  small  local  station,  and  the  Baltimore  &  Ohio  has  no 
physical  connection  with  the  other  two  lines  serving  that  point. 
Defendants  therefore  suggest  that  cars  of  what  they  term  exceptional 
sizes  should  be  ordered  at  Creston  further  in  advance  than  at  junc- 
tion or  other  more  important  points,  and  that  a  week  or  ten  days 
would  be  reasonable  notice.    Complainant  asserts,  however,  that 
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three  or  four  days  should  be  ample.     Rule  66  of  the  Commission's 
Tariflf  Circular  17-A  provides: 

The  CommiflBion  believes  it  to  be  the  duty  of  every  carrier  to  incorporate  in  its 
tariff  regulations  a  rule  to  the  effect  that  when  carrier  can  not  promptly  furnish  car 
d  capacity  or  dimensions  desired  by  the  diipper,  and  for  its  own  convenience  does 
provide  a  car  of  greater  capacity  or  dimensions  than  that  ordered,  such  car  may  be 
used  on  the  basis  of  the  minimum  carload  fixed  in  the  tariffs  for  cars  of  the  dimensions 

or  capacity  ordered  by  the  shipper. 

•  •••••• 

In  all  such  cases  the  capacity  of  the  car  ordered,  the  date  of  such  order,  the  number, 
initials,  and  capacity  of  the  car  furnished  should  be  stated  on  the  bill  of  lading  and 
the  carrier's  waybill. 

In  case  of  controversy  between  shippers  and  carriers  caused  by  absence  of  such 
rule  from  tariffs  which  provides  graduated  minima  for  cars  of  different  sizes  the  Com- 
mission wiU  regard  such  tariffs  as  prima  facie  un&dr  and  unreasonable. 

The  Baltimore  &  Ohio  tariffs  did  not  contain  a  rule  of  the  nature 
suggested,  but  such  a  rule,  defendants  assert,  would  not  have  appUed 
to  this  shipment  because  complainant  in  using  the  larger  car  virtually 
withdrew  his  request — that  is,  the  larger  car  was  furnished  for  the 
shipper's  convenience  and  not  for  the  accommodation  of  the  carrier. 
The  record  shows,  however,  that  the  Creston  agent  made  daily 
requests  for  a  34-foot  car  up  to  the  date  of  movement,  and  that 
complainant  accepted  the  larger  car  only  when  informed  that  it  was 
the  only  equipment  available. 

The  real  question,  we  think,  is  whether  the  car  ordered  was 
''promptly  furnished''  within  the  meaning  of  the  rule  quoted,  and  in 
our  opinion  it  was  not.  It  is  true  carriers  can  not  in  all  instances 
secure  equipment  upon  demand,  and  there  is  no  question  that  every 
reasonable  effort  was  made  to  promptly  fill  this  order,  but,  as  sug- 
gested in  the  rule  quoted,  if  carriers  can  not  promptly  furnish  the 
service  offered  in  their  tariffs,  other  arrangements  as  advantageous  to 
the  shipper  should  be  provided  for  and  published.  It  surely  can  not 
be  contended  that  this  shipment  should  have  been  delayed  indefi- 
nitely; yet  defendants  admit  that  on  June  18,  the  date  of  the  move- 
ment, they  had  no  assurance  when  a  34-foot  car  could  be  had.  It  is 
true  complainant  was  advised  that  the  30,000-pound  minimum  would 
apply  to  the  36-foot  car,  but  this  information  merely  supplemented 
^e  tariffs  themselves  in  effect  at  that  time.  We  have  also  in  mind 
that  request  for  bill  of  lading  and  waybill  notation  that  a  smaller  car 
had  been  ordered,  although  mailed  on  June  18,  was  not  received  until 
the  car  had  left  Creston,  but  even  if  this  duty  devolves  wholly  upon 
tile  shipper  imder  Rule  66,  which  is  not  here  decided,  failure  to  con- 
form to  conditions  of  such  a  tariff  rule  need  not  be  considered  when 
the  rule  itself  had  no  existence. 

We  are  of  the  opinion  that  the  tariff  of  the  defendants  should  have 
provided  that  when  a  car  of  the  capacity  or  dimensions  ordered  by 
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the  shipper  could  not  be  promptly  furnished  and  a  car  of  a  different 
size  or  capacity  was  furnished,  such  car  might  be  used  upon  the  basis 
of  the  minimum  fixed  for  the  car  which  was  ordered,  and  that  such  a 
rule  should  be  established  by  the  defendants  for  the  future. 

We  are  further  of  the  opinion,  and  find,  that  in  this  case  the  com- 
plainant has  been  damaged  by  the  failure  of  the  defendants  to  estab* 
lish  and  apply  the  above  rule  in  the  sum  of  $9.60,  which  he  is  entitled 
to  recover,  with  interest  from  July  1, 1909.    An  order  will  be  issued 

accordingly. 
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No.  3238. 

FRANK  W.  BURTON 

v. 

UNADILLA  VALLEY  RAILWAY  COMPANY  ETAL. 


Svhmitied  October  5, 1910,    Decided  December  5, 1910. 


1.  Defendants  ordered  to  eetablish  a  through  route  and  joint  rate  of  16  cents  per  100 

pounds  on  lumber  from  West  Edmeston,  N.  Y.,  to  New  Britain,  Conn.,  unless 
a  separately  established  rate  between  New  Berlin,  N.  Y.,  and  New  Britain 
of  13  cents  per  100  pounds  is  put  in. 

2.  The  per-ton-mile  earnings  of  a  small  carrier,  having  only  short  hauls  and  light 

business,  may  properly  exceed  the  per-ton-mile  earnings  of  stronger  lines  par- 
ticipating in  heavy  traffic  which  moves  for  considerable  distances. 

David  Ruslander  for  complainant. 

Wvrt  Howe  for  Unadilla  Valley  Railway  Company. 

J.  C.  Anderson  for  New  York,  Ontario  &  Western  Railway  Com- 
pany. 

Report  of  the  Commission. 

Lake,  Gammissianer: 

The  complainant  is  a  dealer  in  lumber,  having  his  principal  place 
of  business  in  the  city  of  Buffalo,  N.  Y.,  and  by  this  petition,  filed  on 
April  19,  1910,  seeks  the  establishment  of  a  through  route  and  joint 
rate  on  lumber  from  West  Edmeston,  N.  Y.,  to  New  Britain,  Conn., 
▼ia  the  lines  of  the  Unadilla  Valley  Railway  Company,  the  New  York, 
Ontario  &  Western  Railway  Company,  the  Central  New  England 
Railway  Company,  and  the  New  York,  New  Haven  &  Hartford 
Railroad  Company.  At  the  present  time  lumber  moving  between 
the  points  named  is  subject  to  a  charge  of  17^  cents  per  100  pounds, 
made  up  of  a  rate  of  3{  cents  per  100  pounds  applying  over  the  line 
of  the  Unadilla  Valley  Railway  Company  from  West  Edmeston  to 
New  Berlin,  the  point  of  intersection  with  the  New  York,  Ontario  & 
Western  Railway,  and  a  rate  of  14  cents  per  100  pounds  beyond. 
The  petition  alleges  that  this  charge  and  each  of  the  factors  compris- 
ing it  are  excessive.  The  defendants  deny  Uiat  the  rates  attacked 
are  unreasonable  and  resist  the  demand  for  the  institution  of  a 
through  route  and  joint  rate. 
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At  the  hearing  it  was  stated  in  behalf  of  the  complainant  that  no 
objection  could  be  made  to  the  14-cent  rate  applying  from  New  Berlin, 
N.  Y.,  to  New  Britain,  Conn.,  but  that  the  local  rate  of  the  Unadilla 
Valley  Railway  Company  was  believed  to  be  unreasonable.  Jhere 
is  in  effect  at  the  present  time  a  rate  of  15  cents  per  100  poimds  on 
lumber  from  Edmeston,  a  point  reached  by  a  branch  of  the  New  York, 
Ontario  &  Western  Railway,  joining  the  main  line  at  New  Berlin, 
N.  Y.,  and  it  is  the  desire  of  the  complainant  to  have  West  Edmeston 
placed  upon  the  same  basis. 

The  UnadiUa  Valley  Railway  Company  is  an  independent  line  of 
railway,  20  miles  in  length.  It  has  comparatively  little  rolling  stock 
of  its  own,  and  whenever  a  car  is  ordered  for  the  movement  of  lumber 
from  West  Edmeston  it  must  be  supplied  by  the  New  York,  Ontario 
&  Western  R  ailway  Company.  When  received  by  the  UnadiUa  Valley 
Railway  Company  at  New  Berlin  it  is  hauled,  usually  without  load, 
to  West  Edmeston  and  there  placed  on  a  siding  to  be  loaded.  After 
loading  is  completed  the  car  must  be  returned  to  the  main  line,  hauled 
to  New  Berlin,  and  switched  to  the  raUs  of  the  New  York,  Ontario  & 
Western  Railway  Company.  For  this  service  the  Unadilla  Valley 
Railway  Company  receives  3^  cents  per  100  pounds,  or  a  total  revenue 
of  $11.05  per  car  based  upon  a  minimum  lading  of  34,000  pounds. 

A  comparison  between  the  earnings  per  ton-mile  under  the  local 
rate  of  the  UnadiUa  VaUey  Railway  Company  and  the  14-cent  rate 
effective  via  the  New  York,  Ontario  &  Western  RaUway  and  its  east- 
em  connections  from  New  Berlin  to  New  Britain  does  not  of  itself 
prove  that  the  rate  of  the  UnadiUa  VaUey  Company  is  unreasonable. 
The  per  ton-mUe  earnings  of  a  smaU  carrier,  having  only  short  hauls 
and  light  business,  may  properly  exceed  the  per  ton-mile  earnings  of 
stronger  lines  participating  in  heavy  traffic  which  moves  for  consid- 
erable distances.  However,  we  are  of  opinion  that'the  total  charges 
on  lumber  from  West  Edmeston  to  New  Britain  are  unreasonably 
high  and  that  they  should  be  reduced,  and  that  a  through  route  and 
joint  rate  should  be  established. 

An  order  wiU  accordingly  be  entered  directing  the  UnadiUa  VaUej 

RaUway  Company,  New  York,  Ontario  &  Western  RaUway  Company, 

Central  New  England  RaUway  Company,  and  New  York,  New  Haven, 

&  Hartford  Railroad  Company  to  establish  a  through  route  and  put 

into  effect  a  joint  rate  of  16  cents  per  100  pounds  on  lumber  from 

West  Edmeston,  N.  Y.,  to  New  Britain,  Conn.,  unless  they  wish  to 

put  in  a  separately  established  rate  between  New  Berlin  and  New 

Britain  of  13  cents  per  100  pounds. 
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No.  8387. 
BARR  CHEMICAL  WORKS 

V. 

PHILADELPHIA  &  READING  RAILWAY  COMPANY  ET  AL. 


Submiaed  October  17,  1910.    Decided  January  IS,  1911. 


1.  The  fifth  clan  import  rate  of  27  cents  per  100  pounds  applied  to  the  shipment  of 
glue  stock  from  Boston  to  Chicago  found  unreasonable  to  the  extent  that  it 
exceeded  the  sixth  class  domestic  rate  <^  24  cents  per  100  pounds.  The  rate 
tor  the  transportation  of  said  article  between  such  points  should  not  exceed  for 
the  future  the  rate  simultaneously  in  effect  on  ''fleshings,  tanner's,  or  slaughter- 
house ofiEal,  and  wet  hide  trimmings,  carload,"  between  the  same  points. 
Reparation  awarded. 

2«  On  account  of  nonjoinder  of  certain  carriers  complaint  as  to  shipment  of  glue  stock 
from  Philadelphia  to  Gowanda  is  dismissed  without  prejudice. 


Albert  SUbbins  for  complainant. 

E.  C.   Martin  for  Qrand  Trunk  Railway  Company  of  Canada; 

Grand  Trunk  Western  Railway  Company;  and  Central  Vermont 

Railway  Company. 

^^  • 

Report  of  the  Commission. 

Clsmbnts,  Chairman: 

The  complainant  is  the  United  States  branch  of  a  German  chemical 
manufacturing  concern  styled  the  Barrer  Chemische  Fabrik,  Barr, 
Ebass,  having  its  principal  American  office  in  Milwaukee,  Wis.,  and 
engaged  in  the  business  of  importing  and  distributing  glue  stock  and 
kindred  low-grade  products.  The  petition  was  filed  on  July  13, 1910, 
and  contests  the  reasonableness  of  charges  collected  by  defendants  for 
the  transportation  of  75  bales  of  glue  stock,  weighing  31,576  pounds, 
from  Philadelphia,  Pa.,  to  Gowanda,  N.  Y.,  and  173  bales  of  glue 
stock,  weighing  38,350  pounds,  from  Boston,  Mass.,  to  Chicago,  HI. 
Both  shipments  were  of  foreign  origin,  the  one  from  Philadelphia  to 
Gowanda  moving  on  July  22,  1909,  on  which  charges  of  $50.62  were 
collected,  based  on  fifth  class  rate  of  16  cents  per  100  pounds.  This 
rate  is  alleged  to  be  imjust  and  unreasonable  to  the  extent  that  it 
exceeds  the  sixth  class  rate  of  13  cents  per  100  poimds  applying 
between  the  same  points.  The  complainant  alleges  that  the  ship- 
ment moved  via  the  lines  of  the  Philadelphia  &  Reading  Railway 
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Company  and  the  E^e  Railroad  Company,  but  inasmuch  as  the  car- 
riers named  are  not  connecting  lines  it  is  apparent  that  there  is  a 
defect  of  parties  defendant. 

The  shipment  from  Boston  to  Chicago  moved  on  May  5,  1910,  via 
Boston  &  Maine  Railroad,  Central  Vermont  Railway,  Grand  Trunk 
Railway  of  Canada,  and  Grand  Trunk  Western  Railway,  on  which 
charges  of  $103.55  were  collected,  based  on  fifth  class  import  rate 
of  27  cents  per  100  pounds.  The  complainant  alleges  that  this  rate 
is  unreasonable  to  the  extent  that  it  exceeds  the  sixth  class  import 
rate  of  22  cents,  and  asks  reparation  upon  that  basis. 

Glue  stock  is  a  commodity  of  very  low  grade,  consisting  mainly  of 
the  waste  of  hides.  It  is  a  refuse  product  of  packing  houses  and 
tanneries  and  is  of  value  only  for  the  manufacture  of  glue  and  fer- 
tilizers. The  percentage  of  glue  is  small,  ranging  from  10  to  15  per 
cent.  The  selling  price  does  not  exceed  1  to  3  cents  per  pound. 
The  fifth  class  rating,  which  applies  to  glue  stock  under  the  Official 
Classification,  covers  likewise  commodities  of  much  higher  grade, 
such  as  hides,  which  have  a  value  ranging  from  16  to  20  cents  per 
pound,  and  glue,  the  finished  product  of  glue  stock.  In  view  of  the 
much  lower  value  of  glue  stock,  it  is  certainly  anomalous  to  give  it  as 
high  a  rating  as  that  applying  on  hides  and  glue.  In  apparent 
recognition  of  the  impropriety  of  placing  glue  stock  in  the  fifth  class 
the  carriers  between  Chicago  and  the  Atlantic  seaboard  have  by 
exceptions  to  the  Official  Classification  established  the  sixth  class 
rating  on  tannery  fleshings,  which  are  included  in  the  general  term 
''glue  stock."  The  tariffs  also  show  that  by  exception  to  Official 
Classification  domestic  sixth  class  applies  on  ''fleshings,  tanner's,  or 
slaughterhouse  offal,  and  wet  hide  trimmings,  carload  minimum 
36,000  pounds''  from  certain  eastern  points,  including  Boston,  to 
western  points,  including  Chicago. 

It  is  our  finding  and  conclusion  that  the  fifth  class  import  rate  of  27 
cents  applied  to  the  shipment  of  glue  stock  from  Boston  to  Chicago 
was  imjust  and  unreasonable  to  the  extent  that  it  exceeded  the  sixth 
class  domestic  rate  of  24  cents  per  100  pounds,  and  that  for  the  future 
the  rate  for  the  transportation  of  glue  stock  from  Boston  to  Chicago 
should  not  exceed  the  rate  simultaneously  in  effect  and  applying  on 
"fleshings,  tanner's,  or  slaughterhouse  offal,  and  wet  hide  trimmingB, 
carload,"  between  the  same  points.  Reparation  will  be  awarded  in 
the  amoimt  of  $11.51,  with  interest  from  July  1,  1910. 

On  account  of  the  nonjoinder  of  certain  of  the  carriers  participatiiig 
in  the  shipment  from  Philadelphia,  Pa.,  to  Gowanda,  N.  Y.,  we  make  no 
finding  with  respect  to  the  rate  applying  between  those  points.  The 
complaint  as  to  this  shipment  will  be  dismissed  without  prejudice. 

It  will  be  ordered  accordingly. 
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No.  8808. 
BARRETT  MANUFACTURING  COMPANY 

V. 

CHICAQO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COM- 
PANY ET  AL. 


BulmUtted  October  10,  1910.    Decided  JoMMry  IS,  1911. 


Rate  of  70  cents  per  100  ponnds,  minimum  weight  30,000  pounds,  on  mixed  car- 
load shipments  of  bollding  and  roofing  papers,  saturated  felt  and  building 
and  roofing  felt  other  than  wool  felt,  found  unreasonable  to  the  extent  it 
exceeded  63  cents  per  100  pounds,  minimum  weight  40,000  pound&  B^;>- 
aration  awarded. 

E.  H.  Poetter  for  complainant. 

F.  C.  DiOard^  E.  H.  Woody  and  Z.  T.  WUcox  for  Union  Pacific 
Railroad  Company. 

Herbert  Haase  for  Colorado  &  Southern  Railway  Cc»npany. 

Refobt  of  thb  Commission. 

Clbmkntb,  ChodrmfOn: 

This  is  a  petition  for  reparation  on  account  of  an  alleged  unlawful 
and  unreasonable  charge  for  the  transportation  of  a  mixed  carload 
of  building  and  roofing  papers  and  felts,  shipped  on  November  19, 
1908,  from  Chicago,  HI.,  to  Pueblo,  Colo.,  via  the  lines  of  defend- 
ants. Complaint  was  filed  May  26,  1910.  The  shipment  consisted 
of  250  rolls  of  building  paper,  102  rolls  of  deadening  felt,  38  rolls 
of  dry  felt,  and  411  rolls  of  tarred  felt,  and  the  total  weight  was 
40,800  pounds.  A  rate  of  70  cents  per  100  pounds  was  collected,  and 
ocmiplainant  asks  reparation  on  the  basis  of  63  cents  per  100  pounds, 
which  it  claims  was  the  rate  legaUy  in  effect  on  mixed  carload  ship- 
ments of  the  commodities  named.  It  is  also  alleged  that  charges  were 
exacted  on  an  excessive  weight,  but  by  agreement  this  allegaticm  was 
stricken  from  the  record. 

CcHuplainant  aUeges  that  both  dry  and  deadening  felt  should  be 
classed  as  building  or  roofing  paper  and  that  the  shipment  should 
take  the  mixed  carload  rate  of  63  cents,  applicable  in  the  tariff 


Paper,  building  and  roofing  (including  asbestos  roofing  and  asbestos  building 
paper),  and  saturated  felt,  carload  minimnm  40,000  ponnda 
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The  rate  assessed  was  under  an  item  which  provided  for — 

Paper,  bnildlDg  and  roofing  (Including  asbestos  roofing  and  asbestos  bnildlng 
paper),  and  straw  wrapping  paper,  carpet  lining  made  entirely  of  paper,  and 
roofing  felt  other  tban  wool  felt,  straii^t  or  mixed  carloads,  minimnm  weii^t 
80,000  pounda 

The  tarifiF  in  effect  at  the  present  time  carries  rate  of  60  cents  per 
100  pounds,  minimum  weight,  40,000  pounds,  on  mixed  carloads  of 
all  building  and  roofing  papers  and  felts  other  than  wool  felt,  and 
would  be  applicable  upon  this  entire  shipment. 

It  appears  from  the  testimony  that  neither  dry  nor  deadening  felt 
is  in  a  proper  sense  a  wool  felt,  although  containing  about  5  per  cent 
woolen  rags,  and  that  probably  99  per  cent  of  all  dry  felt  is  used  for 
roofing  purposes.  The  only  difference  between  the  two  yarirties  is 
in  weight  and  thickness.  It  appears  fitmi  defendants'  testimony  that 
building  and  roofing  paper  and  building  and  roofing  felt  are  prac- 
tically the  same  thing  in  the  trade,  and  that  the  grouping  of  these 
articles  in  the  manner  stated  was  purely  arbitrary. 

The  tariff  in  effect  on  the  date  of  shipment  was  such  as  to  lead 
to  confusion  and  discrimination  in  the  application  of  different  rates 
to  similar  mixed  carloads.  It  is  our  finding  and  condusicm  that  the 
articles,  building  and  roofing  paper,  and  building  and  roofing  felt 
other  than  wool  felt,  are  so  nearly  related  and  the  difficulty  of  dis- 
tinguishing between  them  so  great  that  the  tariff  providing  more 
advantageous  rates  and  combinations  with  other  similar  articles  in 
mixed  carloads  for  the  former  than  for  the  latter  was  unreasonable, 
and  therefore  that  the  rate  of  70  cents  per  100  pounds,  carload  mini- 
mum 30,000  pounds,  was  excessive  and  unreasonable  to  the  extent  it 
exceeded  63  cents  per  100  pounds,  carload  minimum  40,000  pounds. 
Beparation  will  be  awarded  in  the  sum  of  $28.56,  with  interest  from 
December  4,  1908.  Since  the  filing  of  complaint  the  carriers  have 
established  a  mixed  carload  rate  lower  than  that  upon  which  repara- 
tion is  herein  based,  applicable  to  all  building  and  roofing  papers 
and  felts  other  than  wool  felts,  and  no  order  as  to  the  future  is  now 
deemed  necessaiy. 
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No.  2473. 
AMERICAN  CIGAR  COMPANY 

V. 

PHILADELPHIA  &  READING  RAILWAY  COMPANY  ET  AL. 


Submitted  November  16^  1910,    Decided  January  13, 1911, 


Upon  the  fs^cta  diBclosed  by  investigation  in  this  proceeding;  Held,  That  existence 
of  commodity  rate  of  21  cents  on  tobacco  in  carloads,  Lancaster,  Pa.,  to  Richmond, 
Va.,  did  not  result  in  undue  discrimination  against  Ephrata,  Pa.,  bom  which 
point  class  rate  of  24  cents  was  in  force.  Overcharge  found,  and  to  be  refunded 
without  order. 

W.  R.  Perkins  for  complainant. 

Oharles  Heebner  for  Philadelphia  &  Reading  Railway  Company. 

Henry  WolfBikle  for  Pennsylvania  Railroad  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Jn  a  petition  filed  May  13,  1909,  complainant  alleges  that  the  rate 
of  35}  cents  per  100  pounds  assessed  by  defendants  for  the  transpor- 
tation of  two  carloads  of  leaf  tobacco  in  bales  from  Ephrata,  Pa., 
to  Richmond,  Va.,  in  March  and  April,  1908,  was  unlawful  in  so  far 
as  it  exceeded  21  cents  per  100  pounds.     Reparation  is  asked. 

The  combined  weight  of  the  two  carloads  was  43,016  pounds  and 
the  freight  charges  thereon  were  $152.71.  We  find  no  tariff  authority 
for  the  rate  of  35  i  cents.  The  Philadelphia  &  Reading  Railway 
Company,  which  assumed  the  burden  of  the  defense,  says  in  its 
answer  that  35  i  cents  is  the  third  class  rate,  Ephrata  to  Richmond, 
published  in  its  tariff  I.  C.  C.  No.  2684 ;  that  said  tariff  was  subject 
to  the  Southern  Classification,  which  provided  third  class  rating 
upon  tobacco,  unmanufactiured,  in  bales  or  crates,  in  any  quantity. 
However,  an  examination  of  the  tariff  mentioned  shows  that  it  was 
governed  by  the  Official  Classification  which  provided  fourth  class 
rating  on  leaf  tobacco  in  bales,  minimum  weight  24,000  pounds. 
The  fourth  class  rate,  Ephrata  to  Richmond,  named  in  tariff  I.  C.  C. 
No.  2684,  was  24  cents  and  that  rate  should  have  been  applied  to  the 
shipments  under  consideration.  Upon  basis  of  the  legal  rate  of  24 
cents  the  freight  charges  would  have  been  $115.20.  It  follows  that 
defendants  collected  from  complainant  $37.51  in  excess  of  their  pub- 
lished rates,  and  that  amount,  with  interest  from  May  1, 1908,  should 
at  once  be  refunded  without  the  requirement  of  an  order  by  the 
Commission. 
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Complainant  contends,  howeyer,  that  any  rate  in  excess  of  21  cents 
was  unlawful,  because  at  the  time  when  the  shipment  moved  there 
was  a  commodity  rate  of  21  cents,  to  which  the  Philadelphia  &  Read- 
ing Railway  Company  was  a  party,  from  Lancaster,  Pa.,  and  certain 
nearby  points  to  Richmond. 

Ephrata  is  a  local  point  on  the  Philadelphia  &  Reading  about  16 
miles  northeast  of  Lancaster.  The  shipments  moved  over  the  Phila- 
delphia &  Reading  to  Harrisburg,  thence  to  destination  over  the 
Pennsylvania,  Washington  Southern,  and  Richmond,  Fredericksburg 
&  Potomac  railroads.  At  the  same  time  there  was  a  21-cent  conmiod- 
ity  rate  to  Richmond  from  Lancaster  and  nearby  competitive  points 
applicable  via  the  Philadelphia  &  Reading  to  Philadelphia  and  thence 
to  Richmond  via  the  Baltimore  &  Ohio,  Washington  Southern,  and 
Richmond,  Fredericksburg  &  Potomac  railroads.  The  21-cent  rate 
from  Lancaster  was  first  published  by  the  Pennsylvania  Railroad, 
which  is  the  short  line  to  Richmond,  to  meet  the  rate  which  could  be 
obtained  by  shipment  by  rail  to  Baltimore  and  thence  to  Richmond 
by  water.  The  general  freight  agent  of  the  Philadelphia  &  Reading 
testified  that  his  road  established  the  21-cent  rate  from  Lancaster  via 
the  longer  route  to  meet  the  competition  of  the  Pennsylvania,  and 
that  the  lower  rate  was  gradually  extended  to  nearby  points  because 
it  was  found  that  producers  at  such  points  from  which  the  commodity 
rate  did  not  apply  hauled  their  tobacco  to  Lancaster  by  wagon  or 
shipped  it  there  by  trolley  and  forwarded  it  thence  over  the  Penn- 
sylvania Railroad.  By  tuiff  effective  June  9,  1908,  the  21-cent  rate 
was  extended  to  Ephrata  and  applied  via  the  same  route  as  that 
above  mentioned  in  connection  with  the  Philadelphia  &  Reading 
rate  from  Lancaster.  The  same  rate  was  later  made  to  apply  from 
Ephrata  over  the  Philadelphia  &  Reading,  Norfolk  &  Western,  and 
Chesapeake  &  Ohio  railroads.  It  will  thus  be  observed  that  although 
the  21-cent  rate  is  now  in  force  from  Ephrata  to  Richmond  over  two 
routes  it  does  not  apply  via  the  route  over  which  the  shipments  in 
question  were  forwarded. 

Defendants  insist  that  the  class  rate  was  reasonable  and  that  the 

extension  of  the  commodity  rate  to  points  other  than  Lancaster  was 

caused  by  competitive  forces  beyond  their  control,  and  they  deny 

that  the  publication  of  the  commodity  rate  from  Ephrata  subsequent 

to  the  movement  of  these  shipments  can  properly  be  construed  as  an 

admission  of  the  unreasonableness  of  the  rate  formerly  in  force. 

Upon  this  record  we  are  unable  to  find  that  the  rate  of  24  cents  was 

unreasonable  for  the  transportation  of  tobacco  in  carloads  from 

Ephrata  to  Richmond,  and  the  record  does  not  indicate  that  by 

reason  of  the  lower  rate  from  Lancaster  the  town  of  Ephrata  was 

subjected  to  undue  disadvantage.    The  complaint  must  therefore  be 

dismissed,  and  it  will  be  so  ordered. 
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No.  2797. 
E.  I.  DU  PONT  DE  NEMOURS  POWDER  COMPANY 

V. 

DEPUE  A  NORTHERN  RAILROAD  COMPANY  ET  AL. 


Submitted  October  26, 1910.    Decided  January  IS,  1911. 


Reparation  is  soDght  on  the  basis  of  certain  commodity  rates  which,  siibseqnait 
to  the  shipments  herein  involTed,  were  made  effectiye  by  def^idant  f6r  one 
month  only.  Such  reduced  rates  were  effectiye  yla  competing  lines  at  time 
of  shipments,  but  for  limited  time  only.  No  proof  presented  as  to  reason- 
ableness of  rate.    Reparation  denied  and  complaint  dismissed. 

Wmiam  A.  Olaagow  and  Thomas  J.  Laffey  for  complainant 

Henry  Wolf  Bikle  for  Pennsylvania  Lines. 

P.  J.  FUffin  for  Delaware,  Lackawanna  &  Western  Railroad  Com- 
pany. 

O.  E.  Butterfield  for  Chicago,  Lidiana  &  Southem  Railroad  Com- 
pany. 

William  EUis  for  Chicago,  Milwaukee  &  St  Paul  Railway  Com- 
pMiy. 

N.  S.  Brown  for  Wabash  Railroad  Company. 

Report  of  the  Commission.  ' 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  manufacture  of  powder 
near  Emporium,  Pa.,  and  Hopatcong,  N.  J.  In  the  course  of  its  busi- 
ness it  ships  sulphuric  acid.  During  the  months  of  February,  March, 
and  April,  in  the  year  1909,  it  shipped  from  Depue,  HI.,  to  Hopat- 
cong, N.  J.,  1,633,400  pounds  of  sulphuric  acid,  upon  which  the  fifth 
class  rate  of  83  cents  per  100  pounds  was  charged,  and  a  total  of 
$5,388.22  was  collected.  During  the  same  period  complainant  shipped 
from  the  same  point  of  origin  to  Emporium,  Pa.,  1,194,300  pounds  of 
the  same  commodity  and  was  charged  thereon  the  fifth  class  rate  of 
25  cents  per  100  pounds,  or  a  total  of  $2,985.75.  Reparation  is  asked 
upon  the  basis  of  certain  commodity  rates  hereinafter  described. 

Shortly  before  these  movements,  carriers  other  than  the  Chicago, 
Milwaukee  A  St  Paul  Railway  Company  had  established  commodity 
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rates  of  29^  cents  per  100  pounds  from  Depue  to  Hopatcong,  and  of 
22^  cents  from  Depue  to  Emporium,  and  the  Chicago,  Milwaukee  A 
St  Paul  Kailway  states  that  the  failure  on  its  part  to  establish  similar 
rates  was  due  to  a  clerical  error ;  that  this  was  corrected  May  17, 1909, 
immediately  after  these  shipments  had  moved.  It  appears  of  record 
that  this  business  was  solicited  by  the  Chicago,  Milwaukee  &  St  Paul 
Railway,  and  but  for  the  movement  over  its  rails  the  lower  rates 
would  have  applied,  and  also  that  it  was  the  intention  of  the  carriers 
generally  to  establish  such  lower  rates  just  at  the  time  when  this  com- 
plainant's shipments  were  to  move  and  that  complainant  was  so 
advised  in  advance. 

An  examination  of  the  tariffs  discloses  that  defendant  Chicago,  Mil- 
waukee &  St  Paul  Railway  Company,  on  June  16, 1909,  filed  its  supple- 
ment canceling  the  22i-cent  rate  to  Emporium  and  the  29^-cent  rate 
to  Hopatcong,  thereby  retaining  the  class  rates.  The  lower  com- 
modity rates  were  therefore  in  effect  but  one  month.  The  other  lines 
also  canceled  the  commodity  rates  as  soon  as  these  shipments  moved. 

Complainant  produced  no  proof  upon  the  hearing  bearing  upon 
the  unreasonableness  of  the  rates  charged  upon  these  shipments.  Its 
whole  case  was  based  upon  the  tariff  adjustments  hereinbefore  set  f ortlu 
In  fact,  its  complaint  specifically  states  that  it  ^  disclaims  any  inten- 
tion of  attacking  the  reasonableness  of  the  present  rates."  The 
^^ present  rates"  are  the  rates  paid  by  complainant  from  which  it 
seeks  reparation.  Counsel  for  defendants  stated  that  the  purpose  of 
their  appearance  at  the  hearing  was  to  make  it  appear  of  record  that 
they  ^^  make  no  admissions  of  record  as  to  the  reasonableness  or  un- 
reasonableness of  rates." 

From  the  tariff  situation  here  disclosed  an  award  of  reparation  could 
be  based  only  on  a  finding  that  the  rates  charged  were  unreasonable 
for  a  very  brief  period,  prior  to,  and  unmediately  after  which,  the 
carriers  maintained  the  class  rates.  We  note  that  defendants  for- 
mally appeared  at  the  hearing  for  the  express  purpose  of  asserting 
that  their  rates  were  and  are  reasonable,  and  to  oppose  any  effort 
to  establish  ^^  a  definite  rate  for  a  definite  time,"  and  that  there  was 
no  evidence  that  the  rates  were  or  are  unreasonable.  We  are  not 
justified  under  the  statute  in  basing  a  finding  of  unreasonableness 
merely  on  a  temporary  tariff  adjustment  the  chief  function  of  which 
seems  to  have  been  to  form  the  foundation  for  the  claim  of  this  com- 
plainant for  reparation. 

Before  disposing  of  this  case  it  is  significant  to  note  that  it  appears 
from  the  tariffs  on  file  that  effective  November  15,  1910,  the 
carriers  undertook  to  establish  commodity  rates  on  spent  sulphuric 
acid  in  tank  cars  frcHn  Howe  and  Depue  to  Emporium  18|  cents  and 
to  Hopatcong  22  cents.    The  effective  date  of  the  supplement  naming 
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above  rates  was  postponed  by  the  carriers  until  February  1,  1911, 
pending  investigation  by  the  Commission  of  advances  contained 
therein,  the  supplement  in  question  containing  both  advances  and 
reductions.  The  carriers  promptly  filed  with  the  Commission  another 
supplement  in  which  the  item  above  referred  to  was  reissued  and 
made  effective  November  15, 1910,  under  authority  of  Special  Order 
No.  9  of  the  Commission.  Effective  December  26,  1910,  they  now 
propose  to' cancel  these  latter  rates  and  restore  the  class  rates.  This 
circumstance  of  a  short-term  commodity  rate,  both  before  and  after 
which  the  higher  class  rates  apply,  is  very  similar  to  the  circum- 
stance in  ccmnection  with  the  commodity  rate  which  was  in  effect  for 
a  short  term  in  1909  involved  in  this  proceeding,  and  is  strongly  sug- 
gestive of  the  old  evil  of  ^^  midnight  tariffs." 

The  petition  for  reparation  is  denied,  and  an  order  will  be  entered 
accordingly. 
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No.  3089. 
FULLERTON    POWELL   HARDWOOD   LUMBER   COMPANY 

V. 

VIRGINIA  &  SOUTHWESTERN  RAILWAY  COMPANY  ET  AL. 


SubmUUd  October  6, 1910.    Decided  Januarf  13,  1911. 


Rate  charged  on  a  carload  flhipment  of  croestiefl  from  Harvey,  Va.,  to  Muskegon,  Mich.» 
found  to  be  unjust  and  unreasonable  in  so  far  as  it  exceeded  the  rate  contempo- 
raneously in  effect  between  said  points  on  lumber. 

Frank  Wikan  for  complainant. 

BUU,  Streeter  db  Parker  for  Pere  Marquette  Railroad  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation  located  at  St.  Louis,  Mo.  Its  petition, 
filed  February  1,  1910,  seeks  reparation  because  of  an  alleged  imrea- 
sonable  freight  charge  collected  for  carriage  of  one  carioad  of  switch 
ties  from  Harvey,  Va.,  to  Musk^on,  IGch.,  in  Noyember,  1907. 
Informal  complaint  was  receiyed  October  18,  1909.  Complainant 
also  alleges  damage  by  misrouting  on  the  part  of  one  defendant. 

The  car  was  tendered  to  the  Virginia  &  Southwestern  Railway 
Company,  the  initial  carrier,  with  direction  to  route  via  ^'L.  &  N., 
Pan  Handle,  and  G.  R.  &  I.  Rys."  Under  this  routing  the  car  ordi- 
narily would  reach  the  Grand  Rapids  &  Indiana  Railway  at  Richmond, 
Ind.  Such  deUveiy  was  desired  by  complainant,  inasmuch  as  the 
lumber  was  sold  to  the  Grand  Rapids  &  Indiana  Railway  Company 
f .  o.  b.  its  tracks.  At  the  hearing  complainant  abandoned  its  claim 
for  damages  on  accoimt  of  misrouting  and  now  desires  the  Commis- 
sion to  fix  a  reasonable  rate  for  the  traffic  via  the  route  oyer  which  it 
moyed. 

The  '^rginia  &  Southwestern  noted  tfie  routing  instructions  on  its 
waybill,  but  failed  to  insert  them  in  the  transfer  slip  to  the  Louisyille 
&  Nashville  Railroad,  its  connection  at  Appalachia,  Va.  At  that 
point  the  shipment  was  transferred  from  C.  M.  &  St.  P.  car  65296  to 
I.  C.  car  35506.  In  the  distribution  of  freight  to  its  northern  con- 
nections at  Cincinnati  the  Louisville  &  Nashville  Railroad  turned  the 
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car  over  to  the  Chicago,  Cincinnati  &  Louisville  Railroad,  and  the 
latter  carrier  delivered  it  to  the  Pere  Marquette  at  Lacrosse,  Lid. 
The  Pere  Marquette  transported  the  car  thence  to  Muskegon,  where 
it  arrived  on  January  8,  1908.  Upon  being  informed  of  the  arrival 
of  the  car  at  destination,  complainant  replied  that  it  had  no  record  of 
the  shipment,  but  that  if  the  contents  of  C.  M.  &  St.  P.  car  65296  had 
been  transferred  to  this  car  en  route,  delivery  should  be  made  to  the 
Grand  Rapids  &  Lidiana  upon  payment  of  freight  charges.  An  item 
of  $7  demurrage  resulted  from  the  delay  incident  to  this  misimder- 
standing.  The  total  freight  charge  demanded  by  the  Pere  Marquette, 
exclusive  of  the  $7  demurrage,  was  $559.40,  or  a  rate  of  72  cents 
per  100  pounds  on  77,700  pounds,  the  weight  of  the  shipment.  The 
Grand  Rapids  &  Lidiana,  on  January  17,  refused  to  pay  these  charges 
or  to  accept  the  shipment  unless  returned  to  Cincinnati  and  brought 
to  Muskegon  via  the  Pan  Handle  and  its  own  line,  as  directed  in  the 
bill  of  lading.  On  February  7  the  Pere  Marquette  turned  the  car 
over  to  its  engineering  department  and  credited  the  shipper  with 
S340.47,  which  is  said  to  represent  the  current  market  price  of  the 
ties  at  Musk^on,  but  which  was  over  $200  less  than  the  accrued 
freight  charges. 

Of  the  total  charges  demanded  there  was  a  straight  overcharge  of 
9)  cents  per  100  pounds  on  the  part  of  the  lines  south  of  Cincinnati, 
due  to  an  erroneous  assumption  that  the  car  originated  at  Pineola, 
Fla.,  and  correction  was  issued  on  that  basis.  The  rate  applicable 
under  the  tariffs  via  the  route  the  shipment  moved  was  62  ^  cents, 
composed  of  50^  cents  to  Cincinnati  and  12  cents  beyond.  It  is  the 
50fK^nt  rate  that  forms  the  real  subject  of  controversy.  The 
Virginia  &  Southwestern  assessed  a  rate  of  2^  cents  from  Harvey  to 
Appalachia,  but  this  rate  was  not  filed  with  the  Commission.  There 
was  no  specific  rate  on  cross-ties  from  Harvey  to  Cincinnati  to  which 
the  Louisville  &  Nashville  was  a  party,  nor  did  the  tariffs  provide 
for  the  appUcation  of  lumber  rates  thereon,  and  the  Louisville  & 
Nashville  therefore  assessed  a  class  rate  of  48  cents  for  its  haul  from 
Appalachia  to  Cincinnati.  Since  May  25,  1908,  the  rate  on  ties  from 
Harvey  to  Cincinnati  has  been  14  cents,  the  same  as  the  lumber  rate 
effective  at  the  time  of  this  shipment.  The  through  rate  on  lumber 
from  Harvey  to  Muskegon  at  that  time  was  26  cents. 

We  have  heretofore  held  that  ordinarily  the  rate  on  cross-ties  should 
not  exceed  the  rate  on  lumber.  Substantially  the  only  difference  be- 
tween cross-ties  and  switch  ties  is  that  the  latter  vary  in  length. 
These  ties  load  between  50,000  and  60,000  pofmds  per  car.  Li  Cen- 
tral Freight  Association  territory  there  is  usually  no  distinction  for 
classification  purposes  between  kinds  of  ties,  and  ties  generally  take 
the  lumber  rate. 
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Upon  consideration  of  all  the  facts  disclosed  by  the  record  we  are 
of  opinion,  and  find,  that  the  rate  assessed  upon  the  shipment  in 
question  was  unreasonable  in  so  far  as  it  exceeded  26  cents  per  100 
pounds,  the  rate  applicable  to  lumber,  Harvey  to  Muskegon,  when  the 
shipment  moved,  and  which  has  been  applicable  to  ties  for  more 
than  two  years.  Under  that  rate  the  total  freight  charges  would  have 
been  $202.02.  Inasmuch  as  the  freight  has  not  been  paid,  no  order 
for  reparation  can  now  be  entered.  But  the  Pere  Marquette  appears 
to  have  credited  complainant  with  $340.47  as  the  purchase  price 
of  the  ties,  and  we  see  no  reason  why  the  entire  matter  should  not 
be  settled  by  refund  to  complainant  by  the  Pere  Marquette  of  the 
difference  between  the  charges  herein  found  to  be  reasonable  and  the 
amount  which  has  been  or  may  be  agreed  upon  as  the  value  of  the 
ties.  The  Pere  Marquette  may  then  adjust  its  account  with  con- 
necting carriers  upon  basis  of  divisions  of  the  present  combination 
rate  of  26  cents,  Harvey  to  Muskegon.  Of  that  rate,  one  factor  has 
been  in  force  more  than  two  years  and  the  other  more  than  six 
years.  No  order  for  future  maintenance  of  the  rate  seems  neces- 
saiy  to  proper  disposition  of  this  case. 
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No.  8164. 
NEBRASKA  MATERIAL  COMPANY 

V. 

CHICAGO,  BURLINGTON  &  QUINCY  RAILROAD  COM- 

PANY  ET  AL. 


Bulftnitted  October  15, 1910.    Decided  January  IS,  1911, 


Bate  of  12  cents  on  common  brick  Arom  Mound  Valley,  Kana,  to  Tecnmsdi, 
Nebr.,  not  fonnd  to  have  been  unreasonable  or  unjustly  discriminatory  as 
compared  with  the  rate  of  8  cents  to  Lincoln,  Nebr.,  a  point  48  miles  more 
distant  and  on  the  same  line. 

T.  S.  AUen  for  complainant 

James  E.  Kelby  and  C.  E.  Spens  iot  Chicago,  Burlington  &  Quincy 
Railroad  C<Hnpany. 
F.  C.  Dumbeck  for  St.  Louis  A  San  Francisco  Railroad  Company. 

Report  of  the  Commission. 

Bt  the  Commission  : 

Complainant  is  a  corporation  engaged  in  the  sale  of  building  mate- 
rial and  has  its  principal  offices  at  Lincoln,  Nebr.  By  complaint 
filed  March  5, 1910,  it  allies,  in  substandb,  that  a  rate  of  12  cents  per 
100  pounds  exacted  by  defendants  for  Uie  transportaticm  of  four 
carloads  of  brick  from  Mound  Valley,  Kans.,  to  Tecumseh,  Nebr., 
during  March  and  April,  1908,  was  unreasonable  in  so  far  as  it  ex- 
ceeded a  rate  of  8  cents  contemporaneously  maintained  for  carriage 
of  the  same  commodity  from  Mound  Valley  to  Lincoln,  Nebr.  Repa- 
ration is  asked. 

Tecumseh  is  a  local  station  on  the  Chicago,  Burlington  &  Quincy 
Railroad,  about  48  miles  southeast  of  Lincoln.  The  shipments  moved 
oyer  the  St.  Louis  A  San  Francisco  Railroad  to  Kansas  City,  thence 
to  destination  over  the  Burlington.  Traffic  carried  from  Mound 
Valley  to  Lincoln  over  this  route  passes  through  Tecumseh.  Com- 
plainant also  called  attention  to  defendants^  rate  of  1\  cents  on  brick 
from  Mound  Valley  to  Omaha,  Nebraska  City,  and  Plattsmouth, 
Nebr.  The  8-cent  rate  to  Lincoln  was  canceled  by  defendants  on 
January  4  and  the  T^-cent  rate  to  Omaha,  Nebraska  City,  and  Platts- 
mouth on  July  11,  1910,  leaving  in  force  to  those  points  a  through 
rate  of  11  cents  made  up  of  the  combination  of  intermediate  rates. 
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The  12-cent  rate  to  Tecumseh  was  legally  effective  at  the  date  of 
these  shipments,  and  is  still  in  force*  Defendants  assert  that  the 
rate  to  Tecumseh  is  reasonable,  and  that  the  maintenance  of  a  rate 
to  Tecomseh  higher  than  the  rate  to  Lincoln  and  the  other  points 
mentioned  was  not  prohibited  by  the  fourth  section  of  the  act  as  it 
existed  prior  to  June  18,  1910,  because  competitiye  conditions  rend- 
ered transportation  to  the  latter  points  substantially  iligmtnilar  from 
carriage  to  Tecumseh* 

It  appears  that  the  Missouri  Pacific  Railway  Company  has  lines  of 
railroad  reaching  from  points  in  the  so-called  Kansas  gas  belt,  in 
the  vicinity  of  Mound  City,  to  Lincoln,  which  do  not  pass  throu|^ 
Tecumseh.  On  January  1,  1907,  that  company  reduced  to  8  cents 
its  rate  on  brick  frcHn  the  Kansas  gas  belt  points  to  Lincoln.  To 
obtain  a  share  of  the  traffic  the  defendants  made  the  same  rates  as 
the  Missouri  Pacific  to  competitive  points  such  as  lincoln  and 
Omaha,  but  they  did  not  apply  those  rates  to  intermediate  points  on 
their  lines.  Nebraska  City  and  Plattsmouth  were  given  Omaha  rates 
because  they  are  junction  points  of  the  Buriington  and  Missouri 
Pacific  Defendants  say  that  they  canceled  the  7^  and  8  cent  rates 
because  they  were  unreasonably  low  for  the  service  rendered  and 
were  considered  unremunerative.  The  following  table  shows  the  reve- 
nue per  ton  per  mile  resulting  fitHn  the  rates  here  amsidered,  based 
upon  the  mileage  Via  defendants^  lines: 


From  Mound  Valley.  Kana.,  to— 

Rate. 

Dtotance. 

aeraone 

per  too 

per  Bile 

TeCTmaeh 

• 

OmU. 
12 
8 

71 

MOa, 

tn 

tm 

0.7Z7 

I^itHMafT - - - ,  - 

.IS 

Omaba 

Ifebtaaka  Qty 

.44t 

Plattmnoath.'. 

.<M 

Upon  consideration  of  all  the  facts  disclosed  by  our  investigation 
our  conclusion  is  that  the  competitive  conditions  existing  in  respect 
of  the  transportation  to  Lincoln,  Omaha,  Plattsmouth,  and  Nebraska 
City  were  such  that  the  maintenance  of  a  higher  rate  to  Tecumseh 
was  not  a  violation  of  the  fourth  section  of  the  act  as  interpreted  by 
the  courts  previous  to  its  recent  amendment  An  examination  of  the 
tariffs  shows  that  the  12-cent  rate  is  fairly  in  line  with  rates  from 
points  in  the  Kansas  gas  belt  to  other  local  points  on  the  Burlington, 
and  we  are  unable  to  find,  upon  this  record,  that  the  rate  to  Tecomseh 
was  or  is  unreasonable.  The  complaint  must  therefore  be  dismissed, 
and  it  will  be  so  ordered.  It  must  be  understood,  however,  that  oar 
decision  in  this  case  is  without  prejudice  to  any  investigation  which 
may  be  made  under  the  present  requirements  of  the  fourth  section. 
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No.  3286. 
lOLA  PORTLAND  CEMENT  COMPANY 

V. 

MISSOUEI,  KANSAS  &  TEXAS  RAILWAY  COMPANY 

ETAL. 


SnlmiUted  December  IS,  1910.    Decided  January  IS,  1911. 


Altboagh  complainant  knew  of  an  existing  through  route  and  Joint  rate  over 
the  Atchison,  Topeka  &  Santa  Fe  and  Fort  Worth  &  Bio  Grande,  it  never- 
theless routed  the  shipments  herein  involved  over  the  Missouri,  Kansas  & 
Texas  Railway  and  the  Fort  Worth  &  Bio  Grande,  the  applicable  published 
rates  being  a  higher  combination  of  intermediate  rates;  Held,  That  com- 
plainant is  not  entitled  to  reparation  and  that  prayer  for  establishment  of 
tlirough  route  and  Joint  rate  over  the  Missouri,  Kansas  &  Texas  and  Fort 
Worth  &  Rio  Grande,  upon  supposition  that  such  action  is  a  necessary  cor- 
ollary to  an  award  of  reparation,  should  be  denied. 

C.  L.  Shepard  for  complainant. 

Fred  H.  Wood  and  A.  E.  Haid  for  Fort  Worth  &  Rio  Grande  Rail- 
way Company. 

Report  of  the  Commission. 

By  THE  Commission  : 

The  complamant,  a  corporation  manufacturing  cement  at  lola, 
Kans.,  seeks  reparation  on  account  of  the  exaction  of  rates  alleged 
to  have  been  excessive  for  the  transportation  of  four  carloads  of 
cement,  during  May,  June,  and  July,  1907,  from  lola  to  Comanche, 
Hasse,  Brady,  and  Stephensville,  in  the  state  of  Texas,  and  asks  for 
the  establishment  of  a  through  route  and  joint  rates  for  similar  serv- 
ice over  defendants'  lines.  Complaint  was  filed  informally  June  2, 
1909. 

The  shipments  moved  over  the  Missouri,  Kansas  &  Texas  Railway 
to  Fort  Worth,  Tex.,  and  thence  over  the  Fort  Worth  &  Rio  Grande 
Railway  to  destination.  These  lines  had  not  established  joint  rates 
applicable  to  the  traffic,  and  the  rates  lawfully  assessed  were  combina- 
tions upon  Fort  Worth  ranging  from  41  to  49^  cents  per  100  pounds. 
There  was  a  through  route  over  the  Atchison,  Topeka  &  Santa  Fe 
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and  Fort  Worth  &  Rio  Grande  Railways  from  lola  to  points  of  desti- 
nation, with  a  joint  rate  of  31.5  cents.  The  joint  rate  available  to 
complainant  by  way  of  the  Santa  Fe  was  known  to  it  at  the  time  of 
shipment.  No  evidence  was  offered  for  the  purpose  of  showing  that 
the  rates  assessed  were  imreasonable,  and  the  only  reason  suggested 
for  giving  the  traflic  to  the  Missouri,  Kansas  &  Texas  was  an  alleged 
assumption  that  the  latter  road  would  be  able  to  "  protect "  the  rate 
published  over  another  route.  Obviously,  such  a  state  of  facts  can 
not  be  made  the  basis  of  an  award  of  reparation  under  the  act  to 
regulate  commerce,  as  such  a  result  would  be  in  substance  an  entire 
perversion  of  the  fundamental  provisions  of  the  statute  in  respect  of 
the  publication  of  rates  and  adherence  thereto. 

It  remains  to  be  determined  whether  an  additional  through  route 
should  be  established  for  the  future.  Complainant's  case  rests  upon 
the  evidence  of  one  witness,  who  is  its  traffic  manager  at  the  present 
time,  but  was  not  in  any  way  connected  with  it  in  1907.  His  testi- 
mony as  to  all  the  essential  facts,  therefore,  was  based  upon  what  he 
had  learned  from  others,  and  there  was  no  indication  that  he  had 
established  the  accuracy  of  his  information.  The  former  traffic 
manager  of  complainant,  under  whose  direction  the  shipments  were 
made,  was  within  reach  during  the  hearing.  In  response  to  the  sug- 
gestion of  the  examiner  that  his  evidence  might  be  valuable,  com- 
plainant's representative  replied  that  he  did  not  desire  to  offer  more 
evidence.  Complainant's  witness  stated  that  it  was  his  understand- 
ing that  there  had  been  a  car  shortage  in  1907;  that  the  distance  is 
less  and  the  train  schedules  shorter  via  the  Missouri,  Kansas  &  Texas 
than  via  the  Santa  Fe ;  that  if  left  to  a  choice,  he  would  rather  have 
reparation  in  this  case  than  an  additional  through  route  for  the 
future;  and  that  he  would  not  be  asking  the  establishment  of  a 
through  route  except  that  he  understood  it  to  be  a  necessary  corollary 
to  an  award  of  reparation.  It  is  a  fact  that  the  distance  over  the 
present  route  is  about  one-sixth  greater  than  over  the  route  proposed 
by  complainant ;  but  as  to  any  other  difference  in  favor  of  the  pro- 
posed route  the  evidence  is  so  vague  and  unsatisfactory  that  no  defi- 
nite finding  can  safely  be  predicated  thereon. 

It  is  our  conclusion  that  the  facts  of  record  are  not  such  as,  in  our 
judgment,  require  the  relief  asked  in  the  p^ition,  and  it  will  there- 
fore be  dismissed. 
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No.  2929. 
C.  H.  ALGERT  COMPANY 

V. 

DENVER  &  RIO  GRANDE  RAILROAD  COMPANY  ET  AL. 


Submitted  October  10, 1910,    Decided  January  IS,  1911. 


Rule  of  the  Western  Classlflcatlon  providing  that  less-than-carload  shipments 
consisting  of  separate  paclcages  sliall  be  rated  one  class  higher  when  each 
package,  bundle,  or  piece  is  not  plainly  and  Indelibly  marked  with  the  name 
of  consignee  and  the  name  of  the  station,  town,  or  city  and  the  state  to 
which  destined,  condemned  as  an  unreasonable  regulation  or  practice  affect- 
ing the  rate.    Reparation  awarded. 

G.  Af.  Stephen  for  complainant 

E.  N.  Clark  and  J.  G.  McMurray  for  Denver  &  Rio  Grande  Rail- 
road Company. 

E.  B.  Peirce  and  Wallace  T.  Hughes  for  Chicago,  Rock  Island  & 
Pacific  Railway  Company. 

Report  op  the  Combcission. 

Clehents,  Chairman: 

On  November  17,  December  11  and  15, 1908,  complainant  delivered 
to  the  Denver  &  Rio  Grande  Railroad  Company  at  Farmington, 
N.  Mex.,  three  less>than-carload  shipments  of  goat  and  sheep  skins, 
weighing  1,379,  1,150,  and  875  pounds,  respectively,  for  transporta- 
tion to  Chicago,  HI.  The  Chicago,  Rock  Island  &  Pacific,  the  deliv- 
ering  carrier,  collected  charges  on  the  basis  of  $6  per  100  pounds. 
Complainant  asks  reparation  in  the  sum  of  $58.10,  alleging  that  the 
rate  assessed  was  excessive  and  unreasonable  to  the  extent  it  exceeded 
$4  per  100  pounds,  and  in  effect  challenges  the  reasonableness  of 
Western  Classification  rule,  effective  on  the  dates  of  shipment,  pro- 
viding that  less-than-carload  shipments  consisting  of  separate  pack- 
ages shall  be  rated  one  class  higher  when  each  bundle,  package,  or 
piece  is  not  plainly  and  indelibly  marked  with  the  name  of  consignee 
and  the  name  of  the  station,  town,  or  city  and  the  state  to  which 
destined. 

There  was  no  through  rate  in  effect  on  goat  and  sheep  skins  between 
the  points  named,  the  through  charge  applicable  to  less-than-carload 
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shipments  being  made  up  of  the  combination  of  intermediate  first 
class  rates  and  amounting  to  $4  per  100  pounds  via  Denver,  the  route 
of  movement.  The  class  higher  was  one  and  one-half  times  first 
class,  which  made  the  through  charge  applicable  imder  the  classifi- 
cation rule  $6  per  100  pounds. 

It  appears  that  the  higher  charge  was  exacted  solely  on  the  groimd 
that  the  bundles  comprising  the  shipments  were  not  marked  in  ac- 
cordance with  the  rule  referred  to,  being  marked  Diamond  A,  Chi- 
cago, or,  to  be  more  exact,  with  a  large  letter  "A''  surrounded  by  a 
rectangle,  which  appears  to  have  been  complainant's  practice  in  the 
past  The  bills  of  lading  covering  these  shipments  ^ow  the  name  of 
the  consignor  and  that  the  same  were  consigned  to  ^^  Diamond  A  (the 
sign  being  used),  Chicago,  lU.,  notify  John  Miller  &  Co.,  Chicago, 
111."  The  rule  challenged  was  contained  in  the  issue  of  the  Western 
Classification  effective  on  the  dates  of  the  shipments  here  involved, 
but  in  no  other  issue  previous  or  subsequent  ther^o. 

The  Commission  can  find  no  lawful  authority  for  a  tariff  provision 
the  effect  of  which  is  to  establish  two  rates  for  the  same  transporta- 
tion service  and  the  same  liability  in  connection  therewith.  The 
higher  rate  of  defendants  on  packages  not  properly  marked  was  in 
the  nature  of  a  penalty,  and  it  is  plainly  apparent  that  such  a  rule 
would  in  its  practical  application  result  in  discrimination,  in  that  the 
higher  rate  would  be  applied  in  some  cases  and  the  lower  in  others, 
due  to  the  fact  that  there  could  be  no  uniformity  in  the  determination 
by  the  various  agents  of  the  carriers  of  the  question  of  fact  as  to 
whether  or  not  particular  packages  were  properly  marked.  All  ques- 
tions of  this  nature  ought  to  be  settled  before  the  goods  are  accepted 
by  the  carrier,  and  it  is  clearly  within  the  power  and  authority  of 
carriers  to  establish  reasonable  and  just  regulations  requiring  proper 
packing  and  marking  of  consignments  before  acceptance  by  them  for 
transportation,  which  will  amply  protect  them  from  negligence  by 
shippers  in  this  respect. 

It  is  our  conclusion  that  the  rule  in  effect  at  the  time  of  shipment 
was  an  unreasonable  regulation  or  practice  affecting  the  rate,  and  an 
order  of  reparation  will  therefore  be  entered  against  both  of  the 
defendants  in  the  sum  of  $58.08,  with  interest  from  January  20, 1909. 
As  the  rule  condenmed  is  not  now  in  force  no  order  as  to  the  future 
is  necessary. 

There  was  a  lower  combination  of  rates  via  Pueblo  in  effect  at  the 
time  of  $3.85  per  100  pounds,  and  as  the  evidence  is  that  the  origi- 
nating carrier  is  responsible  for  not  providing  that  routing,  the 
order  will  require  that  carrier  to  make  reparation  in  the  additional 
amount  of  $4.86,  with  interest  from  January  20,  1909,  due  to  its 

negligence. 
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No.  3241. 

EDISON  PORTLAND  CEMENT  COMPANY 

V. 

DELAWARE,  LACKAWANNA  &  WESTERN  RAILROAD  COM- 
PANY ET  AL. 


Submitted  November  19,  1910,    Decided  January  IS,  1911. 


Upon  all  the  facta  diBcloeed  by  the  record,  the  CommisBion  is  unable  to  declare  defend- 
ants guilty  of  negligence  in  not  having  established  through  routes  and  joint  rates 
for  the  transportation  of  complainant's  shipments  of  Portland  cement  from  New 
Village,  N.  J.,  to  Williamstown  and  Enoeburg  Falls,  Vt. 

F.  C.  Morris  for  complainant. 

J.  L.  Seager  for  Delaware,  Lackawanna  &  Western  Railroad  Com- 
pany. 

C.  8,  Pierce  for  Boston  &  Maine  Railroad. 

Report  of  the  Cobcmission. 

Pbouty,  Commissioner: 

The  complainant  is  engaged  in  the  manufacture  of  Portland  cement 
at  New  Village,  N.  J.,  and  claims,  in  this  proceeding,  damages  with 
respect  to  two  carload  shipments  of  its  product. 

The  first  shipment  was  a  carload  of  cement  in  paper  sacks  from 
New  Village  to  Williamstown,  Vt.,  and  the  route  was  via  the  Dela- 
ware, Lackawanna  &  Western,  Delaware  &  Hudson,  and  Rutland 
companies  to  Burlington,  thence  by  Central  Vermont  to  destination. 
Charges  were  assessed  by  combining  the  joint  through  rate  then  in 
effect  from  New  Village  to  Burlington  with  the  local  rate  of  the 
Central  Vermont  from  Burlington  to  Williamstown.  Complainant 
concedes  that  both  the  joint  and  the  local  rates  were  reasonable. 
The  route  taken  was  that  indicated  by  the  complainant. 

The  second  shipment  was  a  carload  of  Portland  cement,  in  paper 
sacks,  from  New  Village  to  Enosburg  Falls,  Vt.,  and  the  route  via 
Delaware,  Lackawanna  &  Western,  Delaware  &  Hudson,  Boston  & 
Maine,  and  St.  Johnsbury  &  Lake  Champlain  to  Sheldon  Junction, 
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and  Central  Vermont  from  Sheldon  Junction.  This  routing  was  indi- 
cated by  the  complainant.  Charges  should  have  been  assessed  upon 
the  combination  of  the  joint  through  rate  from  New  Village  to  Sheldon 
Junction  plus  the  local  rate  from  Sheldon  Junction  to  destination, 
but  through  some  error,  the  nature  of  which  did  not  clearly  appear, 
the  shipment  was  overcharged  at  destination  by  the  amount  of  $56.43. 

This  overcharge  was  admitted  upon  the  hearing,  and  it  was  stated 
that  refund  had  not  been  made  for  the  reason  that  the  Boston  & 
Maine  and  the  Central  Vermont  were  unable  to  agree  as  to  which 
was  responsible  for  the  error  and  which  should  make  the  refund. 
Upon  suggestion  that  the  complainant  should  not  be  deprived  of  its 
money  by  this  disagreement  among  the  carriers  and  that  this  Com- 
mission ought  not  to  be  troubled  with  suits  growing  out  of  differences 
of  this  kind,  it  was  stated  that  this  amount  would  be  at  once  paid  to 
the  complainant,  and  this  has  since  the  hearing  been  done. 

This  case  is  therefore  to  be  disposed  of  upon  the  assiunption  that 
both  shipments  were  routed  by  the  defendants  according  to  the 
instructions  of  the  complainant  and  that  the  charges  assessed  were 
the  published  tariff  rates  then  in  effect.  Nor  does  the  complainant 
claim  that  either  the  joint  rates  or  the  local  rates  applied  were  exces- 
sive, when  considered  as  such.  Its  complaint  is  that  the  defendants 
should  have  had  in  effect  at  the  time  of  these  shipments  joint  through 
rates  from  New  Village  to  the  destination  points  named. 

There  was  in  effect  at  this  time  from  New  Village  to  these  points 
via  New  York  and  boat  from  thenqe  to  New  London  a  joint  through 
rate  to  both  these  points  which  was  satisfactory  to  the  complainant, 
upon  Portland  cement  in  barrels  and  in  cloth  sacks,  but  inasmuch  as 
this  rate  applied  to  a  route  which  involved  a  water  carriage,  cement 
in  paper  sacks  could  not  be  sent  under  it.  Since  the  movement  of 
these  shipments  a  joint  through  rate  has  been  established  to  these 
points  via  the  New  York,  New  Haven  &  Hartford  which  is  satis- 
factory to  the  complainant. 

It  appears  that  some  time  before  these  shipments  the  complainant 
had  appUed  to  the  Delaware,  Lackawanna  &  Western  for  a  through 
route  and  a  joint  rate  to  these  Central  Vermont  points  and  that  this 
company  had  endeavored  to  establish  such  through  arrangements 
with  the  Central  Vermont  via  the  lines  over  which  these  two  shipments 
moved,  but  without  success.  There  is  no  evidence  in  this  case  which 
indicates,  nor  can  the  Coiiimission  from  its  knowledge  of  the  situation 
find,  that  such  a  through  route  ought  to  have  been  in  effect  at  the  time 
of  these  shipments.  The  fact  that  the  Central  Vermont  declined  to 
enter  into  such  through  arrangements  and  that  the  present  through 
route  is  via  a  different  line  rather  indicates  that  that  company  may 
have  been  justified  in  refusing  the  proposition  of  the  Delaware, 
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Lackawanna  &  Western  for  such  through  arrangements.  We  can 
not  therefore  award  damages  against  these  defendants  for  failure  to 
have  in  effect  a  through  route  and  a  joint  rate  imder  which  these  ship- 
ments might  have  moved. 

Neither  can  we  award  damages  against  the  Delaware,  Lackawanna 
&  Western  and  the  other  railroads  which  make  up  the  present  through 
route.  Without  deciding  whether  we  might  xmder  any  circumstances 
award  damages  against  those  lines  over  which  a  shipment  did  not 
actually  move  upon  the  theory  that  there  should  have  been  a  rate 
under  which  it  might  move,  we  are  not  satisfied  upon  tlus  record  that 
either  the  Lackawanna  or  the  other  carriers  in  that  route,  which  are 
not  parties  to  this  proceeding,  were  at  fault.  The  Delaware,  Lacka- 
wanna &  Western  has  finally  succeeded  in  establishing  joint  rates 
under  which  the  complainant  can  ship  its  cement  in  paper  sacks  to 
these  Central  Vermont  points,  and  we  can  not  say  that  it  was  guilty 
of  negligence  in  not  having  been  able  to  bring  about  this  arrange- 
ment at  the  time  of  the  movement  in  question. 

The  complaint  must  therefore  be  dismissed. 
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No.  3455. 
BEEKMAN  LUMBER  COMPANY 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SulmUtted  November  IS,  1910.    Decided  January  13,  1911. 


Proportional  rate  of  11  cents  on  Inmber,  Winfleld,  Ala.,  to  Th^)e8,  ni.,  re- 
stricted in  its  application  to  shipments  destined  beyond  Thebes,  held  inap- 
plicable when  the  only  destination  indicated  on  the  bill  of  lading  was 
Thel)es  proper.  Combination  rate  of  23}  cents  assessed  for  the  movement 
of  a  car  of  lumber  as  from  point  of  origin  to  Th^>es  proper  found  unrea- 
sonable and  lower  rate  prescribed  for  future.    Reparation  awarded. 

O.  H.  Lovyry  for  complainant. 

A.  P.  Hurriburg  for  Illinois  Central  liailroad  Company. 

Repobt  of  thb  Commission. 

By  the  Commission: 

The  complainant  corporation,  having  its  principal  place  of  business 
in  Kansas  City,  Mo.,  is  engaged  in  the  manufacture  and  sale  of  lumber. 
Its  petition,  filed  August  10, 1910,  puts  in  issue  the  reasonableness  of 
rates  exacted  by  defendants  for  carriage  of  a  carload  of  gum  lumber, 
weighing  45,700  pounds,  shipped  December  21,  1906,  from  Brilliant, 
Ala.,  to  Thebes,  111.,  and  thence  forwarded  to  Clinton,  Iowa.  Infor- 
mal complaint  covering  the  same  subject  matter  was  filed  with  the 
Commission  March  25, 1908.    Reparation  is  asked. 

Complainant  made  this  shipment  and  consigned  the  car  to  itself  at 
Thebes.  No  routing  instructions  were  given  by  the  shipper.  In  the 
absence  of  a  joint  through  rate,  defendants  carried  the  shipment  via 
the  Illinois  Central  Railroad  from  Brilliant  to  Winfield,  Ala.,  St 
Louis  &  San  Francisco  Railroad  to  Aberdeen,  Miss.,  Illinois  Central 
Railroad  to  Gale,  Bl.,  and  Chicago  &  Eastern  Illinois  Railroad  to 
Thebes,  cm  a  combination  rate  of  24  cents  per  100  poimds,  and  freight 
charges  in  the  simi  of  $109.68  were  collected.  Subsequently  a  refimd 
of  $2.28  was  authorized  by  the  Commission  and  paid  by  the  Illinois 
Central,  because  the  Conmiission  found  in  the  investigation  of  th^ 
informal  complaint  above  mentioned  that  the  shipment  should  have 
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been  routed  via  Illinois  Central,  Brilliant  to  Winfield,  St.  Louis  & 
San  Francisco  to  Thebes,  via  Memphis,  Tenn.,  on  combination  rate 
of  23^  cents. 

At  time  of  shipment  there  was  no  rate  from  Winfield  to  Thebes 
proper.  There  was  a  rate  of  11  cents  per  100  pounds  from  Win- 
field to  Thebes  when  "  for  beyond."  This  rate  was  applicable  only 
on  shipments  billed  to  Thebes,  plainly  showing  that  they  were 
destined  for  beyoifd.  Complainant  claims  that  it  intended  to  re- 
consign  the  shipment  from  Thebes  to  Clinton,  Iowa,  and  was  there- 
fore entitled  to  the  rate  of  11  cents,  Winfield  to  Thebes  for  beyond. 
The  bill  of  lading  shows  destination  as  Thebes  proper,  but  com- 
plainant says  that  its  custom  was  to  send  instructions  respecting  re- 
consignment  to  the  division  freight  agent  of  the  Chicago  &  Eastern 
Illinois  Railroad  Company  at  Salem,  HI.,  before  arrival  of  cars  at 
destination.  No  direct  evidence  is  presented  of  the  time  the  car  ar- 
rived at  Thebes,  but  the  date  was  probably  January  10,  1907,  be- 
cause on  that  date  the  agent  at  Salem,  HI.,  telegraphed  for  instruc- 
tions as  to  disposition  of  the  car.  A  letter  giving  such  instructions, 
under  date  of  December  24,  1906,  is  in  evidence,  but  apparently  it 
did  not  reach  its  destination,  or  the  agent  would  not  have  tele- 
graphed. A  second  letter,  under  date  of  January  10,  1907,  repeated 
the  instructions.  Complainant's  witness  testified  that  it  paid  no  re- 
consignment  charge,-  though  such  payment  was  required  by  the  car- 
rier's rules.  Under  the  circumstances,  the  prayer  for  reparation 
^pon  basis  of  the  combination  of  the  rate  to  Winfield  plus  the  11-cent 
proportional  rate  beyond  is  denied. 

There  remains  the  question  whether  the  rate  of  23^  cents.  Brilliant 
to  Thebes,  was  reasonable.  There  was  a  rate  of  16J  cents  in  effect 
at  time  of  shipment  from  Brilliant  to  Cairo,  111.,  proper,  or  for 
beyond.  Thebes  is  only  29  miles  farther,  and  although  it  is  com- 
mercially less  important  than  Cairo,  and  its  rates  less  subject  to  com- 
petitive forces,  still  a  higher  charge  of  7  cents  for  this  29-mile  haul 
appears  unreasonable.  Indeed,  since  August,  1910,  the  rate  from 
Cairo  to  Thebes,  which  is  one  of  the  factors  used  in  making  up  the 
combination  rate  to  Thebes,  has  been  reduced  from  7  cents  to  4  cents, 
making  the  through  combination  rate  from  Brilliant  to  the  latter 
point  20^  cents. 

Upon  the  record  it  is  our  opinion,  and  we  so  find,  that  the  rate 
of  23^  cents  was  unreasonable  in  so  far  as  it  exceeded  a  rate  of  20^ 
cents,  and  that  because  of  the  exaction  of  the  unreasonable  rate  afore- 
said complainant  is  entitled  to  reparation  in  the  sum  of  $18.71,  with 
interest  from  January  10,  1907.  An  order  will  be  entered  awarding 
reparation  in  the  amoimt  named  and  requiring  defendants  to  main- 
tain for  two  years  their  present  rate  of  20i  cents  for  the  transpor- 
tation of  gum  lumber  in  carloads  from  Brilliant,  Ala.,  to  Thebes,  HI. 
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No.  3133. 
R.  E.  COBB  ET  AL. 

V. 

NORTHERN  PACIFIC  RAILWAY  COMPANY  ET  AL. 


SubmitUd  December  9,  1910.    Decided  January  IS,  1911, 


1.  Complainants,  engaged  in  the  operation  of  creameries  at  Minneapolis  and  St. 

Paul  and  using  the  centializer  method,  bring  this  complaint  to  compel  defend- 
ants to  establish  the  same  tariff  on  cream  in  cans  as  was  fixed  by  the  Commission 
in  the  Beatrice  case,  15  I.  C.  C.  Rep.,  109;  Held,  That  nothing  in  the  conditions 
of  operation,  nor  in  the  financial  showing  of  these  defendants,  nor  in  the  com- 
mercial conditions  surrounding  this  traffic,  renders  unjust  the  application 
over  the  lines  of  these  defendants  of  the  same  rates  between  interstate 
points  within  a  distance  of  510  miles  from  St.  Paul  as  were  prescribed  in  the 
Beatrice  case,  and  it  is  highly  desirable  that  there  should  be  uniformity  in  all 
this  territory  when  that  can  be  attained  without  any  sacrifice  of  justice. 

2.  Present  rates  for  the  transportation  of  cream  in  cans  between  interstate  points 

within  a  distance  of  510  miles  from  St.  Paul,  Minn.,  found  unreasonable,  and 
defendants  ordered  to  establish  rates  prescribed  in  the  report  as  maxima  for 
the  future. 

3.  There  ought  always  to  be  harmony  between  state  and  interstate  transportation 

by  rail;  but  imder  the  circumstances  of  this  case  this  Commission  feels  that  it 
can  not  deny  the  prayer  of  complainants.  These  centralizers  are  engaged 
in  the  manufacture  of  butter  at  St.  Paul,  in  the  course  of  which  they  draw  their 
supplies  from  points  without  the  state  of  Minnesota  and  they  also  sell  their 
product  at  points  without  that  state.  The  very  purpose  of  this  Commission 
is  to  see  that  persons  requiring  interstate  transportation  shall  be  accorded  just 
and  reasonable  charges  for  that  service;  and  it  has  no  right  to  respect  the  policy 
of  the  state  of  Minnesota  nor  of  the  state  of  North  Dakota  if  they  interfere  with 
the  application  of  a  just  and  reasonable  transportation  charge  for  this  inter- 
state service. 

Durment,  Moore  <b  Sanborn  for  complamants. 

Charles  Donnelly  for  Northern  Pacific  Railway  Company  and 
Northern  Express  Company. 

J.  D.  Armsirong  for  Great  Northern  Railway  Company  and 
Great  Northern  Express  Company, 

Alfred  H.  Bright  for  Western  Express  Company  and  Minneapolis, 
St.  Paul  &  Sault  Ste.  Marie  Railway  Company. 

Andrew  MUler,  Attorney  General  of  North  Dakota,  for  Board  of 
Railroad  Commissioners  of  the  state  of  North  Dakota,  interveners. 

Young  <b  Stone  and  Edward  T.  Young  for  Minnesota  State  Dairy- 
men's Association,  and  Minnesota  State  Butter  &  Cheese  Makers' 
Association,  interveners. 
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Report  of  the  Commission. 

Prouty,  Oommiasioner: 

In  Beatrice  Creamery  Co.  v.  /.  C.  R.  R.  Co.,  15  I.  C.  C.  Rep.,  109, 
the  Commission  established  a  distance  scale  of  rates  applicable  to  the 
transportation  of  cream  in  cans,  and  this  complaint  is  brought  to 
compel  the  defendants  to  establish  that  same  tariff.  The  considera- 
tions upon  which  the  rates  were  fixed  in  the  former  case  are  fully 
stated  in  the  opinion,  to  which  reference  may  be  had  for  an  imder- 
standing  of  the  various  questions  involved. 

The  complainants  are  centralizers,  conducting  their  business  in 
Minneapolis  and  St.  Paul,  who  draw  their  supplies  of  cream  from 
Minnesota  and  neighboring  states.  That  received  from  the  state 
of  Afinnesota  is  carried  upon  a  tariff  prescribed  by  the  railroad 
commission  of  that  state;  that  received  by  interstate  shipment 
apparently  takes  in  all  instances  the  rates  prescribed  in  the  Beatrice 
case,  except  when  it  moves  over  the  lines  of  the  Great  Northern, 
Northern  Pacific,  and  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie 
railways. 

The  defendant  express  companies  operate  over  the  above  lines  of 
railway  and  handle  the  cream  which  is  transported  upon  those 
several  lines.  They  have  filed,  and  are  enforcing,  schedules  of  rates 
which  are  substantially,  though  not  precisely,  the  same  for  the 
different  companies,  and  which  are,  on  the  whole,  higher  than  those 
prescribed  in  the  Beatrice  case.  These  rates  are  attacked  by  the 
complaint  as  unjust  and  unreasonable.  The  rates  involved  are  those 
upon  5-gallon,  8-gallon,  and  10-gallon  cans,  but  the  lO-gallon  can  is 
ordinarily  regarded  as  the  luiit,  and  it  will  be  sufficient  to  consider 
the  rates  of  the  defendants  appUcable  to  a  package  of  that  size. 
In  the  table  below  are  given  the  rates  now  charged  by  the  defendant 
Western  Express  Company  and  the  rates  fixed  by  the  Commission  in 
the  Beatrice  case  upon  lO-gallon  cans:' 
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It  will  be  seen  from  a  comparison  of  the  above  colimms  that  the 
rates  of  the  defendants  are  lower  than  those  prescribed  by  the  Com- 
mission up  to  100  mileSy  but  that  beyond  100  miles  the  rates  of  the 
defendants  are  much  higher  than  those  of  the  Commission.  It  will 
also  be  seen  that  the  rates  of  the  defendants  increase  slowly  up  to 
about  60  miles,  while  beyond  100  miles  they  increase  rapidly. 

Some  years  ago  the  Railroad  and  Warehouse  Commission  of  the 
state  of  Minnesota  established  a  scale  of  rates  appUcable  to  the 
transportation  of  cream  within  that  state,  and  the  rates  of  the  de- 
fendants are  substantially,  although  not  exactly  for  the  longer 
distances,  a  reproduction  of  those  state  rates. 

Great  numbers  of  local  creameries  exist  in  the  state  of  Minnesota, 
for  the  most  part  on  the  cooperative  plan.  It  is  the  beUef  of  the 
authorities  of  that  state  that  these  local  creameries  should  be  fos- 
tered at  the  expense  of  the  centralizer,  and,  while  it  was  not  directly 
said  upon  the  hearing,  there  can  be  no  doubt  that  the  state  rates 
were  made  for  the  purpose  of  assisting  the  local  creameries  in  com- 
petition with  the  centralizers. 

It  appeared  that  many  of  the  Minnesota  cooperative  creameries 
have  become  centraUzers  themselves  to  a  limited  extent,  drawing 
their  suppUes  from  comparatively  short  distances,  not  exceeding  60 
miles.  This  state  tariff  up  to  60  miles  is  imusually  low,  while  beyond 
that  distance  it  rapidly  increases. 

The  Minnesota  commission  has  recently  considered,  upon  appli- 
cation of  these  same  complainants,  a  prayer  for  a  revision  of  its 
cream  schedule,  but  has  reached  the  conclusion  that  the  present 
rates  shall  remain  in  effect. 

The  Railroad  Conmiission  of  North  Dakota,  through  its  chairman 
and  attorney  general,  appeared  at  the  hearing  and  upon  the  argu- 
ment, and  stated  that  in  its  opinion  the  true  poUcy  of  that  state  lay 
in  the  encouragement  of  its  local  creameries,  and  that  for  this  reason 
it  objected  to  the  putting  in  of  the  Beatrice  rates  which  would  enable 
these  complainants  to  transport  cream  from  various  points  m  that 
state  to  St.  Paul  for  manufacture.  The  authorities  of  North  Dakota 
beUeve  that  this  cream  should  be  intercepted  before  it  leaves  the 
state  and  manufactured  into  butter  within  the  boundaries  of  that 
state. 

It  would  be  our  inclination  to  leave  these  rates  as  they  are  if  we 
could  properly  do  so.  There  ought  always  to  be  harmony  between 
state  and  interstate  rates  of  transportation  by  rail;  but  under  the 
circumstances  of  this  case  we  feel  that  we  can  not  deny  the  prayer 
of  the  complainants.  These  centralizers  are  engaged  in  the  manu- 
facture of  butter  at  St.  Paul,  in  the  course  of  which  they  draw  their 
suppUes  from  points  without  the  state  of  Minnesota  and  they  also 
sell  their  product  at  points  without  that  state.    The  very  purpose 
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of  this  Commission  is  to  see  that  persons  requiring  interstate  trans- 
portation shall  be  accorded  just  and  reasonable  charges  for  that 
service. 

In  the  Beatrice  case  we  reached  the  conclusion  that  both  the  cen- 
tralizer  and  the  local  creamery  were  legitimate  industries;  that  in 
some  cases  the  interest  of  both  consumer  and  producer  were  best 
subserved  by  the  centraUzer;  in  other  cases  by  the  local  institution. 
Our  conclusion  there  was  that  it  was  our  duty  to  establish  just  and 
reasonable  rates  of  transportation  without  attempting  to  foster  the 
one  at  the  expense  of  the  other.  So,  here  we  have  no  right  to  respect 
the  policy  of  the  state  of  ^linnesota  nor  of  the  state  of  North  Dakota, 
providing  that  interferes  with  the  appUcation  of  a  just  and  reason- 
able transportation  charge  for  this  interstate  service. 

While  the  peculiar  conditions  in  the  Beatrice  case  may  have  some- 
what influenced  the  scale  of  rates  which  was  prescribed,  still  that 
schedule  was  named  for  an  extended  territory  and  was  beUeved  to  be 
just  and  reasonable  to  all  parties  and  interests  involved.  We  find 
nothing  in  the  conditions  of  operation,  nor  in  the  financial  showing  of 
these  defendants,  nor  in  the  commercial  conditions  surrounding  this 
trafiic  which  would  render  unjust  the  appUcation  over  the  lines  of 
these  defendants  of  the  same  rates  which  were  prescribed  in  the 
Beatrice  case,  and  it  is  highly  desirable  that  there  should  be  uniformity 
in  all  this  territory  when  that  can  be  attained  without  any  sacrifice 
of  justice. 

We  are  of  the  opinion  that  the  rates  named  below  for  the  distances 
named  below  are  just  and  reasonable  to  be  observed  by  the  defend- 
ants as  maxima  for  the  future,  and  that  the  present  rates  are  unrea- 
sonable and  unjust  in  so  far  as  they  exceed  those  named : 
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The  defendants  will  not  be  required  to  apply  these  rates  over  their 
whole  systems;  but  only  within  a  distance  of  510  miles  from  the  city 
of  St.  Paul.  When  an  express  company  operating  over  one  of  the 
defendant  rail  lines  has  established  and  is  maintaining  these  rates, 
the  railroad  company  will  be  exempted  to  that  extent  from  the  effect 
of  this  requirement. 

An  order  will  be  issued  accordingly. 


•  ♦  * 


No.  3156. 

A.  C.  PARFREY 

v. 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPANY 

ET  AL. 


SutmiUed  October  S6, 1910.    Decided  January  14,  1911. 


Rate  of  34)  cents  per  100  pounds  for  transportatioii  of  cheese  boxes  in  carloads, 
Richland  Center,  Wis.,  to  DodgeviUe,  Wis.,  found  unreasonable.  Reparation 
awarded. 

E.  H.  Parfrey  for  complainant. 

WiUiam  EUia  and  F.  G.    WrigU  for  Chicago,  Ikfilwaukee  &  St 
Paul  Railway  Company. 
A.  P.  Humhurg  for  lUinois  Central  Railroad  Company. 

Repobt  of  the  Commission. 

By  the  Commission: 

Complainant  is  engaged  in  the  manufacture  and  sale  of  cheese 
boxes  at  Richland  Center,  Wis.  In  his  petition,  filed  March  8, 
1910,  he  alleges  that  the  rates  exacted  by  defendants  for  the  trans- 
portation of  four  carloads  of  cheese  boxes  from  Richland  Center  to 
DodgeviUe,  Wb.,  in  July,  August,  September,  and  October,  1909, 
were  unreasonable  in  so  far  as  they  exceeded  a  joint  commodity  rate 
subsequently  established. 

During  the  period  from  July  13,  1909,  to  October  1,  1909,  com- 
plainant shipped  from  Richland  Center  to  Dodgeville  four  carioads  of 
cheese  boxes,  weighing  in  the  aggregate  59,750  pounds,  upon  which 
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total  freight  charges  were  collected  m  the  sum  of  $205.46.  The  ship- 
ments were  carried  from  the  point  of  origin  to  Madison,  Wis.,  by  the 
Chicago,  Milwaukee  &  St.  Paul  Railway  Company,  and  from  Madison  to 
destination  by  the  Illinois  Central  Railroad  Company,  the  route  of  the 
latter  company  extending  through  a  portion  of  the  state  of  Illinois. 
The  charges  were  based  on  the  combination  of  intermediate  fourth 
class  rates,  minimum  carload  weight  15,000  pounds,  made  up  of  15 
cents  from  Richland  Center  to  Madison,  plus  19^  cents  from  Madison 
to  Dodgeville,  resulting  in  a  through  rate  of  34^  cents.  Defendants 
stated  that  since  June  8,  1907,  a  joint  rate  of  17^  cents  has  been 
applicable  to  the  traffic  over  the  lines  of  the  Chicago,  Milwaukee  & 
St.  Paul  Railway  Company  and  the  Chicago  &  North  Western  Railway 
Company.  The  movement  over  that  route  is  wholly  within  Wisconsin 
and  the  tariff  naming  the  rate  was  not  filed  with  this  Commission.  We 
note,  however,  that  in  Patfrey  v.  C,  M.  dk  St.  P.  Ry.  Co.,  4  Wis.  R.  R. 
Com.  Rep.,  450,  decided  February  2,  1910,  the  railroad  commission 
of  Wisconsin  found  that  the  rate  via  the  intrastate  route  was  29  cents, 
and  ordered  a  reduction  to  17^  cents.  The  distance  by  the  intrastate 
route  is  104  miles,  by  the  interstate  route  168  miles.  Complainant 
was  unaware  of  a  difference  in  rates  over  the  two  routes,  and  directed 
movement  of  the  traffic  via  the  Illinois  Central  upon  request  of  his 
consignee.  No  rate  was  inserted  in  any  of  the  bills  of  lading.  The 
defendants  followed  the  instructions  given  by  the  shipper,  and  there- 
fore, even  assuming  that  their  statement  respecting  the  rate  via  the 
intrastate  line  is  correct,  they  are  not  chargeable  with  misrouting. 

On  October  19,  1909,  defendants  established  a  joint  commodity 
rate  of  17^  cents  on  cheese  boxes  in  carloads,  Richland  Center  to 
Dodgeville,  applicable  via  the  route  over  which  the  shipments  moved. 
Reparation  is  asked  in  the  difference  between  the  charges  collected 
and  the  charges  which  would  have  accrued  imder  the  subsequent  joipt 
rate.  We  are  not  inclined  to  hold  that  defendants  should  be  required 
to  accept  for  the  transportation  performed  a  rate  which  appears  to 
have  been  deemed  reasonable  over  a  much  shorter  route.  On  the 
other  hand,  we  find  that  the  rate  collected,  amounting  to  4.1  cents 
per  ton  per  mile,  was  somewhat  excessive,  and  that  a  rate  of  28]^  cents 
would  have  afforded  fair  compensation  for  the  service  rendered. 
Under  that  rate,  applied  to  a  minimum  carload  weight  of  15,000 
poimds,  complainant  is  entitled  to  reparation  in  the  sum  of  $31.33, 
with  interest  from  October  6,  1909.  In  view  of  the  fact  that  defend- 
ants have  established  a  much  lower  rate  than  that  here  used  as  a  basis 
for  reparation,  no  requirement  as  to  the  rate  to  be  charged  for  the 
future  b  necessary  at  this  time.  An  order  will  be  entered  awarding 
reparation  in  the  amount  above  mentioned. 
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No.  3000. 

ARLINGTON  HEIGHTS  FRUIT  EXCHANGE  ET  AL. 

v. 

SOUTHERN  PACIFIC    COMPANY  ET  AL. 


Sttbmitted  December  9, 1910.    Decided  January  14, 1911. 


1.  In  determining  what  is  a  reasonable  charge  for  furnishing  refrigeration  for  the 

movement  of  citrus  fruits  from  California  to  eastern  markets,  nothing  should 
be  added  by  reason  of  the  fact  that  a  refrigerator  car  is  used,  since  that  has  been 
taken  into  accoimt  in  establishing  the  rate  of  transportation!  nor  for  the  service 
of  inspection,  which  is  substantially  the  same  for  all  shipments;  but  the  expense 
of  transporting  the  additional  weight  of  the  ice  and  for  repairs  to  the  ice  bunkers 
should  be  considered. 

2.  Defendants*  present  chaiges  for  the  refrigeration  of  oranges  in  transit  from  Cbli* 

iomia  points  to  the  east  found  not  unreasonable. 

3.  Refrigeration  and  precooling  are  entirely  different,  and  precooling  as  practiced  by 

the  shippers  differs  from  that  furnished  by  the  carriers.  The  two  methods  are 
discussed,  and  the  conclusion  reached  that  while  it  can  not  be  affirmed  with 
entire  confidence  that  precooling  can  take  the  place  of  standard  refrigeration, 
under  all  drcimistancee,  it  is  evident  that  the  great  btdk  of  the  orange  crop  may 
be  moved  by  precooling  as  applied  by  the  shippers. 

4.  Upon  the  facts  disclosed  by  the  record,  it  must  be  found  that  precooling  at  the 

packing  house  is  a  practical  method  which  the  complainants  are  anxious  to  use 
and  for  the  efficiency  of  which  they  are  willing  to  stand  responsible,  while 
the  method  advocated  by  the  carriers  is  of  doubtful  practicability  and  one 
which  the  complainants  do  not  dare  to  use  and  which  the  defendants  are  unwill- 
ing to  guarantee. 

6.  In  view  of  the  circumstances  under  which  these  oranges  are  transported,  it  is  the 

duty  of  the  carrier  to  furnish  rehrigeratbn  upon  reasonable  demand,  and  in  so 
far  as  the  furnishing  of  that  refrigeration  is  a  part  of  the  service  rendered  by  the 
carrier,  the  carrier  may  insist  upon  its  right  to  furnish  that  service  exclusively; 
bat  it  appears  that  the  service  of  precooling,  as  these  shippers  desire  to  use  it, 
can  only  be  performed  by  the  shippers  themselves,  and  the  Commission  thinks 
that  upon  the  present  record  it  ra  the  right  of  those  complainants  to  precool 
and  preice  their  shipments.  If,  however,  the  carrier  has  been  put  to  addi- 
tional  expense  in  the  furnishing  of  the  car  or  in  the  handling  of  the  shipment, 
it  should  be  allowed  proper  compensation  upon  that  account. 
0.  OaniecB  are  not  in  case  of  these  precooled  shipments  entitled  to  additional  com- 
penaation  by  reason  of  the  bici  that  a  refrigerator  car  is  furnished,  but  they  art 
entitled  for  repain  to  ice  bonkefs  to  an  additional  charge  per  car  per  tr^  cos 
way. 

7.  DefandantB*  present  precooling  chaiges  for  oranges  in  transit  from  CaUlomia  pointa 

to  the  east  found  unreasonable  and  reasonable  chaiges  estabUshed  for  th« 

future. 
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Mayer,  Meyer,  Austrian  dh  PlaU;  F.  E.  Matthews;  A.  F.  CaU, 
and  J.  H.  CaU  for  complainants. 

Robert  Durilapy  E.  W.  Camp,  T.  J.  Norton,  and  Gardiner  Laihrop 
for  Santa  Fe  system  companies. 

F.  C.  DiOard,  W.  R.  Ketty,  P.  F.  Dunne,  C.  W.  Durhraw,  and  W.  F. 
Herrin  for  Southern  Pacific  Company,  Union  Pacific  Railroad  Com- 
pany, and  others. 

Harry  L.  Titus  for  San  Di^o,  Cuyamaca  &  Eastern  Railway  Com- 
pany and  San  Diego  Southern  Railway  Company. 

A.  S,  Hoisted  for  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad  Com- 
pany. 

S.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 

Report  of  the  Commission. 

Proutt,  Commissumer: 

The  complaint  in  this  proceeding  puts  in  issue  both  the  chai^  for 
transportation  and  that  for  refrigeration.  The  Commission  disposed 
of  the  transportation  phase  in  an  opinion  promulgated  June  11,  1910, 
reserving  for  consideration  all  questions  as  to  refrigeration,  and  those 
are  now  before  us  for  determination.     19  I.  C.  C.  Rep.,  148. 

Two  systems  of  refrigeration  are  involved,  known  as  "standard  re- 
frigeration''  and  ''precooling.^'    These  will  be  considered  separately. 

STANDARD  REFRIGERATION. 

Under  this  system  the  oranges  are  loaded  into  a  refrigerator  car 
before  either  the  fruit  or  the  car  has  been  artificially  cooled,  the  boxes 
being  so  packed  as  to  allow  a  free  circulation  of  air  between  and 
around  them.  After  being  loaded  the  car  is  taken  to  some  gathering 
point,  usually  San  Bernardino,  upon  the  line  of  the  Sante  Fe  and 
Colton,  upon  the  line  of  the  Southern  Pacific,  when  the  shipments 
originate  in  southern  California,  and  the  bunkers  are  there  filled  with 
ice.  As  the  car  journeys  east  the  bunkers  are  opened  from  time  to 
time  and  replenished  with  additional  ice. 

This  kind  of  refrigeration  has  been  long  in  effect  and  is  still  the 
one  generally  used.  The  charges  from  California  points  in  case  of 
oranges  and  lemons  are,  per  standard  car,  $60  to  the  Missouri  River, 
$62.50  to  Chicago  and  similar  points,  $72.50  to  Buffalo  and  Pittsburg, 
$75  to  New  York,  and  $77.50  to  Boston.  The  complainants  insist 
that  these  charges  are  excessive.  Since  no  claim  is  made  that  they 
do  not  bear  a  proper  relation  to  one  another,  that  to  Chicago  may 
be  considered. 

The  parties  do  not  agree  as  to  the  basis  upon  which  the  reason- 
ableness of  these  charges  is  to  be  determined.    The  complainants 
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insist  that  the  defendants  are  only  entitled  to  the  actual  cost  of  the 
ice  used  in  this  service,  and  as  evidence  of  this  point  to  a  letter  from 
the  president  of  the  Santa  Fe  system  stating  that  his  company  has 
never  desired  to  make  any  profit  over  and  above  the  cost  of  the  ice, 
and  to  what  are  claimed  to  be  similar  statements  upon  the  part  of 
the  Southern  Pacific  representatives.  They  also  refer  to  the  testi- 
mony before  the  Commission  when  attack  was  formerly  made  upon 
these  refrigeration  charges,  Consolidaied  Forvxirding.Co.y.  So,  Pdc. 
Co.,  10  I.  C.  C.  Rep.,  590,  610,  where  these  same  charges  were 
approved  and  where  it  appeared  that  the  cost  of  the  ice  approximately 
equaled  the  amoimt  of  the  charge. 

The  defendants  contend  that  the  charge  for  refrigeration  should 
include  in  addition  to  the  cost  of  the  ice  compensation  for  the.  use 
of  the  car,  the  extra  cost  in  maintaining  a  car  of  this  type,  the  hauling 
of  the  ice,  and  the  inspection  which  the  cars  receive  en  route. 

The  fact  that  refrigeration  is  required  and  the  circimistances  under 
which  it  is  called  for  and  furnished  render  it  necessary  to  use  a 
refrigerator  car  as  a  practical  matter  for  the  transportation  of  these 
citrus  fruits  at  all  periods  of  the  year.  In  determining  the  freight 
rate  this  fact  has  been  taken  into  account;  that  is,  the  rate  applied 
on  shipments  under  ventilation  has  been  adjusted  in  view  of  the 
fact  that  a  refrigerator  car,  more  expensive  than  the  ordinary  box 
car,  must,  as  a  practical  matter,  be  employed.  Hence,  in  deter- 
mining the  additional  simi  which  the  shipper  who  has  the  benefit  of 
refrigeration  shall  pay,  nothing  should  be  added  by  reason  of  the 
fact  that  a  car  of  this  type  is  used. 

It  appears  that  when  the  bimkers  are  filled  with  ice  certain  repairs 
to  that  portion  of  the  car  are  necessary  which  are  not  ordinarily 
required,  and  that  the  expense  of  these  repairs  is  perhaps  $5  a  trip, 
on  the  average.  This  is  an  item  of  cost  which  should  be  properly 
charged  against  the  refrigeration  service. 

The  bunkers  of  a  S&nta  Fe  car,  as  ordinarily  filled  in  standard 
refrigeration,  contain  about  9,000  pounds.  Those  of  the  Southern 
Pacific  cars  are  somewhat  larger,  containing  about  1 0,000  ^pounds. 
The  ice  melts  as  the  car  moves  on  from  icing  station  to  icing  station, 
so  that  the  weight  of  the  ice  is  not,  on  the  average,  as  much  as  the 
full  bunker.  Probably  a  fair  average  weight  would  be  from  7,000 
to  8,000  pounds,  being  somewhat  greater  upon  the  Southern  Pacific 
lines  than  upon  those  of  the  Santa  Fe.  The  defendants  claim  that 
they  should  be  allowed  for  the  hauling  of  this  additional  weight  which 
is  not  carried  when  the  shipment  moves  under  ventilation. 

The  complainants  answer  that  this  has  been  taken  into  account  in 
determining  the  citrus-fruit  rate  and  ought  not  to  be  again  considered 
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in  fixing  these  refrigeration  charges,  and  as  evidence  of  this  points 
once  more  to  the  declarations  of  the  president  of  the  Santa  Fe  sys- 
tem. There  are  also  some  expressions  in  the  opinion  of  the  Conmiission 
in  this  case  which  indicate  that  in  approving  the  rate  of  $1.15  con- 
sideration was  given  to  the  fact  that  a  portion  of  the  shipments 
moved  under  refrigeration  and  therefore  involved  the  hauling  of  this 
additional  load. 

The  complainants  also  urge  that  no  allowance  should  be  made  for 
the  hauling  of  the  ice  in  fiixing  the  refrigeration  charge,  because  that 
service  is  rendered  by  the  railroad  company  which  transports  the 
fruit,  while  the  refrigeration  service  is  rendered  by  an  independent 
company  in  case  of  both  the  Santa  Fe  and  the  Southern  Pacific. 
Since  this  refrigeration  company  performs  no  transportation  service, 
it  can  not  properly  be  allowed  anything  for  the  handling  of  this  ice. 

While  this  argument  is  a  fair  one  upon  its  face,  it  is,  in  reaUty, 
without  merit.  The  railroad  company  is  responsible  for  both  the 
transportation  and  the  refrigeration  service.  It  may,  if  it  deems 
best,  furnish  the  refrigeration  by  contract  with  some  independent 
agency,  but  it  still  stands  responsible  to  the  public.  In  the  present 
instance  the  refrigeration  company  while  independent  in  theory,  is, 
in  fact,  the  creature  and  property  of  the  railroad  upon  which  it  oper- 
ates. We  think  that  the  reasonableness  of  this  refrigeration  charge 
should  be  determined  in  the  case  before  us  exactly  as  though  the 
service  were  rendered  by  the  railroad  company  itself.  If  the  two 
companies  were  to  be  considered  as  independent  and  the  charge 
fixed  with  reference  to  the  refrigeration  company  alone,  still  it  might 
be  that  the  railroad  company  by  its  contract  with  the  refrigeration 
company  had  agreed  to  haul  the  ice  and  allow  that  company  to 
charge  for  it. 

It  is  plain  that  in  determining  the  additional  charge,  which  the 
shipper  who  requires  refrigeration  should  pay  in  addition  to  the 
amount  exacted  from  the  shipper  who  does  not  receive  refrigeration, 
the  cost  of  this  additional  haul  should  be  charged  against  the  refrig- 
erated shipment.  Otherwise,  the  grower  who  picks  his  oranges 
earlier  in  the  season,  when  they  can  be  sent  through  under  ventilation, 
will  be  compelled  to  contribute  to  the  expense  of  transporting  the 
fruit  of  his  neighbor  who  does  not  market  his  crop  until  later.  We 
bold  that  the  expense  of  transporting  this  additional  weight  should  be 
considered  in  fixing  the  charges  for  refrigeration. 

Exactly  what  the  amount  fairly  allowable  on  this  account  should 
be  it  is  impossible  to  determine.  The  defendants  claim  that  they 
may  properly  apply  to  this  load  the  orange  rate  $1.15  per  100  pounds, 
which,  upon  an  estimated  weight  of  8,000  poimds  of  ice  to  the  car, 
would  produce  an  additional  charge  of  $92,  materially  more  than  the 
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entire  charge  for  refrigeration  to  the  most  distant  point.  Clearly, 
the  additional  expense  to  the  raikoad  company  of  hauUng  in  the  same 
car  this  extra  weight  of  ice  would  be  but  a  fraction  of  the  amount 
above  named.  It  is  not  probable  that  the  actual  additional  cost  to 
the  carriers  could  exceed  upon  the  average  $20  per  car. 

The  defendants  further  claim  that  they  are  entitled  to  charge 
something  for  inspection,  but  the  service  in  case  of  refrigerated  ship- 
ments is  but  little  different  from  that  given  to  the  movement  under 
ventilation,  save  for  the  work  of  examining  and  filling  the  ice  bunkers, 
which  may  properly  be  included  in  the  cost  of  the  ice. 

The  largest  item  of  expense,  and  that  most  considered,  is  the  cost 
of  the  ice  itself.  Upon  the  original  hearing  there  was  a  sharp  differ- 
ence of  opinion  as  to  the  amount  of  ice  required  in  the  refrigeration 
of  these  shipments,  and  for  the  purpose  of  satisfying  itself  as  to  the 
fact  the  Commission  conducted  a  series  of  experiments  covering  the 
last  weeks  of  April,  May,  Jime,  and  July,  1910.  These  tests  were 
carried  on  only  upon  the  line  of  the  Santa  Fe  up  to  and  including 
Argentine,  Kans.,  which  is  the  icing  station  of  that  company  at* 
Kansas  City.  Shipments  are  not  iced  after  leaving  Argentine  until 
they  reach  Corwith,  the  breaking-up  yard  of  the  Santa  Fe,  just 
outside  of  Chicago,  where  the  car  is  always  reiced  when  the  destina- 
tion is  beyond  Chicago,  and  frequently,  and  perhaps  usually,  when 
for  Chicago  deUvery. 

Without  giving  the  figures  it  is  sufficient  to  say  that  the  quantity 
of  ice  used  for  the  weeks  in  question  was  approximately  10  tons, 
including  the  icing  at  Argentine,  and  that  an  additional  ton  would 
probably  be  required  on  the  average  in  case  of  Chicago  deliveries, 
making  the  total  amount  of  ice  required  to  refrigerate  a  car  of  citrus 
fruits  from  southern  Calif omia  to  Chicago  about  11  tons.  The 
quantity  is  somewhat  greater  in  June,  July,  and  August,  but  the  num- 
ber of  cars  refrigerated  is  very  much  less. 

No  observations  were  made  by  the  Commission  upon  the  lines  of 
the  Southern  Pacific,  but  that  company  has  introduced  elaborate 
figures  from  which  it  appears  that  the  quantity  of  ice  used  in  the 
cars  of  that  system  is  somewhat  greater  than  upon  the  Santa  Fe, 
probably  from  one  to  two  tons  per  car. 

It  is  impossible  to  determine  with  exactness  the  cost  of  this  ice. 
It  costs  materially  less  to-day  than  when  this  matter  was  formerly 
under  investigation  by  the  Commission.  At  Los  Angeles  at  the  pres- 
ent time  ice  is  supplied  in  the  bunkers  for  $2.25  per  ton.  It  can 
undoubtedly  be  put  into  the  bunkers  at  the  plants  of  the  Southern 
Pacific  and  the  Santa  Fe  at  Colton  and  San  Bernardino  for  the 
same  sum,  at  a  handsome  profit,  including  interest  on  the  invest- 
ment and  depreciation,  provided  the  plants   are  run   to  anything 
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like  their  capacity.  At  some  other  points  the  cost  is  much  greater. 
On  the  whole  an  average  from  $2.50  to  $3  per  ton  would  be  liberal 
to  the  carrier.  The  average  cost  to  the  Santa  Fe  of  the  ice  required 
up  to  Chicago  would  not  much  exceed  $30  per  car. 

The  cost  of  refrigeration  to  Chicago  upon  that  line  would  therefore 
total  as  follows: 

Coetof  ice $30 

Cost  of  repairs  to  bunkers 5 

Hauling  of  ice 20 

Total 66 

To  this  should  be  added  a  certain  element  of  risk  which  the  carrier 
must  assume  in  the  rendering  of  this  service,  and,  as  was  held  in 
Southern  By.  Co.  v.  St.  Louis  Hay  dk  Orain  Co.,  214  U.  S.,  299,  a 
fair  profit  upon  the  transaction. 

It  is  evident,  therefore,  that  stated  upon  this  basis  the  present 
charges  for  refrigeration  can  not  be  regarded  as  excessive.  This 
result  is  confirmed  by  reference  to  refrigeration  rates  from  Florida 
points  to  New  York  and  Chicago,  which  have  been  approved  by  us, 
and  are  for  half-tank  service  $50  per  car,  for  full-tank  service  $75 
per  car.  It  must  be  remembered,  however,  that  the  ordinary  move- 
ment from  Florida  is  in  box  cars  under  ventilation  and  that  when 
refrigeration  is  required  a  refrigerator  car  is  specially  furnished  for 
that  service — an  important  difference. 

We  fail  to  find  that  the  charges  for  standard  refrigeration  are 
excessive. 

FBECOOLINO. 

The  system  of  refrigeration  known  as  precooling,  which  is  essen- 
tiaUy  different  from  the  standard  refrigeration  just  considered,  grew 
out  of  experiments  conducted  by  the  United  States  Department  of 
Agriculture  into  the  handling  of  oranges.  Those  researches  demon* 
strated  that  decay  in  oranges  was  due  mainly  to  mechanical  injury 
in  the  handling  and  that  if  this  could  be  avoided  refrigeration  was 
not  necessary  to  prevent  decay,  but  only  to  preserve  the  appearance 
of  the  fruit.  While  the  greatest  care  is  now  exercised  in  the  handling 
of  the  orange  from  the  tree  to  the  car,  abrasions  of  the  skin  can  not 
be  entirely  avoided,  and  the  experiments  above  referred  to  further 
demonstrated  that  in  case  of  such  injury  the  result  was  minimized 
by  cooling  the  fruit  at  the  earliest  possible  moment  and  maintaining 
thereafter  a  low  temperature.  It  was  more  difficult  to  arrest  and 
control  the  process  of  decay  when  it  had  once  fairly  set  in  than  it  was 
to  check  it  at  its  inception. 

Precooling  grew  out  of  these  investigations  of  Professor  Powell 
and  was  tried  by  him  in  the  course  of  his  experiments.    In  actual 
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practice  it  takes  two  forms,  which  may  be  termed  precooling  bj  the 
shipper  and*  precooling  by  the  railroad.  These  two  methods  are 
essentially  different  and  must  be  understood  in  order  to  intelligently 
appreciate  the  question  presented. 

In  precooling  by  the  shipper  the  basic  idea  is  to  bring  the  fruit 
under  the  influence  of  a  low  temperature  at  the  earliest  possible 
moment.  The  oranges  are  brought  from  the  tree  to  the  packing  house 
and  packed  in  a  box  which  is  immediately  deposited  in  a  cold  room. 
Here  the  process  of  extracting  the  heat  from  the  orange  at  once  begins 
and  gradually  continues  until  at  the  end  of  from  twenty-four  to 
forty-eight  hours  all  parts  of  the  fruit  in  all  parts  of  the  box  have  been 
I*educed  to  a  uniform  temperature  of  from  33^  to  35®  F.  The  box 
remains  in  this  cold  room  at  this  temperature  until  it  is  to  be  loaded. 
The  car  is  then  connected  with  the  room  by  a  collapsible  passageway 
and  the  oranges  are  taken  directly  from  the  cold  storage  to  the  car, 
where  they  are  placed,  not  with  air  spaces  between,  as  in  case  of 
ordinary  refrigeration  or  ventilation,  but  close  together.  The  bunkers 
of  the  car  are  filled  with  large  blocks  of  ice  especially  intended  for  that 
piupose,  and  the  bunkers  and  vents  are  now  sealed  up  so  as  to  make 
the  car  as  nearly  aii^tight  as  possible.  All  this  is  done  by  the  packer 
at  the  packing  house,  and  the  car  is  now  deUvered  to  the  railroad  with 
instructions  to  transport  to  destination  without  reicing  and  without 
breaking  the  seals. 

The  cost  of  precooling  and  preicing  a  car  in  this  manner,  including 
interest  on  the  investment  and  depreciation  of  the  plant,  is  from 
S30  to  $35,  a  fair  average  being,  perhaps,  $32.50. 

Upon  the  first  hearing  the  defendants  denied  that  during  the  warm 
months  it  was  practicable  to  ship  oranges  from  southern  California 
to  eastern  markets  without  icing  in  transit.  The  experiments  of 
Professor  Powell  had  indicated  that  this  could  be  done,  and  the 
testimony  upon  the  first  hearing  showed  that  during  the  season  of 
1908-9  nimierous  shipments  had  been  actually  made  by  this  method 
with  perfect  success.  It  appeared,  however,  that  these  cars  had 
frequently  been  opened  and  reiced  in  transit  against  the  instruc- 
tions of  the  shippers,  and  it  did  not  seem  to  the  Commission  that 
the  practicability  of  this  system  had  been  conclusively  shown. 

For  the  purpose  of  putting  this  to  a  demonstration  as  far  as  possible, 
we  required  a  record  to  be  kept  during  the  season  of  1909-10  which 
would  show,  in  case  of  precooled  shipments,  point  of  origin,  date 
of  shipment,  destination,  date  of  arrival,  amoimt  of  ice  in  bunkers 
at  time  of  arrival,  temperature  of  car  at  arrival,  and  condition  of 
fruit.  Such  records  have  been  kept,  the  report  made  up  at  destina* 
tion  being  usually  certified  to  by  a  representative  of  the  California 

9DLaaBi|». 


ABLINOTON  HEIGHTS  FBUIT  EXOHANOE  V.  8.  P.  CO.  113 

Fruit  Growers  Ebcchange  and  also  of  the  refrigeration  company  or 
the  railway. 

These  precooled  shipments  have  moved  from  four  points. 

There  was  in  partial  operation  during  the  season  a  small  plant  at 
Ilplands  of  which  no  very  acciu*ate  account  appears  in  this  record, 
and  which  may  be  disregarded. 

At  Los  Angeles  the  oranges  were  shipped  in  from  the  packing 
house,  placed  in  cold  storage,  and  when  reduced  to  a  proper  tem- 
perature loaded  into  the  cars  which  were  then  iced  and  sealed.  It 
will  be  observed  that  the  application  of  the  system  at  this  point  did 
not  involve  those  features  to  which  the  complainants  attach  the 
greatest  importance;  that  is,  a  considerable  length  of  time  intervened 
between  the  packing  of  the  oranges  and  the  placing  of  the  box  in  cold 
storage.  These  preiced  cars  from  Los  Angeles  appear  to  have  car- 
ried fairly  well,  but  the  privilege  of  stopping  off  for  that  purpose  has 
been  withdrawn  by  the  defendants,  is  not  insisted  upon  by  the  com- 
plainants, and  the  results  from  that  point,  therefore,  may  be  omitted. 
It  should  perhaps  be  noted  that  they  do  not  in  any  way  discredit, 
but  rather  tend  to  confirm,  the  claim  that  precooling  when  conducted 
as  the  complainants  say  it  should  be  is  feasible. 

There  are  in  operation  at  East  Highlands  and  Pomona  two  plants 
in  which  precooling  is  carried  on  in  a  manner  approved  by  the  com- 
plainants. These  plants  were  in  operation  during  the  season  1908-9, 
and  the  evidence  tended  to  show  that  cars  so  treated  had  carried 
to  destination  in  good  condition  at  all  seasons'  of  the  year.  The 
records  above  referred  to  show  that  for  the  season  just  passed  124 
cars  of  precooled  and  preiced  fruit  were  shipped  from  East  Highlands, 
all  of  which  reached  destination  in  good  order;  that  207  were  shipped 
from  Pomona,  of  which  7  showed  more  than  3  per  cent  decay.  Ship- 
ments from  East  Highlands  were  mostly  completed  in  the  month  of 
June,  but  those  from  Pomona  extended  through  the  month  of 
July.  It  fairly  appears  that  during  all  these  months  these  precooled 
and  preiced  shipments  carried  as  well  as  contemporaneous  shipments 
moving  imder  standard  refrigeration.  The  complainants  insisted 
that  the  fruit  reached  destination  in  better  condition  and  commanded 
a  better  price  than  that  refrigerated  by  the  carriers. 

It  was  said  upon  the  second  hearing  that  the  carrying  capacity  of 
the  fruit  for  the  season  of  1909-10  was  above  the  average,  from  which 
the  defendants  argue  that  a  weak  fruit  could  not  have  been  trans- 
ported without  reicing  in  transit,  while  the  complainants  insist  that 
the  advantages  of  their  system  would  have  been  even  more  con- 
spicuous, owing  to  the  benefit  of  placing  the  fruit  under  early  refriger- 
ation. 

While  it  can  not  be  aflirmed  with  entire  confidence  that  precooling 
can  take  the  place  of  standard  refrigeration  under  all  circumstances,  it 
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is  evident  that  the  great  bulk  of  the  orange  crop  may  be  moved  bj  this 
method  as  appUed  by  the  shippers. 

The  method  of  precooling  practiced  by  the  carriers  is  entirely 
different  from  that  aheady  described.  No  attempt  is  made  to  cool  the 
fruit  until  after  it  has  been  placed  in  the  car;  but  the  cars  themselves, 
loaded  exactly  as  they  would  be  for  transportation  under  ventilation 
or  under  standard  refrigeration,  are  taken  to  the  precooling  station 
which,  in  case  of  the  Santa  Fe  is  at  San  Bernardino,  and  in  case  of  the 
Southern  Pacific  at  Colton. 

The  precooling  itself  is  accomplished  by  forcing  a  blast  of  cold  air 
through  the  car  which  contains  the  fruit.  At  the  beginning  of  the 
process  the  air  entering  the  car  is  considerably  below  freezing,  but  as 
the  fruit  becomes  cooler  the  temperature  of  the  current  is  raised. 

These  plants,  of  which  the  Santa  Fe  is  said  to  have  cost  $500,000 
and  the  Southern  Pacific  $750,000,  are  both  for  the  manufacture 
and  storage  of  ice  and  the  precooling  of  the  fruit.  They  are  modem 
in  every  respect.  An  entire  trainload  can  be  precooled  at  once,  the 
time  occupied  being  from  two  to  four  hours,  according  to  the  tem- 
perature and  intensity  of  the  blast. 

The  complainants  deny  the  practicability  of  this  sjrstem,  and 
assert  that  the  system  as  practiced  by  them  is  superior  in  the  following 
particulars: 

.1.  It  is  essential  that  the  fruit  be  brought  immediately  under 
the  influence  of  refrigeration,  since,  as  already  suggested,  incipient 
decay  can  be  dealt  with  much  more  effectively  than  after  it  has 
progressed  for  a  period.  They  assert  that  it  is  of  the  utmost  impor- 
tance that  the  fruit  should  be  placed  at  once  in  a  cold  temperature, 
which  is  secured  under  their  system  and  not  under  the  system  of 
the  defendants.  They  also  insist  that  in  the  limited  time  allowed 
the  fruit  in  the  interior  of  the  box  can  not  be  brought  to  a  imiform 
low  temperature. 

2.  It  is  claimed  that  the  cold  blast  which  is  first  applied  to  the 
hot  fruit  is  liable  to  damage  the  fruit  itself.  Even  thou^  the 
orange  is  not  frozen,  the  cells  of  the  skin  are  injured  in  the  same 
way  that  they  are  by  frost,  with  the  result  that  while  the  fruit  will 
not  decay  the  skin  loses  its  power  of  resistance  and  dries  up,  thus 
impairing  the  appearance  of  the  fruit. 

This  was  denied  by  the  defendants,  and  there  was  no  testimony  as 
to  actual  results. 

3.  It  will  be  remembered  that  as  oranges  are  loaded  for  shipment 
under  ventilation  or  standard  refrigeration,  the  boxes  are  separated 
in  the  car  so  as  to  permit  the  free  circulation  of  air.  Under  the  sys- 
tem of  the  shippers,  the  boxes  of  cold  fruit  are  placed  close  together 
in  the  car,  and  it  was  said  that  this  was  necessary  since  the  solid  mass 
of  cold  fruit  was  relied  upon  to  maintain  an  even  temperature  in  the 
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car.  By  this  method  an  additional  tier  of  boxes  can  be  loaded, 
thereby  increasing  the  paying  load  of  the  car  one-sixth. 

The  defendants  insisted  that  it  was  possible  under  their  method 
to  precool  a  solid  carload  of  fruit  and  gave  evidence  showing  that 
this  had  been  done,  but  it  seems  reasonable  that  where  a  circulation 
of  air  is  reUed  upon  for  precooling  the  fruit  must  be  so  arranged  that 
the  cold  air  can  come  readily  into  contact  with  the  fruit. 

4.  Under  the  system  of  precooling  by  the  packer  the  oranges  can 
be  retained  in  the  cold  room  until  the  car  is  placed  for  loading. 
Since  at  times  there  is  great  diflSculty  in  obtaining  cars  exactly  when 
ordered,  it  is  frequently  necessary  to  pile  up  a  considerable  quantity 
of  oranges '  waiting  loading.  Under  the  system  of  the  defendante 
these  oranges  are  without  refrigeration  from  the  time  they  are 
packed  until  they  reach  the  precooling  station  in  the  car,  while  under 
the  system  of  the  packers  they  are  in  cold  storage  and  can  be  held 
without  danger.  Precooling  by  the  packers  tends,  therefore,  to 
minimize  the  effect  of  car  shortage. 

The  complainants  believe  that  the  system  of  precooling  as  prac- 
ticed by  the  defendants  is  not  equivalent  to  their  own,  and  they  have 
declined  to  take  the  hazard  of  that  method.  The  defendants  them- 
selves express  the  opinion  that  oranges  will  not  carry  to  destination 
without  reicing,  either  under  their  own  system  or  that  of  the  com- 
plainants, and  they  have  declined  to  assume. the  responsibility  of 
that  form  of  refrigeration  as  offered  by  them. 

Upon  this  record,  therefore,  it  must  be  foimd  that  precooling  at  the 
packing  house  is  a  practical  method  which  the  complainants  are 
anxious  to  use  and  for  the  efficiency  of  which  they  are  willing  to 
stand  responsible,  while  the  method  advocated  by  the  carriers  is  of 
doubtful  practicability  and  one  which  the  complainants  do  not  dare 
to  use  and  which  the  defendants  are  imwilling  to  guarantee. 

When  precooling  was  first  tried  no  additional  charge  was  made  by 
the  carriers.  After  the  precooling  plants  at  East  Highlands  and 
Pomona  had  been  erected  a  charge  of  $30. per  car  was  established; 
that  b,  if  the  shipper  precooled  and  preiced  his  car  and  the  carrier 
then  transported  that  car  to  its  destination  without  icing  in  transit, 
the  shipper  was  required  to  pay  $30  per  car,  which  the  complainants 
contend  is  unreasonable.  The  defendants  now  state  that  this  charge 
was  established  for  experimental  purposes;  that  they  deny  the  legal 
right  of  the  shipper  to  precool  and  preice  his  fruit  and  are  satisfied 
that  that  privilege  ought  not  to  be  accorded  upon  any  terms.  While 
they  have  allowed  their  tariffs  to  remain  in  effect  pending  this 
proceeding,  they  express  the  intention  upon  its  determination  of 
withdrawing  the  privilege  entirely.  Two  questions  are  therefore 
presented  for  oiu*  determination. 
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1.  Has  the  sLipper  the  legal  ri^t  to  precool  and  pretoe  his  dnp- 
mento  in  the  ouiiiier  mdkated  t 

2.  What,  if  anr,  charge  maj  the  carrier  reasooablT  make  when 
the  car  is  00  treated  ? 

The  position  of  the  defendants  aeems  to  be  this.  In  case  of  a 
considerable  portion  of  the  jear  transportation  withoot  artificial 
cooling  is  impossible,  and  refrigeration  is  therefore  a  part  of  the 
serrice  of  transportation.  Both  the  courts  and  the  CommisBion  hare 
decided  that  carriers  must,  under  soch  drcomstanceSy  be  prepared 
to  furnish  reasonable  refrigeration  upon  reasonable  request.  Now, 
if  it  is  the  duty  of  these  defendants  to  furnish  this  refrigeration 
service,  then  they  may  insist  upon  performing  the  entire  service. 
The  shipper  has  no  right  to  provide  refrigeration  himself  to-day  and 
call  upon  the  railroad  company  for  that  service  to-morrow.  To  per- 
mit  such  a  course  is  to  demoralize  the  service  of  the  defendants 
and  prevent  them  from  discharging  their  duty  with  economy  and 
efficiency. 

The  above  propositions  can  not  be  controverted.  In  view  of  the 
circumstances  under  idiich  these  oranges  are  transported,  it  is  the 
duty  of  the  carrier  to  furnish  refrigeration  upon  reasonable  demand, 
and  in  so  far  as  the  furnishing  of  that  refrigeration  is  a  part  of  the 
service  rendered  by  the  carrier,  the  carrier  may  insist  upon  its  right 
to  furnish  that  service  exclusively.  Without  referring  to  -authorities 
or  attempting  to  state  reasons,  we  accept  these  fundamental  propo- 
sitions as  correct.  The  question  therefore  is.  Does  the  shipper  in 
case  of  these  precooled  shipments  demand  of  the  carrier  any  refrig- 
eration service!  Does  the  carrier  in  the  case  of  such  shipments 
render  any  service  in  addition  to  the  naked  transportation  ? 

These  cars  are  prepared  by  the  shipper  and  are  delivered  to  the 
carrier  with  instructions  to  transport  to  destination  without  open- 
ing the  bunkers  or  breaking  the  seals.  The  entire  duty  of  the  carrier 
is  discharged  when  it  places  that  car  in  its  train  and  hauls  it  to  its 
destination. 

It  is  urged  that  the  defendants  can  not  stipulate  against  the 
consequences  of  their  own  negligence  and  that  they  ought  not  to 
be  required  to  assume  the  responsibility  xmless  they  are  allowed  to 
discharge  the  service.  But  what  responsibility  is  it  that  the  carriers 
assume  in  connection  with  the  transportation  of  one  of  these  precooled 
cars!  Clearly  there  is  no  responsibility  in  the  matter  of  refrigera- 
tion. The  carrier  is  simply  required  to  haul  that  car  to  its  desti- 
nation. That  duty  it  must  perform  and  it  must  perform  it  within 
A  i-easonable  time  and  in  a  reasonable  manner. 

^  obligation  is  exactly  the  same  with  respect  to  a  precooled  as 
ventilated  ca?.    No  queat'on  is  made  but  what  the  grower  may 
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instruct  the  carrier  not  to  ice  one  of  these  cars,  and  that  these  instruc- 
tions must  be  followed  by  the  carrier.  If  such  a  car  is  left  upon 
the  desert  or  is  not  carried  with  reasonable  expedition,  so  that  the 
fruit  injures,  whereas  had  it  been  properly  moved  there  would  have 
been  no  injury,  the  carrier  is  responsible.  In  the  same  way  it  must 
handle  a  precooled  car  with  due  diligence,  and  if  so  hancUed  there 
can  be  no  liability  for  defective  refrigeration. 

The  carrier  should  have  the  right  to  protect  itself  against  the  con- 
sequences of  its  negligence  by  opening  the  bunkers  and  filling  them 
with  ice  in  the  same  manner  in  case  of  a  precooled  as  in  case  of  a 
ventilated  shipment,  the  expense  being  borne  by  the  carrier.  It  is 
difficult  to  conceive  of  a  condition  in  which  the  limitation  of  the  car- 
rier's responsibility  could  be  more  clearly  defined  than  here.  When 
it  undertakes  to  supply  standard  refrigeration  there  may  always  be  a 
question  as  to  the  condition  of  the  fruit  when  it  started  and  as  to  the 
sufficiency  of  the  refrigeration  itself,  and  the  facts  determining  that 
liability  may  always  be  open  to  doubt;  but  with  the  precooled  ship- 
ment the  one  element  of  fact  is  the  time  of  the  transit,  as  to  which 
there  can  be  no  serious  dispute. 

The  first  section  provides  that  the  furnishing  of  the  car  is  a  part  of 
the  transportation,  and  it  may  be  claimed  here  since  the  carrier 
furnishes  the  car  and  since  a  refrigerator  car  is  required  that  it 
thereby  assiunes  a  part  of  the  refrigeration  service. 

It  should  be  noted  that  while  the  same  car  is  used  for  precooling 
and  for  standard  refrigeration  the  two  things  are  entirely  separate. 
The  mere  fact  that  the  carrier  is  required  to  furnish  for  this  mode  of 
shipment  a  refrigerator  car  does  not  entitle  it  to  insist  upon  moving 
that  shipment  under  standard  refrigeration. 

Oranges  can  not  be  moved  in  box  cars  without  ventilation.  Let 
us  assume  that  the  ventilated  car  had  been  unknown  and  that  the 
entire  citrus-fruit  crop  had  moved  at  all  seasons  of  the  year  imder 
refrigeration.  It  is  discovered  that  by  the  use  of  a  car  so  constructed 
that  a  current  of  air  can  be  forced  through  the  oranges  by  the  motion 
of  the  car,  two-thirds  of  the  citrus-fruit  crop  can  be  transported  with- 
out the  expense  of  refrigeration.  Could  the  defendants  under  these 
circumstances  insist  that  all  oranges  should  continue  to  move  under 
refrigeration  and  would  they  rest  under  no  obligation  to  provide  ven- 
tilated cars? 

During  the  last  season  40,000  carloads  of  citrus  fruits  moved  from 
California  to  eastern  markets,  and  during  the  present  year  that  num- 
ber will  probably  be  increased  to  50,000  cars.  During  many  months 
neariy  one-half  of  the  entire  eastern  movement  upon  at  least  one  of 
theee  transcontinental  lines  is  made  up  of  oranges  and  lemons.  This 
vast  tonnage  should  be  handled  in  the  most  economical  and  satisf  ac- 
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toiy  manner,  and  these  carriers  diould  famish  for  that  nKHnonent 
such  cars  as  will  effectuate  that  purpose.  They  have  a  right  to  insist 
upon  a  proper  compensation  for  supplying  that  equipment,  but  they 
have  no  right  to  say  that  old  methods  must  continue  in  use  and  new 
methods  held  in  abeyance  rather  than  change  the  form  of  their  cars. 

The  carrier  may  insist  upon  furnishing  all  the  equq>ment  which 
IB  needed  for  the  movement  of  precooled  shipments  and  mi^t 
decline  to  use  equipment  furnished  by  the  shippers,  but  it  can  not 
rrfuse  to  furnish  proper  equipment  upon  fair  terms;  certainly  not 
when,  as  in  the  present  instance,  no  change  in  its  present  equipment 
is  required. 

It  was  suggested  upon  the  aigument  that  inasmuch  as  these  bunkers 
were  filled  with  ice  in  case  of  precooled  shipments  as  well  as  in 
standard  refrigeration  the  carrier  had  the  right  to  insist  upon  fur- 
nishing the  ice  even  though  the  grower  might  precool  his  fruit.  A 
moment's  consideration  will  show  that  this  contention  is  without 
merit  and  would  if  sustained  be  without  benefit  to  the  carrier.  The 
ice  with  which  these  bunkers  are  filled  is  not  manufactured  by  the 
railroad  at  the  point  where  it  is  used.  It  would  be  necessary  to  fill 
the  bunkers  with  ice  at  San  Bernardino  or  Colton  and  move  the  car 
when  iced  to  the  packing  house.  By  the  time  it  reached  there  the 
ice  would  have  been  partially  exhausted  and  this  would  render  it 
necessary  to  open  and  refill  the  bimkers. 

This  service  should  be  performed  in  the  most  economical  manner 
and  it  is  evident  that  the  ice  can  be  best  supplied  by  the  same  parties 
who  load  the  car  and  prepare  it  for  shipment.  The  filling  of  the 
bunkers  with  ice  is  a  part  of  the  preparation  of  the  car  for  shipment 
and  not  a  part  of  the  transportation  service  which  is  rendered  by  the 
railroads.  It  should  also  be  noted  that  great  importance  is  attached 
to  the  filling  of  the  bunker  completely  and  with  large  cakes  of  ice 
which  will  melt  slowly. 

To  allow  the  carrier  to  fiill  these  bunkers  would  be  a  source  of  no 
profit  to  it  and  would  introduce  an  element  of  discord  into  the  trans- 
action. If  the  car  arrived  in  bad  condition  the  shipper  would  be 
apt  to  say  that  the  bunkers  had  not  been  properly  reiced  or  that  the 
car  had  not  been  properly  sealed.  That  imcertainty  is  removed 
where  the  shipper  makes  the  car  ready  for  transportation  and  the 
service  rendered  by  the  carrier  is  purely  one  of  transportation.  It 
seems  clear  that  the  carrier  itself  would  prefer  that  this  icing  should 
be  done  by  the  shipper  rather  than  attempt  to  do  it  at  anything 
like  what  would  be  the  actual  cost  to  the  shipper  plus  a  reasonable 
profit  to  the  carrier. 

'Hiero  in  another  rule  of  law  which  might  imder  some  circumstances 
\pplioation  here^  viz,  that  that  carrier  is  not  obliged  to  allow 
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its  patrons  to  enter  into  competition  with  itself  and  to  furnish  facili- 
ties for  so  doing.  While  precooling  may  not  be  the  same  thing  as 
refrigeration  it  takes  the  place  of  refrigeration.  Can  the  carrier  be 
compelled  to  furnish  the  facilities  for  performing  this  service  or  to 
allow  the  shipper  to  perform  that  service  which  does  away  with  the 
necessity  of  refrigeration  and  renders  useless  the  facilities  which  it 
has  provided  for  rendering  that  service  ? 

It  does  not  seem  necessary  in  this  case  upon  the  present  record  to 
express  an  opinion  upon  that  question,  for  the  reason  that  before  the 
carrier  can  rely  upon  this  argument  it  must  be  in  shape  to  render  an 
equivalent  service  for  a  substantially  equivalent  price.  If  these 
defendants  were  in  position  to  offer  these  shippers  a  service  which 
in  efficiency  and  in  expense  was  practically  the  same  as  that  offered 
by  precooUng,  a  different  question  would  be  presented  which  is  not 
here  decided. 

It  should  be  carefully  observed  that  precooling  as  practiced  by  the 
shipper  can  not  be  rendered  by  the  carrier.  The  nature  of  the  thing 
done  is  such  that  it  can  only  be  done  by  the  shipper.  A  single  part 
of  the  service,  the  furnishing  of  the  ice  for  the  bunkers  of  the  car, 
might  be  rendered  by  the  carrier  at  an  additional  expense  and  with 
inferior  result.  Taken  as  a  whole  the  service  of  precooling,  as  these 
shippers  desire  to  use  it,  can  only  be  performed  by  the  shipper  him- 
self. Nor  do  the  carriers  offer  any  substitute  for  it.  Cars  can  be 
precooled  and  preiced  at  the  plants  of  the  defendants,  but  the 
defendants  themselves  frankly  state  that  they  can  not  safely  carry  to 
destination  without  reicing.  We  do  not  feel  that  these  shippers  are 
obliged  to  submit  their  fruit  to  the  hazard  of  the  method  of  precool- 
ing and  preicing,  which  these  defendants  themselves  decline  to 
guarantee. 

The  testimony  shows  that  precooling  as  practiced  by  the  defendants 
at  San  Bernardino  and  Colton  saves  from  one  to  two  tons  of  ice,  and 
no  more,  so  that  the  expense  of  standard  refrigeration  is  not  lessened 
by  precooling  although  the  efficiency  of  the  service  may  be  somewhat 
improved.  In  other  words,  the  only  substitute  which  these  defend- 
ants offer  for  precooling  is  the  standard  refrigeration  or  what  is 
equivalent  to  that. 

The  matter,  therefore,  stands  like  this:  The  United  States  Grovem- 
ment  has  suggested,  and  these  shippers  acting  upon  the  suggestion, 
have  perfected  a  system  of  handling  those  oranges,  by  which  they  can 
be  carried  during  all  heated  months  to  destination  at  an  expense  of 
S32.50  per  car  approximately.  The  carriers  offer  an  alternative  sys- 
tem at  a  charge  of  $62.50,  or  probably  slightly  more  on  the  average, 
and  this  charge  for  that  service  has  been  found  to  be  reasonable. 
May  the  carriers  insist  that  the  shipper  shall  pay  this  higher  charge  or 
has  the  shipper  a  right  to  avail  himself  of  the  modem  method  ? 
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During  the  season  last  past  some  17,000  carloads  of  oranges  moved 
under  refrigeration.  The  season  which  is  now  opening  will  probably 
see  an  increase  in  that  nimiber  to  20,000,  and  in* the  near  future  it  will 
doubtless  rise  to  25,000  cars.  The  saving  per  car  between  the 
method  of  the  shipper  and  the  charge  of  the  defendant  is  from  $30 
to  $40,  which  means  an  annual  saving  to  these  complainants  of 
from  $600,000  to  $800,000  per  year.  If  it  be  the  law  that  these 
defendants  have  a  right  to  impose  upon  this  traffic  this  enormous 
burden,  then  the  law  should  be  changed,  for  the  practical  result  of  this 
application  is  monstrous;  in  our  opinion  it  is  not  the  law.  We  think 
that  upon  the  present  record  it  is  the  right  of  these  complainants  to 
precool  and  preice  their  shipments.  If  the  carrier  has  been  put  to 
additional  expense  in  the  furnishing  of  the  car  or  in  the  handling  of 
the  shipment,  it  should  be  allowed  proper  compensation  upon  that 
account,  and  this  brings  us  to  the  final  question:  What,  if  any, 
additional  compensation  may  the  railroad  charge  ? 

For  a  short  time  after  shippers  b^an  to  precool  and  preice  their 
cars  no  charge  was  made  by  the  carriers  over  and  above  the  ordinary 
rate  applied  to  ventilated  shipments.  It  soon  became  evident, 
however,  that  this  method  of  refrigeration  was  much  cheaper  than 
standard  refrigeration  and  thereupon  the  charge  of  $30  per  car  was 
imposed.  It  will  be  remembered  that  the  cost  of  precooling  is  about 
$32.50  per  car  and  that  the  price  of  standard  refrigeration  to  Chicago 
is  $62.50  per  car.  The  difference  therefore  between  the  cost  of 
precooling  and  the  rate  for  standard  refrigeration  upon  the  average 
is  about  $30  per  car  and  there  can  be  no  serious  question  that  the 
carriers  in  establishing  this  charge  intended  to  equalize  the  cost  by 
the  two  methods.  This  they  are  not  entitled  to  do,  but  if  they  are 
put  to  additional  expense  for  which  they  receive  no  compensation 
in  the  rate  they  are  entitled  to  an  additional  charge  sufficient  to 
cover  that  expense  with  a  reasonable  profit  upon  the  transaction. 

The  car  used  for  the  shipment  is  exactly  the  same  whether  the 
movement  is  under  ventilation  or  refrigeration  or  is  precooled  and 
preiced.  We  have  already  seen  that  the  use  of  this  special  car  is 
taken  accoimt  of  in  the  rate  of  $1.15  per  100  poimds.  Carriers  are 
not,  therefore,  in  case  of  these  precooled  shipments  entitled  to  addi- 
tional compensation  by  reason  of  the  fact  that  a  car  of  this  type  is 
necessary  and  furnished. 

We  have  seen  that  in  case  of  standard  refrigeration  there  is  an 
expense  in  providing  and  keeping  in  repair  the  ice  bunkers  which  is 
not  presented  in  the  ventilated  movement,  and  this  is  equally  true  in 
case  of  the  precooled  shipment.  The  carrier  is,  therefore,  entitled 
to  this  additional  cost,  which  is  about  $5  per  car  per  trip  one  way. 

The  bunkers  are  filled  with  somewhat  more  care  and  somewhat 
more  compactly  in  case  of  the  precooled  than  in  case  of  the  refrigerated 
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shipment.  Upon  the  Santa  Fe  the  average  weight  of  the  ice  in  case 
of  these  precooled  shipments  would  be  at  the  packing  house  at  least 
5  tons.  It  was  found  that  at  the  end  of  the  journey  these  bunkers 
were  from  one-sixth  to  one-half  full  of  ice.  The  melting  would  take 
place  more  rapidly  during  the  early  than  during  the  later  part  of  the 
journey,  and  it  would  be  a  liberal  estimate  to  put  the  average  weight 
of  the  ice  during  the  entire  journey  at  5,000  pounds.  For  the  hauling 
of  this  ice  the  carriers  are  entitled  to  fair  compensation,  as  they  are  in 
the  case  of  standard  refrigeration. 

It  has  already  been  said  that  oranges  when  moved  imder  ventila- 
tion or  refrigeration  must  be  placed  in  the  car  with  air  spaces  between 
the  boxes,  and  this  requires  a  loading  of  six  tiers  wide  and  two  tiers 
high.  The  packers  load  these  precooled  shipments  solid,  which  means 
that  an  additional  tier  can  be  placed  in  the  car,  thereby  increasing 
the  weight  of  the  paying  freight  by  exactly  one-sixth.  This  adds 
in  case  of  the  Santa  Fe  route  $53,  and  in  case  of  the  Southern  Pacific 
route,  those  cars  being  somewhat  larger,  $55  to  the  freight  received 
per  car.  The  carrier  for  handling  the  same  car  with  increased  weight 
receives  this  additional  sum  while  the  actual  additional  cost  of  mov- 
ing the  car  can  not  exceed  one-half  that  amoimt. 

As  bearing  upon  the  reasonableness  of  the  rate,  the  carriers  showed 
the  cost  of  the  movement  of  these  oranges  per  gross  ton — that  is,  per 
ton  of  combined  weight  of  car  and  of  contents  as  compared  with 
other  articles — claiming  that  this  was  the  true  basis  upon  which  to 
fix  rates.  So  treating  these  precooled  shipments,  it  will  be  found 
that  the  carrier  receives  more  per  gross  ton  for  handling  the  pre- 
cooled car  than  for  either  the  ventilated  or  the  refrigerated  shipment. 

By  every  canon  of  rate-making  which  has  been  appUed  by  carriers 
in  the  past,  or  which  is  relied  upon  by  them  now,  these  precooled 
shipments  at  the  standard  rate  without  additional  compensation 
are  better  business  than  either  the  ventilated  or  the  refrigerated 
movement. 

Clearly  these  growers  who  have  devised  and  perfected  this  system 
of  shipment  should  not  be  compelled  to  pay  for  the  privilege  of  using 
it  more  than  the  fair  cost  to  the  carrier  of  providing  the  additional 
facilities  which  are  not  included  in  the  ventilated  rate  with  a  fair 
profit.  We  are  of  the  opinion  that  the  precooling  charge  of  $30  per  car 
ia  unreasonable  and  that  this  charge  should  not  exceed  $7.50  per  car. 

It  is  urged  that  to  allow  shippers  to  precool  their  own  shipments 
will  result  in  discrimination  in  favor  of  the  large  and  against  the 
amall  shipper,  but  this  is  not  apparently  true  imder  actual  con- 
ditions at  the  present  time. 

Oranges  must  pass  through  a  packing  house,  and  these  houses  are 
generally  available  to  small  and  large  patrons  alike.  Any  packing 
house  of  considerable  size  would  be  forced  to  provide  itself  with 
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facilities  for  precooling  if  this  method  were  generally  introduced,  and 
these  facilities  would  therefore  be  open  to  growers  generally. 

But  if  they  were  not  it  is  doubtful  whether  either  the  carriers  or 
this  Commission  shoidd  deprive  the  great  majority  of  growers  of  the 
right  to  use  this  improved  and  more  economical  method  simply 
because  it  coidd  not  be  made  universally  available.  This,  as  we 
ha^d  seen  it,  is  a  part  of  the  preparation  of  the  shipment  for  trans- 
portation and  not  of  the  transportation  itself. 

It  is  also  stated  that  to  permit  precooling  without  the  imposition 
of  a  greater  chafge  than  we  have  fixed  woidd  destroy  the  value  of  the 
plants  which  the  Santa  Fe  and  the  Southern  Pacific  have  erected  at 
San  Bernardino  and  Colton. 

If  this  was  so  the  argument  would  not  be  conclusive.  There  is  no 
growth  without  decay.  The  improved  process  renders  worthless 
the  old  machine  in  every  field  of  industry.  If  the  march  of  improve- 
ment has  made  antiquated  and  valueless  the  icing  plants  of  these 
defendants,  that  is  no  reason  why  the  better  system  should  not  be 
introduced. 

But  there  is  no  such  situation  in  this  case.  These  plants  of  the 
defendants  are  modem  in  construction  and  were  built  largely  in  view 
of  the  experiments  made  by  Professor  Powell.  They  are  both  ice- 
making  and  precooling  plants.  Apparently  the  precooling  part  is  of 
little  value,  since  it  saves  nothing  in  the  cost  of  standard  refrigera- 
tion and  does  not  take  the  place  of  it.  If  these  defendants,  in  view 
of  all  the  circumstances,  have  made  a  mistake  in  the  erection  of  ^ese 
facilities  they  have  no  right  to  insist  that  the  public  shall  make  good 
that  blunder. 

There  is,  however,  no  probability  that  these  facilities  will  be  ren- 
dered useless  if  the  shippers  are  allowed  to  precool.  We  have  seen 
that  the  actual  cost  to  the  shipper  is  between  $30  and  $35  per  car,  to 
which  must  be  added  $7.50  per  car,  and  that  a  considerable  outlay  is 
involved.  If  these  defendants  will  put  into  a  tariff  what  they  have 
so  often  and  with  such  earnestness  stated,  viz,  that  they  desire  only 
the  fair  cost  of  the  ice  used  in  refrigeration,  no  more  precooling  plants 
will  be  erected.  If  a  refrigeration  rate  of  $45  were  named  to  Chicago, 
precooling  would  be  in  the  main  eliminated  and  the  carriers  would 
make  a  handsome  profit  upon  the  ice  actually  furnished. 

In  1905,  when  we  approved  the  reasonableness  of  these  present 
refrigeration  charges,  the  sworn  testimony  of  the  Santa  Fe  showed 
that  the  actual  cost  of  the  ice  to  the  Missouri  River  was  $54.32  per 
car.  GansolidcUed  Forwarding  Co.  v.  So.  Pac.  Go.,  supra.  Since  then 
that  cost  has  declined,  until  to-day  it  does  not  exceed  $30  |>er  car. 
If  these  defendants  will  reduce  their  refrigeration  charges  by  a  little 
over  one-half  this  saving  in  cost  there  will  be  no  further  question 
of  precooling. 
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We  do  not  mean  that  these  defendants  are  under  any  legal  obligation 
to  reduce  their  present  charges  for  standard  refrigeration,  for  these 
charges  have  been  found  to  be  reasonable,  but  we  simply  point  out 
that  these  defendants  by  making  good  their  past  declarations  as  to 
the  theory  upon  which  their  refrigeration  charges  have  been  estab- 
lished can  escape  what  they  say  will  be  disaster  to  the  capital  inyested 
in  their  icing  plants.  Presumably  the  defendants  have  been  honest 
in  these  declarations,  and  it  may  be  assumed  that  their  icing  plants 
were  erected  upon  that  idea. 

The  defendants  say  that  if  precooling  and  preicing  by  the  method 
which  the  shippers  advocate  is  feasible,  then  they  can  precool  and 
preice  at  their  plants  with  equal  success.  It  is  not  denied  that  the 
cost  of  precooling  and  preicing  at  Colton  and  San  Bernardino  would 
be  much  less  than  $30  per  car. 

Now,  if  these  defendants  will  establish  for  this  kind  of  precooling 
a  rate  commensurate  with  the  actual  cost,  or  not  much  in  excess  of 
the  cost,  to  the  shipper  and  will  guarantee  the  result  of  that  system, 
this  will  effectually  prevent  a  further  erection  of  precooling  plants 
by  the  growers.  The  growers  of  California  do  not  desire  to  refrig- 
erate their  shipments  of  oranges;  they  prefer  that  this  should  be 
done  by  the  carriers,  but  they  do  insist  that  the  carriers  shall  not 
charge  for  that  service  more  than  it  can  be  performed  for  by  the 
methods  which  they  have  devised.  In  this  we  sustain  them.  If  the 
carrier  does  not  see  fit  to  furnish  standard  refrigeration  at  less  than 
the  present  rate,  and  if  it  can  not  furnish  precooling  of  the  kind 
supplied  by  the  shipper,  then  we  think  the  shipper  shoidd  be  allowed 
to  precool  and  preice  for  himself.  No  reason  is  obvious  why  there 
should  be  laid  upon  this  traffic  an  annual  burden  substantiidly  suf- 
ficient in  amount  to  reproduce  each  year  the  facilities  which  these 
defendants  say  would  be  destroyed  if  permission  to  precool  is  granted. 

We  are  of  the  opinion  that  the  present  precooling  charges  of  the 
defendants  of  $30  per  car  are  unjust  and  unreasonable,  and  that  these 
charges  should  not  exceed  for  the  future  $7.50  per  car;  but  the  defend- 
ants may,  as  a  condition  of  making  this  charge,  require  that  precooled 
cars  be  loaded  seven  tiers  wide  and  two  tiers  high,  and  may  provide 
by  their  tariffs  a  proper  minimum  to  accomplish  this  result,  the 
amount  of  which  would  depend  upon  the  length  of  the  car. 
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No.  2980. 

BALTIMORE  BUTCHERS'  ABATTOIR  &  UVE  STOCK 

COMPANY 

PHILADELPHIA,  BALTIMORE  &  WASHINGTON  RAIL- 
ROAD COMPANY  ET  AL. 


Bu^nnitied  November  4,  1910.    Decided  February  IS,  1911. 


1.  The  refnsal  of  defendants  to  deliver  to  the  sidetrack  of  complainant,  at 

Gwynn's  Run,  Baltimore,  the  live-stock  shipments  consigned  thereto 
found  unreasonable  and  in  violation  of  law.  Order  issued  that  such 
d^very  be  hereafter  made. 

2.  Oarriers  should  not  make  contracts  which  abrogate  the  act  to  regulate  ami- 

merce ;  they  should  not  refuse,  because  of  their  own  contract,  to  furnish 
a  delivery  that  is  reasonable  upon  tracks  which  they  use  as  a  terminal 
for  the  shippers;  and  they  should  not  discriminate  between  commodities 
in  the  delivery  which  they  give,  where  no  reason  exists  for  such  dis- 
crimination excepting  the  presence  of  a  contract  made  with  a  private 
corporation,  as  in  this  case. 

S.  S.  Field  for  complainant. 

Oeorge  Stuart  Patterson  for  def^idanta 

Report  of  the  CoHHiflsiON. 

Lake,  Commissioner: 

The  complainant  is  a  corporation  and  conducts  in  the  city  of 
Baltimore  an  abattoir  for  slaughtering  live  stock ;  it  dresses  the  car- 
caflses,  maintains  refrigerator  facilities,  manufactures  fertilizer,  cures 
hides,  and  cleans  wool,  but  neither  buys  nor  sells  live  stock  or  meat. 
It  furnishes  these  facilities  to  whoever  may  bring  live  stock  to  the 
plant  for  sUughter,  but  its  chief  patronage  comes  from  retail  meat 
dealers  of  the  city  who  are  stockholders  in  the  company. 

The  o(»nplainant  alleges  that  it  owns  a  sidetrack  in  the  city  of 
Baltimore  connecting  its  plant  with  the  main  line  of  the  Philadel- 
phia, Baltimore  &  Washington  Railroad  Company,  a  part  of  the 
Pennsylvania  Railroad  system;  that  thb  sidetrack  has  been  in  ex- 
istence for  more  than  20  years  and  has  been  used  for  the  delivery  of  all 
ditsses  of  freight  except  live  stock ;  and  that  since  the  establishment 
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of  the  Union  Stock  Yards  of  Baltimore,  the  defendants,  although 
frequently  requested  to  do  so,  have  refused  to  deliver  live  stock  to 
the  complainant  upon  its  sidetrack  and  insist  on  unloading  it  at  the 
Union  Stock  Yards,  nearly  two  miles  distant  from  its  abattoir.  It 
therefore  prays  that  an  order  be  issued  to  compel  the  defendants  to 
deliver  upon  its  srwitch,  at  Gwynn's  Bun,  Baltimore,  all  live  stock 
shipped  over  their  lines  that  is  consigned  to  its  siding  and  to  receive 
all  live  stock  tendered  to  them  when  so  consigned  upon  the  same 
terms  as  stock  consigned  to  the  Union  Stock  Yards  at  Baltimore. 

At  the  time  of  the  organization  of  the  complainant  corporatiim 
in  1886  the  Calverton  stockyards  was  the  depot  of  the  Pennsylvania 
system,  in  the  city  of  Baltimore,  for  the  delivery  of  live  stock.  In 
order  to  have  the  advantage  of  these  facilities,  the  complainant 
purchased  a  tract  of  land  from  the  Calverton  Stock  Yards  Com- 
pany, which  immediately  adjoined  those  yards,  and  there  erected  a 
plant  costing  more  than  $150,000.  All  live  stock  coming  by  rail, 
which  was  consigned  to  the  complainant's  abattoir  or  purchased  by 
the  patrons  of  the  complainant,  was  unloaded  in  the  Calverton  yards 
and  driven  directly  into  the  complainant's  plant.  Under  a  contract 
made  in  1889  between  the  complainant  and  the  Baltimore  &  Potcnnac 
Bailroad  Company  a  sidetrack  connecting  the  complainant's  plant 
with  that  company's  tracks  was  constructed  by  the  railroad  company, 
the  cost  of  which  the  complainant  paid.  The  railroad  company  has 
ever  since  kept  the  sidetrack  in  repair,  the  expense  being  borne  by  the 
complainant.  All  shipments  to  and  from  the  plant  of  the  c(Hn- 
plainant,  except  live  stock,  have  been  handled  on  this  sidetrack  and 
have  averaged  from  50  to  60  carloads  per  year.  In  addition,  the 
track  has  been  used  for  a  large  number  of  shipments  by  a  tenant  of 
the  complainant 

While  the  Calverton  stockyards  were  in  operation  on  the  Penn- 
sylvania line,  there  was  a  plant  of  similar  character  on  the  Baltimore 
&  Ohio  Railroad,  within  the  city  of  Baltimore,  known  as  the  Clare- 
mont  stockyards.  The  existence  of  two  general  stockyards  in  the 
city  developed  unsatisfactory  market  conditions  and  resulted  in  the 
organization  in  1891  of  the  Union  Stock  Yards  Company,  to  whose 
plant  the  business  of  the  Calverton  and  Claremont  stockyards  was 
transferred.  The  Baltimore  &  Potomac  Railroad  Company,  which 
since  that  time  has  been  merged  into  the  Philadelphia,  Baltimore  & 
Washington  Railroad  Company,  with  other  lines  in  1891  entered  into 
an  agreement  with  the  new  Union  Stock  Yards  Company,  which 
provided  that: 

The  said  raUroad  companies  shall  and  will  make  the  said  stockyards  their 
live-stock  depot  for  Baltimore  and  vicinity  and  shall  deliver  at  said  yards  all 
the  live  stock  which  may  l>c  tran8i)orted  over  their  Ihies  *  «  *  destined  tQ 
the  Baltimore  market    *    *    *• 
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Subsequent  to  the  establishment  of  its  central  yards  the  Union 
Stock  Yards  Company  constructed  small  yards  on  the  Pennsylvania 
tracks  at  Orangeville,  in  the  northeastern  suburbs  of  the  city,  and  at 
ECghlandtown,  on  the  Baltimore  &  Ohio  tracks,  in  the  southeastern 
suburbs,  for  the  delivery  of  live  stock  to  dealers  in  those  sections. 

The  new  central  yards  were  nearly  two  miles  from  the  establish- 
ment of  the  complainant  and  the  closing  of  the  Calverton  yards  de- 
prived it  of  the  facilities  for  the  delivery  of  live  stock,  which  in- 
fluenced its  location  there  and  which  constituted  an  important  aid 
in  the  conduct  of  its  business.  The  new  auxiliary  yards  at  Orange- 
ville and  Highlandtown  were  not  near  the  plant  of  the  complainant 
and  could  be  of  no  advantage  to  it  In  view  of  these  conditions  the 
officers  of  the  complainant  asked  the  defendants  to  deliver  upon  its 
sidetrack  live  stock  in  carloads  intended  for  its  abattoir,  but  this  re- 
quest was  refused  and  the  stock  purchased  in  western  and  southern 
markets  by  customers  of  the  complainant  and  shipped  in  carload  lots 
was  delivered  at  the  Union  Stock  Yards,  even  when  in  the  bill  of 
lading  the  point  of  delivery  was  designated  as  the  "  Baltimore 
Butchers  Abattoir  &  Live  Stock  siding,  Baltimore,  Md.''  Since  the 
establishment  of  the  Union  Stock  Yards  it  has  been  necessary  for  the 
complainant  to  drive  all  live  stock  destined  for  its  plant  which  has 
come  by  rail  nearly  two  miles  through  the  streets  of  Baltimore,  across 
electric  railroad  lines  and  a  grade  crossing  of  the  Philadelphia, 
Baltimore  &  Washington  Railroad,  at  considerable  expense  and  great 
risk  of  injury  or  loss  of  the  stock.  The  disadvantage  suffered  by  the 
complainant  in  the  handling  of  live  stock  in  this  manner  is  alleged 
to  have  prevented  the  normal  development  of  its  business,  and  its 
officers  testified  that  practically  the  only  patronage  it  has  been  able 
to  secure  has  been  that  of  its  own  stockholders,  although  it  has  facili- 
ties for  handling  twice  as  much  business  as  it  now  enjoys.  The  com- 
plainant estimates  that  the  live  stock  which  would  be  delivered  at  its 
yards  if  the  right  prayed  for  were  granted  would  be  15  carloads  per 
week. 

The  defendants  contend,  in  justification  of  their  course,  that  they 
have  a  lawful  right  to  establish  an  exclusive  depot  tor  the  delivwy 
of  live  stock  in  the  city  of  Baltimore  and  to  refuse  to  deliver  it  else- 
where and  that  they  have  designated  the  Union  Stock  Yards  as  sadi 
exclusive  depot.  It  is  also  asserted  that  the  maintenance  of  such  a 
central  sto<^ards  is  of  advantage  to  the  trade  of  Baltimore 
and  that  the  concentration  of  the  business  has  permitted  the 
abolition  of  all  yardage  and  weighing  charges,  both  of  which 
existed  prior  to  the  establishment  of  the  Union  Yards.  The 
defendants  cite  the  decision  of  the  Supreme  Court  of  the  United 
States  in  Covington  Stock  Yards  v.  Keith,  139  U.  S.,  128,  as  sustain- 
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ing  their  action  in  constituting  the  plant  of  the  Union  Stock  Yards 
Company  their  sole  instrumentality  for  the  unloading  and  delivery 
of  live  stock  in  Baltimore.    In  that  case  the  court  said : 

^In  respect  to  the  mere  loading  and  unloading  of  live  stock  it 
[the  railroad]  is  only  required  by  the  nature  of  its  employment  to 
furnish  such  facilities  as  are  reasonably  sufficient  for  the  business  at 
that  city.  So  far  as  the  record  discloses,  the  yards  maintained  by 
the  appellants  are,  for  the  purposes  just  stated,  equal  to  all  the  needs, 
at  that  city,  of  shippers  and  consignees  of  live  stock,^'  but  held  that 
whether  the  railroad  company  furnishes  the  yard  itself  or  provides 
them  under  a  contract  with  another,  it  can  not  charge  or  authorize 
anyone  else  to  charge  for  the  mere  service  of  loading  or  unloading 
and  delivery.  This  case  is  not  in  point  since  it  involved  but  one  sim- 
ple question,  wh^er  a  carrier  could  farm  out  its  terminal  facilities 
and  allow  its  agent  to  impose  charges  upon  live  stock  passing  through 
a  terminal  stockyard.  The  court  decided  that  the  carrier  had  no  such 
ri^t  and  hdd  that,  ^as  the  appellant  did  not  accord  to  appellees 
the  privileges  they  were  entitled  to  from  its  principal,  the  carrier, 
and  as  the  carrier  did  not  offer  to  establish  a  stockyard  of  its  own 
for  shippers  and  consignees,  the  court  below  did  not  err  in  requiring 
the  railroad  company  and  the  receiver  to  receive  and  deliver  live  stock 
from  and  to  the  appellees  at  their  own  stockyards  in  the  immediate 
vicinity  of  appellant^s  yards,  when  the  former  were  put  in  proper 
condition  to  be  used  for  that  purpose,  under  such  reasonable  regula- 
tions as  the  railroad  ccHnpany  might  establish.'^ 

The  establishment  of  the  complainant  is  on  the  main  line  of 
the  Philadelphia,  Baltimore  &  Washington  Railroad,  and  all  live 
stock  hauled  to  the  Union  Stock  Yards  from  the  south  and  west 
passes  it  There  is  no  controversy  between  the  parties  relative  to 
compensation  for  making  deliveries  on  the  sidetrack  of  the  com- 
plainant; the  complainant  expresses  a  willingness  to  pay  a  reascm- 
able  charge  for  such  deliveries  if  that  be  necessary.  There  is  no 
question  in  this  case  of  a  need  for  the  furnishing  by  the  railroad 
company  of  means  for  unloading  live  stock.  The  yards  for  its 
receipt  and  care  and  the  switch  connection  and  sidetrack  reaching 
the  yards  are  now  and  for  many  years  have  been  in  use.  No  physical 
obstacles  to  the  delivery  of  live  stock  at  the  yards  are  shown  to  exist. 
No  operative  problems  need  be  solved  by  the  railroad  officials  before 
sudi  deliveries  can  be  made.  The  sole  reasons  shown  in  the  record 
for  refusal  on  the  part  of  the  defendants  to  deliver  live  stock  at  com- 
plainant^s  yards  are  the  alleged  advantages  to  the  general  live-stock 
market  of  Baltimore  arising  from  the  centralizing  of  the  business  and 
the  provision  in  the  contract  with  the  Union  Stock  Yards  Company, 
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under  which  it  is  agreed  that  the  yards  of  that  company  shall  be  the 
exdusiye  live-stock  depots. 

Defendants  receive  the  fertilizer  aiid  other  products  of  the  abat- 
toir on  this  track  and  deliver  thereon  the  coal,  hay,  grain,  and  other 
articles  needed  by  complainant  Moreover,  they  receive  and  deliver 
on  this  track  for  at  least  one  other  shipper.  By  long  usage  and  in 
accordance  with  the  custom  of  carriers  generally,  this  track  is  re- 
garded as  the  point  of  delivery  and  receipt  of  carload  freight  and  we 
have  heard  no  argument  against  the  use  of  this  track  for  live-stock 
deliveries,  except  that  this  would  be  a  violation  of  the  contract  which 
the  carriers  have  made  with  the  Union  Stock  Yards.  Whether  the 
phrase  in  the  contract,  ^^  destined  to  the  Baltimore  market,''  was  in- 
tended to  refer  to  catUe  to  be  sold  alive  at  the  yards,  which  seems  a 
reasonable  construction,  or  was  intended  to  cover  the  delivery  of  all 
live  stock  in  Baltimore,  is  not  of  prime  importance,  in  our  opinion. 
The  railroads  defendant  may  not  make  contracts  which  abrogate  the 
act  to  regulate  commerce ;  they  may  not  refuse,  because  of  their  own 
contract,  to  furnish  a  delivery  that  is  reasonable  upon  tracks  which 
they  use  as  a  terminal  for  these  shippers ;  they  may  not  discriminate 
as  between  commodities  in  the  delivery  which  they  give,  where  no 
reason  exists  for  such  discrimination  excepting  the  presence  of  a 
contract  made  with  a  private  corporation,  as  in  this  case.  The 
amended  act  to  regulate  commerce  provides  that  it  is  the  ^^  duty  of 
all  common  carriers  to  establish,  observe,  and  enforce  just  and  rea- 
sonable regulations  and  practices  affecting  all  matters  relating  to  or 
connected  with  the  receiving,  handling,  transporting,  storing,  and 
delivery  of  property." 

We  jBnd  that  the  refusal  of  the  defendants  to  deliver  to  the  side- 
track of  the  complainant  live  stock  consigned  thereto  is  unreasonable 
and  in  violation  of  the  law.  An  order  will  be  issued  that  such  de- 
livery be  hereafter  made. 
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No.  3197. 
MILLER  &  LUX 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


SukmUUd  September  f7, 1910.    Decided  February  IS,  1911. 


Rate  collected  on  diipment  of  live  stock  found  unreeeonable  because  released  valu- 
ation was  not  written  in  live-stock  contract.    Bepaiation  awarded. 

Edwcard  F.  TreadweU  for  complainant. 
Nathan  P.  Bundy  for  defendants. 

Report  of  the  Commission. 

Lane,  Ccmmiasicner: 

This  case  was  informally  brought  to  our  attention  on  Februaiy  16, 
1910,  and  formal  complaint  was  filed  March  25,  1910,  and  it  is  stipu- 
lated that  complainant  corporation,  whose  principal  place  of  business  is 
at  San  tVancisco,  Cal.,  is  a  breeder,  raiser,  buyer,  and  seller  of  live  stock; 
that  February  26,  1908,  A.  H.  Long  and  defendants  entered  into  a 
''live-stock  contract"  for  the  transportation  of  692  head  of  cattle 
from  El  Paso,  Tex.,  to  Bakersfield,  Cal.,  consigned  to  complainant, 
and  defendants  agreed  that  the  freight  charges  for  such  transportation 
%ould  be  at  the  rate  of  $107  per  30-foot  car,  with  an  additional  charge 
on  each  car  exceeding  30  feet,  inside  measurement,  of  3  per' cent  for 
each  foot  or  fractional  part  hereof  in  excess  of  30  feet  as  provided 
in  Southern  Pacific  TariflF,  I.  C.  C.  No.  2919 ;  liiat  the  rate  of  $107  per 
30-foot  car  was  in  accordance  with  El  Paso  Joint  TariiF,  I.  C.  C.  No. 
2834  for  shipment  of  cattle  at  a  released  value  of  $10  per  head  and,  at 
the  time  of  execution  of  said  contract,  the  shipper,  A.  H.  Long,  and  the 
agent  at  El  Paso  of  defendant  Galveston,  Harrisburg  &  San  Antonio 
Railway  Company  intended  that  the  live  stock  should  be  shipped  at 
released  valuation  of  $10  per  head,  but  through  inadvertence  on  the 
part  of  the  agent  and  shipper  the  released  valuation  at  $10  per  head 
was  not  specified  in  the  contract;  that  the  cattle  were  shipped  in 
twenty-three  36-foot  cars,  and  upon  the  delivery  of  said  cattle  at 
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Bakersfield,  Cal.,  on  March  2,  1908,  defendant  Southern  Pacific  Com- 
pany prepared  and  sent  to  complainant  a  freight  bill  for  the  trans- 
portation  of  said  cattle,  by  which  bill  complainant  was  charged  at 
the  rate  of  $126.26  per  car  in  accordance  with  the  before-stated  rate 
of  $107  per  30-foot  car,  plus  the  additional  charge  on  each  car  exceed- 
ing 30  feet,  and  on  March  16,  1908,  complainant  paid  the  amount 
of  said  bill  to  ^e  local  freight  agent  of  said  defendant  at  San  Fran- 
cisco; ^at  hereafter  it  was  discovered  that  the  printed  contract 
containing  valuation  at  $30  per  head  had  not  been  changed  to  $10 
per  head  and  defendants  accordingly,  on  December  9,  1909,  coUected 
on  each  carload  an  additional  $25.26,  or  a  total  additional  charge  of 
$580.75,  in  which  smn  reparation  is  asked;  that  on  November  30, 
1909,  prior  to  ^e  payment  of  this  simi,  attorney  for  defendant, 
Soutiiem  Pacific  Company,  wrote  to  complainant  requesting  payment 
of  the  additional  rate  and  said: 

Under  the  rulings  of  the  Interstate  Ckimmeice  Gommiaston  the  shipper  is  required 
to  pay  and  then  apply  for  a  refund.  Should  you  choose  to  adopt  this  couxse,  no 
opposition  will  be  o£Fered  by  the  freight  department  and  whatever  papers  they  have 
in  the  matter  will  be  available  forjyou. 

The  original  live-stock  contract  filed  with  the  stipulation  contains 
the  following  provisions: 

*  *  *  and  the  party  of  the  first  part  covenants  and  agrees  that  the  freight  diarges 
from  point  of  shipment  to  final  destination  shall  only  be  at  the  rate  of  |107  per 
car,  the  same  being  a  through  rate,  lower  than  the  local  rates  which  mig^t  lawfully 
be  charged,  and  lower  than  the  rate  charged  for  shipments  transported  at  carrier's 
risk,  etc.    ♦    •    • 

In  case  of  total  loss  of  any  of  the  live  stock  covered  by  this  contract  from  any  cause 
for  which  said  first  party  shall  be  liable,  it  is  agreed  that  the  value  thereof  is  the 
actual  cash  value  of  the  same  at  the  time  and  place  of  shipment,  but  in  no  case  to 
exceed  •  •  •  |30  for  each  cow  •  •  •  and  in  case  of  injury  or  partial  loss 
the  amount  claimed  shall  not  exceed  the  same  proportion. 

It  was  held  by  the  Commission  in  Southern  Cotton  OH  Co.  v.  8. 
Ry.  Co.,  19  I.  C.  C.  Bep.,  79,  that  complainant  therein  was  entitled 
to  reparation  because  the  agent  of  defendant  signed  bills  of  lading 
with  full  knowledge  that  what  the  shipper  desired  was  the  rate  on 
cotton  IJnters  released  to  a  value  of  2  cents  per  pound,  and  that, 
having  this  knowledge,  the  agent  of  the  initiid  carrier  neglected  to 
indorse  upon  the  said  bills  of  lading  any  notation  of  the  released 
valuation.  The  main  fact  in  that  case  was  that  the  shipper  and  the 
initial  carrier  were  well  aware  of  the  actual  value  of  the  commodity 
and  of  the  desire  on  the  part  of  the  shipper  to  obtain  the  lower  rate 
named  in  the  tariffs. 

In  view  of  the  fact  that  it  was  the  intention  to  write  the  released 
valuation  of  $10  per  head  on  the  printed  contract  in  place  of  .the 
valuation  of  $30  printed  thereon,  as  shown  by  the  insertion  in  printed 
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contract  of  the  rate  applicable  only  on  such  released  valuation,  the 
Commission  is  of  opinion  that  the  inadvertence  of  the  carrier  and 
the  shipper  should  not  operate  to  deprive  complainant  of  the  speci- 
fied tariff  ratCi  and  that  the  rate  charged  was,  under  the  circum- 
stances, unjust  and  unreasonable,  and  that  complainant  is  entitled 
to  reparation  in  the  sum  of  $680.76,  with  interest  from  December  9, 
1909.    An  order  will  be  entered  accordingly. 
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No.  3378. 

NATIONAL  LEAGUE  OF  COMMISSION  MERCHANTS  OF  THE 

UNITED  STATES 

V. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY  ET  AL. 


SubmitUd  Navembir  19,  1910.    Decided  February  IS,  1911. 


Rates  on  vegetables  from  Charleston,  S.  C,  district  to  Buffalo,  N.  Y.,  and  Pittsbuxg, 
Pa.,  found  to  be  unreasonable  to  the  extent  that  they  exceed  the  combinationa 
on  Baltimore,  Md.    Reparation  awarded. 

R.  E.  Hardey  for  complainant. 

R.  WdUon  Moore  for  Atlantic  Coast  Line  Railroad  Company; 
Southern  Railway  Company;  Richmond,  Fredericksburg  &  Potomac 
Railway  Company;  and  Washington  Southern  Railway  Company. 

Report  of  the  Commission. 

Clabk,  Commissioner: 

Complainant  corporation,  consisting  of  commission  merchants  and 
produce  dealers  located  in  28  cities  of  the  United  States  and  having 
its  general  business  office  at  Buffalo,  N.  Y.,  filed  its  petition  in  its  own 
interest  as  well  as  on  behalf  of  certain  of  its  members  doing  business 
as  receivers  and  wholesale  dealers.  Complaint  alleges  imjust,  un- 
reasonable, and  discriminatory  rates  on  cabbage,  potatoes,  and  other 
vegetables  from  the  so-called  Charleston,  S.  C,  ''truck-growing  dis- 
trict," comprising,  among  other  shipping  points,  Charleston,  St. 
Andrews,  Meggetts,  and  Yonges  Island,  S.  C,  to  Buffalo,  N.  Y.,  and 
Pittsburg,  Pa.  Reparation  is  prayed  for  on  certain  shipments  that 
moved  during  the  period  April  21  to  Jime  10,  1910. 

On  April  1,  1910,  just  prior  to  the  opening  of  the  season  for  ship- 
ments from  the  Charleston  district,  the  carload  rates  of  defendants 
were  changed  as  indicated  in  the  following  table,  showing  represent- 
ative points,  and  made  up  by  resolving  the  rates  per  package  and  the 
shipping  weights  into  rates  in  cents  per  100  pounds: 

Rates  in  etnU  per  100  p<mnd$. 


PotAlOM. 


Cftbtwce- 


II.0.1. 
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Old 

rata. 
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toBoflalo i     39 
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New 

rate. 
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50 
40.2 
60 
40.3 


OM 

N«w 

Old 

'   nte. 

nto. 

imto. 

Onm. 

Otnit. 

Ctotft. 

M 

66.8 

64.7 

63.4 

64.3 

63.6 

M.2 

66.8 

64.7 

63.4 

64.3 

63.6 

N«v 
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Complamant  avers  that  as  a  result  of  these  changes  shipments  to 
Buffalo  and  Pittsburg  were  largely  diminished,  and  submits  state- 
ment setting  forth  the  extent  to  which  the  rates  attacked  exceed  the 
Baltimore  combinations.  Defendants  assert  that  the  acreage  of 
cabbage  in  the  Charleston  district  was  substantially  less  in  1910  than 
in  1909,  and  suggest  that  as  the  probable  cause  of  falling  off  in  ship- 
ments. 

Subsequently  (via  the  Atlantic  Coast  line,  September  20,  and  via 
the  Southern  Railway,  October  1,  1910),  and  after  the  close  of  the 
shipping  season,  defendants  reduced  the  carload  rates  to  the  following 
figures,  which  are  somewhat  lower  than  the  combinations  on 
Baltimore,  and  which  are  computed  from  package  rates  and  weights: 

Rates  in  cents  per  100  pounds. 


From — 

Potatoes. 

Cabbace. 

VegBtablflS, 
ILO.  a. 

Onflfwrtnn  u>  BnfUo 

CenU. 
38 
34 
44 
38 

CttUt. 
66 
M 
flO 

68 

Cents, 
73 

'^ihfiHfwton  to  Pittiihnrg. 

68 

l4<Y(Pf^to  Bnffftk). ..". 

80 

Utitmta  Uf  PIttibiirc 

7» 

Defendants  lurge  that  complaint,  as  well  as  claim  for  reparation, 
originally  was  based  upon  the  Baltimore  combinations,  and  that, 
while  no  reparation  should  be  awarded,  the  lowest  rates  that  should 
in  any  event  be  taken  as  a  measure  of  reparation  are  the  combinations 
on  Baltimore  at  the  time  the  shipments  moved. 

Complainant  insists  that  its  petition  su^ested  the  Baltimore  com- 
binations merely  as  a  measure  of  what  would  be  reasonable  rates,  the 
language  being  ''to  the  extent  at  least  that  they  exceed  the  Balti- 
more combination/'  and  that  the  rates  for  the  future  should  not 
exceed  the  rates  of  October  1,  and  that  reparation  should  be  awarded 
on  the  basis  of  these  figures.  It  asserts  that  even  these  rates  are  too 
high,  as  they  are  approximately  the  same  as  the  rates  from  Jackson- 
ville, Fla.,  on  traffic  from  beyond,  while  Charleston  is  about  250 
miles  nearer  the  points  of  destination.  This  assertion  is  not  correct, 
as  the  rates  from  Jacksonville  from  beyond  are  substantially  the  same 
as,  or  greater  than,  the  Baltimore  combinations  from  Charleston. 
In  Asparagus  Growers  Asso.  v.  A.  C.  L,  R.  R.  Co.,  17  I.  C.  C.  Rep.,  423, 
this  same  point  was  raised,  and  it  was  there  said  with  reference  to  the 
Jacksonville  rates: 

It  flhoold  be  noted,  however,  that  that  rate  is  from  baae  pointe,  and  that  it  is  therefore 
amply  a  haulage  charge^  the  gathering  <*harge  being  included  in  the  rates  up  to  the 
base  point. 

The  defendants  state  that  throiigh  rates  in  excess  of  the  Baltimore 
combinations  are  justified  by  circumstances  and  conditions  incident 
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to  transportation  to  Baltimore  which  do  not  obtain  as  to  transportsr* 
tion  to  Buffalo  and  Pittsburg,  and  that  the  old  rates  were  too  low. 
We  do  not  find  justification  for  through  rates  from  Charleston  to 
Buffalo  or  to  Pittsburg  that  are  higher  than  the  aggregate  of  the  inter- 
mediate rates  based  upon  Baltimore. 

As  was  stated  in  Asparagus  Orawers'  Asso.  v,  A.  0.  L.  R.  R.  Go., 
supra,  rates  from  Charleston  generally  are  somewhat  affected  by  water 
competition.  This  competition  is  conceded,  but  it  must  have  been 
taken  into  consideration  in  constructing  the  rates  to  Baltimore,  as 
well  as  the  rates  to  Buffalo  and  to  Pittsbm^,  which  were  in  effect 
prior  to  Aprill. 

Defendants  refer  to  Florida  Fruit  dk  Vegetable  Shippers'  ProUe- 
five  Asso.  V.  A.  C.  L,  R.  R.  Co,,  17  I.  C.  C.  Rep.,  552,  and  the  rate  to 
Ohio  River  crossings  of  30  cents  per  crate  on  vegetables,  therein 
approved,  an  increase  of  5  cents  per  crate,  and  urge  this  as  one  of  the 
reasons  for  the  increase  in  the  rates  from  Charleston,  which  are  to  an 
extent  related  to  the  rates  from  Florida  base  points.  However,  as 
has  been  seen,  the  Baltimore  combination  rates  are  approximately  as 
high  from  Charleston  as  are  the  rates  from  Jacksonville  on  shipments 
from  beyond. 

The  suggestion  of  complainant  that  Buffalo  and  Pittsburg  are  at  a 
disadvantage  by  comparison  with  Rochester,  N.  Y.,  needs  no  more 
than  passing  reference,  since  it  is  shown  that  there  were  practically 
no  shipments  to  Rochester  via  either  the  Atlantic  Coast  Line  or  the 
Southern  Railway  for  the  seasons  of  1909  and  1910.  That  competi- 
tion is  therefore  inconsiderable. 

The  tariffs  in  effect  prior  to  April  1  and  those  of  April  1  named  the 
same  rates  from  branch-line  points  as  from  Charleston,  but  the 
subsequent  tariffs  name  through  rates  from  the  branch-line  points 
higher  than  the  rates  from  Charleston.  Rates  from  branch-4ine 
points  to  the  Ohio  River  are  higher  than  rates  from  Charleston  to  the 
Ohio  River,  but  the  same  relative  differences  have  not  been  observed 
in  the  construction  of  the  through  rates  to  Buffalo  and  to  Pittsburg. 
In  consideration  of  the  extra  service  performed  and  the  additionml 
expense  incident  to  traffic  from  branch  lines,  the  Commission  does 
not  here  regard  it  as  improper  to  charge  reasonably  more  from  such 
points  than  from  main-hue  points.  We  see  no  reason,  however,  for 
any  higher  differentials  on  shipments  to  Buffalo  or  Pittsburg  than  on 
like  shipments  to  Baltimore. 

The  through  rates  appUed  via  Virginia  gateways  prior  to  April  1 
were  practically  the  combinations  on  the  Ohio  River,  but  this  basis 
was  not  adhered  to  in  the  construction  of  the  two  subsequent  sets  of 
rates  with  which  we  have  to  deal.  Therefore,  while  the  relationship 
to  the  Ohio  River  combinations  should  be  considered,  it  can  not  be 
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regarded  as  the  sole  controlling  influence  in  the  construction  of  these 
rates. 

Necessity  for,  or  suflicient  justification  of,  the  full  measure  of  the 
advances  made  on  April  1  has  not  been  established.  On  the  con- 
trary, the  final  voluntary  reductions,  which  are  explained  by  the 
defendants  as  the  result  of  pressure  from  complainant  and  possibly 
other  shipping  interests,  while  forming  no  conclusive  or  controlling 
presumption,  suggest  some  reason  for  viewing  the  rates  of  April  1  as 
too  high. 

The  conclusion  of  the  Commission  is  that  the  carload  rates  charged 
from  Charleston  from  and  after  April  1,  1910,  were  unreasonable  and 
unjust  to  the  extent  that  they  exceeded  the  combinations  on  Balti- 
more, which  were  as  follows: 


Rates  in  cents  per  100  pounds. 

To- 

Potatoes. 

Cabbace. 

VegBtablflt, 
iLaf. 

Bnlhlo              .  . 

Cenu, 

44.1 
43.1 

CefUM. 
6&8 

Cmu. 
7S 

J  iUMiiir|. 

73 

and  that  the  carload  rates  charged  from  Charleston  district  branch-line 
points,  from  and  after  April  1,  1910,  were  unreasonable  to  the  extent 
that  they  exceeded  the  said  Charleston  rates  made  in  combination  on 
Baltimore,  plus  the  following  differentials  in  cents  per  100  poimds: 
From  Meggetts,  Wadmalaw  River,  and  Yonges  Island,  potatoes,  2; 
cabbage,  2.5;  vegetables,  n.  o.  s.,  8;  from  St.  Andrews,  potatoes,  2; 
cabbage,  2.5;  vegetables,  n.  o.  s.,  4. 

For  the  future  defendants'  carload  rates  on  these  commodities  from 
the  branch-line  points  named  to  Buffalo  or  Pittsburg  should  not  exceed 
the  carload  rates  from  Charleston  by  more  than  the  differentials  above 
shown.  The  rate  from  Charleston  to  Buffalo  or  Pittsburg  via  the 
lines  of  defendants  should  not  in  any  case  exceed  the  combination  on 
Baltimore. 

These  rates  afre  here  stated  in  cents  per  100  pounds,  but  that  is 
not  to  be  taken  as  indicating  any  objection  to  the  publication  of 
specific  rates  per  package  and  fair  estimated  weights  per  package 
which  reach  the  same  result. 

Such  of  complainant's  members  as  have  since  April  1,  1910,  made 
carioad  shipments  on  basis  of  higher  rates  than  those  herein  foimd  to 
be  reasonable  are  entitled  to  reparation,  and  may  submit  to  defendant 
initial  carriers  for  confirmation  statements  of  such  shipments  via 
their  respective  lines.  Such  statements,  when  confirmed  by  said 
defendants,  may  be  submitted  to  the  Commission  and  orders  will  be 
entered  authorizing  payment. 

An  order  will  be  issued  in  accordance  with  these  views. 
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No.  8189. 
E.  P.  STACY  &  SONS 

V. 

OREGON  SHORT  LINE  RAILROAD  COMPANY  ET  AL. 


Submitted  January  SO,  1911,    Decided  February  IS,  1911, 


Rates  on  apples  and  other  deciduous  fruits  from  Utali  points  to  points  In  North 
Dakota,  made  in  full  combination  on  Silver  Bow,  Mont.,  and  in  excess  of 
rates  from  same  points  of  origin  to  same  destinations  via  Omaha,  f6und  to 
be  unreasonable.    Lower  rates  via  Silver  Bow  prescribed. 

F.  A.  McGtUis  for  complainant. 

Edson  Rich  for  Oregon  Short  Line  Railroad  Company. 

Report  of  the  Commission. 

Clark,  Commissioner: 

Complainant  corporation,  engaged  in  the  purchase,  sale,  and  ship- 
ment of  fruits  and  vegetables,  alleges  that  the  short,  direct,  and  ex- 
peditious route  for  transportation  of  apples  and  other  deciduous 
fruits  from  Logan,  Brigham,  and  Hot  Springs,  Utah,  to  points  on 
the  Northern  Pacific  Railway  in  North  Dakota  is  via  Silver  Bow, 
Mont,  and  complains  that  defendants'  present  rates  upon  such  ship- 
ments via  Silver  Bow,  made  in  full  combination  on  that  point,  are 
unjust,  unreasonable,  and  discriminatory.  Violations  of  sections  1 
and  3  of  the  act  to  regulate  commerce  are  alleged,  in  that  defendants 
have  failed  or  refused  to  establish  reasonable  through  rates  via  Silver 
Bow  upon  request  and  demand  therefor. 

The  Northern  Pacific  Railway  Company  filed  no  answer  to  the 
complaint  and  made  no  appearance  at  the  hearing. 

All  rates  referred  to  herein,  unless  otherwise  stated,  are  in  cents 
per  100  pounds.  The  distances  given,  while  not  exact,  closely  ap- 
proximate the  actual  mileage. 

It  appears  that  defendants  are  parties  to  a  rate  of  $1.25  <m  apples 
and  other  deciduous  fruits  in  carloads  from  Brigham,  Logan,  and 
Willnrd,  Utah,  to  certain  North  Dakota  points,  including  Fargo  and 
Bismarck,  via  Omaha  and  St.  Paul  or  Minnesota  Transfer.    The 
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distance  via  this  route  from  Brigham,  the  most  representative  ship- 
ping point,  to  Fargo,  a  representative  destination,  is  1,660  miles. 
The  distance  from  Brigham  to  Fargo  via  Silver  Bow  is  1,250  miles, 
and  the  rate  on  apples,  carloads,  is  $1.25  made  up — 60  cents  Brigham 
to  Silver  Bow,  and  65  cents  Silver  Bow  to  Fargo.  The  rate  on  de- 
ciduous fruits  other  than  apples  is  $1.82^  made  up — 70  cents  Brigham 
to  Silver  Bow,  and  $1.12^  Silver  Bow  to  Fargo. 

The  Northern  Pacific  rate  on  apples,  carloads,  from  North  Yakima, 
Wash.,  to  Fargo,  is  76  cents,  and  on  other  deciduous  fruits  the  rate  is 
$1.12^.    This  distance  is  1,520  miles. 

The  Great  Northern  rates  from  Wenatchee,  Wash.,  to  Fargo  are, 
on  apples,  75  cents;  other  deciduous  fruits,  $1.12^.  This  distance  is 
1,405  miles. 

The  joint  rates  of  the  Oregon  Railroad  &  Navigation  C!ompany  and 
the  Northern  Pacific  from  Hood  River,  Oreg.,  to  Fargo  are,  on  apples. 
80  cents;  other  deciduous  fruits,  $1.25.    This  distance  is  1,650  miles. 

The  transcontinental  lines,  including  defendants,  carry  a  rate  on 
deciduous  fruits  from  California  shipping  points  to  Fargo  and  Grand 
Foi^  N.  Dak.,  via  Omaha  and  the  Twin  Cities,  $1.85. 

CcHuplainant  alleges  that  failure  to  establish  rates  from  the  Utah 
shipping  points  to  the  North  Dakota  points  of  destination  via  Silver 
Bow,  not  exceeding  the  rates  from  the  same  points  of  origin  to  the 
same  destinations  via  the  Missouri  River  gateway,  is  unjustly  dis- 
criminatory against  ccHnplainant  as  a  dealer,  against  the  Utah  ship- 
ping points,  and  against  the  North  Dakota  points  of  consumption. 

It  appears  that  some  efforts  have  been  made  by  the  defendants  to 
agree  upon  and  establish  lower  rates  via  the  Silver  Bow  gateway. 
They  were  willing  to  establish  a  rate  of  $1.25,  but  they  were  unable 
to  agree  up<m  the  divisions  of  same,  or  as  to  the  North  Dakota  points 
that  should  be  included  as  destinations  thereunder. 

Defendant  Oregon  Short  Line  Railroad  now  expresses  willingness 
to  establidi,  via  Silver  Bow  or  Butte,  a  rate  of  $1.25  on  apples  and 
other  deciduous  fruits  from  the  Utah  producing  points  in  question  to 
points  on  the  Northern  Pacific  in  North  Dakota  as  far  east  as  Fargo, 
mnd  apply  that  rate  as  far  west  of  Fargo  on  the  Northern  Pacific  as 
it  will  go  before  it  exceeds  the  combination  on  Silver  Bow  or  Butte, 
mnd  to  divide  the  earnings  on  a  mileage  prorate.  As  has  been  stated, 
although  the  Northern  Pacific  and  Oregon  Short  Line  were  unable  to 
agree  upon  the  establishment  of  these  rates,  the  Northern  Pacific  has 
neither  answered  nor  appeared  in  this  proceeding. 

It  appears  that  ordinarily  defendants  have  lower  rates  on  apples 
than  on  other  deciduous  fruits,  but  where  apples  are  given  a  lower 
rate  they  are  subject  to  higher  minimum  weight.  Where  there  is  a 
separate  rate  on  apples  the  minimum  weight  is  30,000  pounds,  while 
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on  other  deciduous  fruits,  and  on  deciduous  fruits  indoding  Apples, 
the  minimum  is  from  20^000  to  24,000  pounds.  Frequently  where  the 
rate  is  the  same  a  higher  miniiniim  applies  to  apples. 

It  has  been  often  said  that  distance,  while  an  important  factor  in 
rate  adjustments,  can  not  be  accepted  as  the  sole,  ot  necessarily  am- 
trolling  factor.  In  the  shipment  of  fruit  distance,  time  in  transit, 
and  dispatd)  are  of  prime  and  more  than  ordinary  importance. 
These  commodities  must  be  moved  at  the  proper  season,  Qiey  are 
easily  injured  by  extremes  of  temperature,  they  must  move  promptly 
and  expeditiously  in  order  to  reach  points  of  consumption  in  desirable 
and  proper  condition,  and  the  best  facilities  and  widest  opportunities 
for  their  movement  via  available  lines  should  be  provided,  within 
the  limits  of  reasonable  compensation  for  the  service  performed. 

We  think  that  complainant  is  entitled  to  the  relief  prayed  tor,  and, 
upon  the  whole  record,  we  find  that  defendants  should  be  required 
to  establish  and  maintain  for  a  period  of  two  years  a  joint  rate  on 
■deciduous  fruits  in  carloads,  including  apples,  frcm  Hot  Springs, 
Utah,  via  Silver  Bow  or  Butte,  Mimt.,  to  Grand  Forks,  N.  Dak.,  not 
in  excess  of  $1.25  per  100  pounds,  and  to  also  establish  and  maintain 
joint  rates  <m  the  same  commodities  in  carloads  from  Willard,  Brig- 
ham,  and  Logan,  Utah,  to  Grand  Forks,  N.  Dak.,  via  SUver  Bow  or 
Butte,  Mont,  not  in  excess  of  $1.25  per  100  pounds,  and  to  also  estab- 
lish and  maint^^'"  joint  rates  on  the  same  commodities  in  carloads 
from  Hot  Springs,  Willard,  Brigham,  and  Logan,  Utah,  vis  Silver 
Bow  or  Butte,  Mont.,  to  Fargo,  Wahpeton,  Valley  City,  Jamestown, 
Bismarck,  and  other  intermediate  points  on  the  Northern  Pacific 
Railway  in  North  Dakota,  not  exceeding  in  any  case  the  rate  above 
prescribed  from  Hot  Springs,  Utah,  to  Grand  Forks,  N.  Dak.,  and 
not  exceeding  in  any  case  the  combination  of  intermediate  rates  on 
Butte  or  Silver  Bow.  The  minimum  carload  weights  in  connection 
with  the  above  rates  shall  not  exceed  30,000  pounds  for  strai^t  car- 
loads of  apples  and  24,000  pounds  for  other  shipments. 

Points  on  the  Northern  Pacific  Railway  in  Montana  may,  and 

probably  ought  to  be,  given  rates  via  Butte  or  Silver  Bow  from  tlie 

Utah  shipping  points  named,  which  in  no  case  exceed  either  the  nie 

to  any  North  Dakota  point  or  the  combination  of  intermediate  rates 

on  Silver  Bow  or  Butte. 

rv-  _  =1.;^™=^*  via  Butte  to  Fargo  the  Northern  Pacific  gets  a  haal 

on  a  shipment  via  St.  Paul  to  Faigo,  250  miles.    On 

itto  to  Bismarck  its  haul  is  680  miles,  and  on  a  ahip- 

tl  to  Bismarck,  445  miles.    Obviously,  its  earnings 

1  shipments  moving  via  Silver  Bow  or  Butte  th«n 

dng  via  St.  Paul,  and  the  earnings  under  the  rates 

via  the  Butte  or  Silver  Bow  gateway  will  be  as 

rvice  considered,  as  those  imder  its  voluntary  rates 
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via  St.  Paul,  or  from  North  Yakima  or  other  Washington  or  Oregon 
points,  and  will  be  fairly  and  reasonably  compensatory. 

Presumably  these  rates  as  established  will  blanket  the  points  of 
wigin  between  and  including  Hot  Springs  and  Logan,  Utah,  and  a 
substantial  portion,  if  not  all,  of  the  North  Dakota  points  referred  to. 
The  question  of  divisions  of  these  rates  is  of  course  now  left  to  the 
defendants  to  agree  upon.  It  may  be  that  their  divisions  will  depend 
somewhat  upon  whether  the  traffic  is  exchanged  at  Silver  Bow  or  at 
Butte.  The  Oregon  Short  Line  haul  to  the  junction  with  the 
Northern  Pacific  would  be  the  same  on  a  shipment  to  Fargo  as  a 
shipment  to  Bismarck,  while  the  Northern  Pacific  haul  would  be  con- 
siderably greater  to  Fargo  than  to  Bismarck.  The  Oregon  Short 
Line  haul  will  be  somewhat  longer  on  shipments  from  Hot  Springs 
or  Brigham  than  on  shipments  from  Logan.  An  arbitrary  basis  of 
divisions  would  ignore  these  differences  in  the  lengths  of  the  hauls. 
A  mileage  prorate  basis  of  divisions  would  divide  the  earnings 
according  to  the  service  actually  performed  by  each  carrier.  If  de- 
fendants are  unable  to  agree  upon  the  divisions  of  the  rates  herein 
prescribed  the  Commission  will,  upon  further  hearing,  determine 
that  question. 

An  order  will  be  entered  in  accordance  with  these  views. 


No.  8569. 

B.  E.  BLAKE  &  SON  HARDWARE  &  MANUFACTURING 

COMPANY 

V, 

BALTIMORE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


Sulnnitted  December  1,  1910,    Decided  Fehwary  /5,  1911. 


Under  the  circnmstaiicefl  disclosed  by  the  record  the  rate  charged  complainant 
on  its  ahipmenta  of  wrongbMron  pipe  from  Yoangstown,  Ohio,  to  Liberal, 
Kans.,  is  not  fbnnd  unreasonable  in  and  of  itself,  or  in  violation  of  section 
8  of  the  act 

Clarence  A.  Toolen  for  complainant. 

W.  F.  Dickinson  and  Wallace  T.  Hughes  for  Chicago,  Rock  Island 
A  Pacific  Railway  C<nnpany. 
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BeFOBT  of  the  COMMIfiSIOK. 

Pboutt,  CofMnisrioner: 

The  c(Mnplainant  is  a  corporation  engaged  in  operating  a  hard- 
ware and  implement  store  at  Liberal,  Kans.  It  c(Mnplains  to  this 
Commission  that  the  defendants  have  exacted  on  two  shipments  of 
wronght-iron  pipe  from  Yonngstown,  Ohio,  to  liberal,  Elans.,  an 
unreasonable  rate  as  compared  with  the  rate  on  the  same  commodity 
to  Texola,  Okla.,  and  that  Liberal  is  discriminated  against  as  a  result. 

Texola  is  served  by  the  same  carrier  which  deliyered  this  traflic 
at  Liberal,  but  is  not  upon  the  same  line  of  that  carrier,  so  that  while 
traffic  moving  from  Youngstown  to  Texola  would  be  handled  by  the 
same  carriers  which  would  transport  it  to  Liberal,  it  would  not  move, 
during  a  considerable  porticm  of  the  journey,  over  the  same  line. 
The  only  evidence  to  sliow  either  the  unreasonableness  of  the  rate 
or  the  discrimination  against  Liberal  was  Uie  &ct  that  the  distance 
from  Youngstown  to  Liberal  and  Texola  was  substantially  the  same, 
and  that  the  physical  cost  of  handling  the  traffic  was  about  the  sama 

The  defendants  contend  that  competiticm  at  certain  Texas  pmnts 
reflects  itself  to  these  Oklahoma  points,  and  that  to  sustain  the  posi- 
tion of  the  complainant  would  be  to  subvert  the  entire  rate  structure 
in  that  section,  and  such  appears  to  be  the  fact. 

Under  Hiese  circumstances  we  can  not  hold  that  the  rate  charged 
on  Hiese  shipments  to  Liberal  is  unreasonable  in  and  of  itself,  or  un- 
reascmable  as  being  in  violation  of  section  3  of  the  act  Therefore 
this  complaint  must  be  dismissed,  and  it  is  so  ordered. 

20LG.aBepL 
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No.  3660. 
WHEELER  &  HOTTER  MERCANTILE  COMPANY 

V. 

CfflCAGO,  BURLINGTON  &  QUINCY  RAILROAD  COMPANY. 


No.  366L 
C.  D.  SMITH  DRUG  COMPANY 

V. 

MISSOURI  PACIFIC  RAILWAY  COMPANY. 


SubmitUd  December  f  i,  1910,    Decided  February  13,  1911. 


Ptoportional  third  class  rate  applicable  only  on  ehipmentfl  from  Atlantic  seaboard 
territory,  established  under  order  of  the  Commission  in  the  Btumham,  Hannah 
Hunger  cau^  14  I.  C.  C.  Rep.,  299,  did  not,  and  does  not,  apply  to  the  movement 
of  cotton  piece  goods,  for  which  carriers  maintained  a  commodity  rate. 

Herbert  0.  Wikon,  Horace  0.  Krdke,  Oeofge  T.  BeU,  E.  J.  McVann, 
and  John  H.  Aiwood  for  complainants. 

C.  C.  Wright  for  Chicago  &  North  Western  Railway  Company. 

Chester  M.  Dawes  for  Chicago,  Burlington  &  Quincy  Railroad 
Company. 

B.  A.  Brown  and  S.  E.  Stohr  for  St.  Joseph  &  Grand  Island  Rail- 
way Company. 

James  O.  Jeffery  and  H.  J.  OampbeU  for  Missouri  Pacific  Railway 
Company. 

N.  8.  Brown  for  Wabash  Railroad  Company. 

WUIiam  EUis  and  F.  0.  Wright  for  Chicago,  Milwaukee  &  St.  Paul 
Railway  Company. 

W.  F.  Dickinson  for  Chicago,  Rock  Island  &  Pacific  Railway 
Company. 

T.  J.  Norton  and  D.  L.  Meyers  for  Atchison,  Topeka  &  Santa  Fe 
Railway  Company. 

Winston^  Payne,  Strawn  <k  Shaw,  by  Blackburn  Esterline,  for  Chicago 
Great  Western  Railroad  Company  and  Chicago  &  Alton  Railroad 
C6mpany. 
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Report  of  the  Commission. 

Clark,  Commissioner: 

In  Bumham,  Harma,  Munger  Dry  Goods  Co.  v.  C,  R.  I.  <k  P.  Ry. 
Co.,  14  I.  C.  C.  Rep.,  299,  the  Commission  fomid  the  through  class 
rates  from  Atlantic  seaboard  territory  to  the  Missouri  River,  made  in 
combination  on  the  Mississippi  River,  applicable  on  the  first  five 
classes,  to  be  unreasonable.  The  through  rates  were  declared  to  be 
unreasonable  because  the  portions  applicable  west  of  the  Mississippi 
River  were  imreasonable,  and  those  portions  were  reduced. 

The  Commission's  order,  first  made  on  June  24,  1908,  and  finally 
entered  to  become  effective  November  10,  1908,  was  resisted  and, 
pending  outcome  of  litigation,  did  not  become  effective  imtil  October 
26,  1910. 

Two  contentions  are  now  presented  by  complainants  and  other 
shippers  under  these  rates: 

(a)  That  because  of  the  manner  in  which  the  proportional  rates 
prescribed  by  the  Commission  were  finally  published,  the  proportional 
third  class  rate  of  30  cents  became  properly  applicable  from  the 
Mississippi  River  to  the  Missouri  River  on  shipments  of  cotton  piece 
goods  from  Atlantic  seaboard  territory,  instead  of  the  commodity 
rate  of  35  cents,  and: 

(b)  That  the  reduction  in  the  third  class  rate  as  a  proportional  on 
shipments  moving  from  Atlantic  seaboard  territory  to  the  Missouri 
River  included  like  reduction  in  the  rate  on  cotton  piece  goods  from 
the  date  upon  which  the  Commission's  order  would  have  become 
effective  but  for  the  litigation. 

These  questions  have  been  submitted  in  hearing  and  on  briefe, 
the  hearing  having  been  had  under  this  docket,  which  contains  a 
large  number  of  claims  for  reparation  on  shipments  which  moved 
subsequently  to  the  date  upon  which  the  Commission's  order  would 
have  become  effective  but  for  the  litigation,  and  prior  to  the  date  upon 
which  the  rates  prescribed  by  the  Commission  were  made  effective  in 
the  tariffs. 

In  June,  1903,  W.  T.  L.  Rules  Circidar  rated  cotton  piece  goods 
third  class,  with  provision  that  that  rating  would  not  apply  to  Missouri 
River  points  and  other  territory  provided  with  commodity  rates,  the 
commodity  rates  in  such  instances  to  govern.  In  May,  1908,  cotton 
piece  goods  were  given  third  class  rating  without  the  specification  as 
to  commodity  rates  taking  precedence,  and  that  rating  was  carried 
through  succeeding  issues  until  August  1,  1909,  when  provision  was 
again  inserted  to  the  effect  that  third  class  rating  would  apply  except 
where  commodity  rates  are  named. 

From  long  before  November  10,  1908,  down  to  the  present  time 
the  commodity  rate  on  cotton  piece  goods  from  the  Mississippi  River 
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to  the  Missouri  River  has  been  85  cents,  and  the  third  class  rate  has 
also  been  25  cents,  except  as  it  was  reduced  by  order  of  the  Conimis- 
mon,  Umited  in  application  to  shipments  from  Atlantic  seaboard  ter- 
ritory; so  that,  except  as  just  stated,  the  changes  in  tariffs  that  are 
referred  to  did  not  effect  change  in  either  the  class  or  commodity  rate. 

W.  T.  L.  Tariff,  I.  C.  C.  No.  741,  effective  February  4,  1907,  con- 
tained class  and  conmiodity  rates  and  provided  that  ''when  the 
commodity  rates  and  class  rates  conflict  the  former  will  govern." 
This  tariff  was  governed  by  Western  Classification  and  contained  an 
exception  which  placed  cotton  piece  goods-  in  third  class,  but  it  was 
stated  that  this  rating  "will  not  apply  to  or  from  points  provided 
with  commodity  rates,  the  commodity  rates  in  such  instances  to 
govern." 

W.  T.  L.  Tariff,  I.  C.  C.  No.  A-2,  effective  May  21,  1908,  canceled 
conflicting  portions  of  No.  741,  and  named  conmiodity  rate  on 
cotton  piece  goods  between  Mississippi  River  crossings  and  Missouri 
River  points,  which  applied  both  as  a  local  rate  and  as  a  proportional 
rate  on  shipments  from  beyond. 

W.  T.  L.  Tariff,  I.  C.  C.  No.  A-7,  canceled  I.  C.  C.  No.  A-2,  effective 
November  21,  1908,  and  contained  local,  joint,  and  proportional 
rates  on  classes  and  conmiodities.  This  tariff  authorized  the  use  of 
either  the  class  rate  or  the  conmiodity  rate,  whichever  made  lower 
charges.  It  was  governed  by  Western  Classification,  Becker's  I.  C.  C. 
No.  3,  and  W.  T.  L.  Qrcular,  I.  C.  C.  No.  A-18,  the  latter 
taking  precedence  over  the  former.  W.  T.  L.  Circular,  I.  C.  C.  No. 
A-18,  effective  November  20,  1908,  provided  rating  on  cotton  piece 
goods,  third  class,  without  the  proviso  "except  where  specific  com- 
modity rates  are  provided." 

W.  T.  L.  Tariff,  I.  C.  C.  No.  A-45,  effective  May  15,  1909,  canceled 
I.  C.  C.  No.  A-7  and  I.  C.  C.  No.  741,  and  contained  local,  joint,  and 
proportional  class  and  conmiodity  rates,  with  authority  to  use  which- 
ever resulted  in  the  lower  charge.  It  was  governed  by  Western 
Classification,  Becker's  I.  C.  C.  No.  4,  and  W.  T.  L.  Circular,  I.  C.  C. 
No.  A-43,  the  latter  taking  precedence  over  the  former.  W.  T.  L. 
CSrcidar,  I.  C.  C.  No.  A-43,  rated  cotton  piece  goods  third  class.  On 
August  1,  1909,  supplement  to  this  issue  restored  the  proviso  that 
this  rating  would  not  apply  when  commodity  rates  are  published. 

W.T.  L. Tariff,!.  C.  C.  No.  A-90, canceled  I.C.C.  No.  A-45, effective 
November  15, 1909,  and  contained  local,  joint,  and  proportional  rates 
on  classes  and  commodities,  authorizing  the  use  of  whichever  rate 
made  the  lower  charge.  It  was  governed  by  Western  Classification, 
Becker's  I.  C.  C.  No.  5,  and  W.  T.  L.  arcular  No.  A-89,  the  latter 
taking  precedence  over  the  former.  W.  T.  L.  Circular,  I.  C.  C.  No. 
A-89,  rated  cotton  piece  goods  third  class,  *'  except  where  specific  com- 


144  INTERSTATE  COMMERCE  COMMISSION  REPORTa 

.  modity  rates  are  published."  W.  T.  L.  Tariff,  I.  C.  C.  No.  A-115, 
canceled  I.  C.  C.  No.  A-90,  effective  May  1, 1910,  and  is  still  in  effect. 
It  contains  both  class  and  commodity  rates,  which  are  to  be  used 
alternatively  to  secure  the  lowest  charge.  This  publication  is  gov- 
erned by  Western  Classification,  Becker's  I.  C.  C.  No.  6  and  W.  T.  L. 
Circular,  I.  C.  C.  No.  A-122,  effective  May  21,  1910,  the  latter  taking 
precedence  over  the  former.  W.  T.  L.  Circular,  I.  C.  C.  No.  A-122, 
rates  cotton  piece  goods  third  class,  "except  where  specific  com- 
modity rates  are  published." 

As  previously  stated,  the  Commission's  order  reducing  the  third 
class  rate  from  Mississippi  River  crossings  to  the  Missouri  River 
points,  from  35  cents  to  30  cents  on  shipments  from  Atlantic  seaboard 
territory,  would  have  become  effective  November  10, 1908,  had  it  not 
been  enjoined.  It  finally  became  effective  in  the  tariff  October  26, 
1910. 

On  June  24,  1908,  and  on  November  10,  1908,  defendants  had  a 
specific  commodity  rate  on  cotton  piece  goods  appUcable  both  as  a 
local  rate  and  as  a  proportional  rate  on  shipments  from  beyond  of  35 
cents  from  Mississippi  River  crossings  to  the  Missouri  River.  Beyond 
question  that  was  the  lawful  rate  on  those  dates.  On  November  21, 
1908,  in  W.  T.  L.  Tariff,  I.  C.  C.  No.  A-7,  an  alternative  rule  for  the 
appUcation  of  class  or  commodity  rates  as  shown  in  tha£  tariff,  which- 
ever resulted  in  the  lower  charge,  was  provided,  and  has  been  con- 
tinued to  the  present  time. 

If  defendants  had  on  November  10,  1908,  in  compliance  with  the 
Commission's  order  established  third  class  rate  of  30  cents  applicable 
on  shipments  from  the  Atlantic  seaboard  and  had  not  made  it  subject 
to  the  alternative  use  of  the  class  and  commodity  rates,  the  com- 
modity rate  of  35  cents  would  still  have  lawfully  applied  on  cotton 
piece  goods. 

Effective  October  26,  1910,  after  the  Commission's  order  had  been 
upheld  by  the  Supreme  Court,  defendants  published  in  a  separate 
tariff,  W.  T.  L.,  I.  C.  C.  No.  A-170,  a  proportional  third  class  rate 
of  30  cents  from  Mississippi  River  crossings  to  the  Missouri  River, 
applicable  only  on  shipments  from  Atlantic  seaboard  territory.  This 
publication  created  this  situation.  W.  T.  L.  Tariff,  I.  C.  C.  No.  A- 
115,  in  effect  when  I.  C.  C.  No.  A-170  was  issued,  named  third  class 
pro]>ortional  rate  of  35  cents  from  Mississippi  River  crossings  to  the 
Missouri  River,  applicable  on  all  shipments,  including  those  from 
Atlantic  seaboard  territory,  and  Tariff  I.  C.  C.  No.  A-170  named  a 
proportional  third  class  rate  from  and  to  the  same  points  applicable 
only  on  traffic  from  Atlantic  seaboard  territory,  of  30  cents.  Both  of 
these  tariffs  were  governed  by  the  same  classification  publications. 
This  conflict  should  not  have  been  created  and  it  should  be  at  once 
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remoyed.  It  does  not,  however,  affect  the  issue  here.  The  lower 
rates  in  I.  C.  C.  No.  A-170  are  the  lawful  rates  on  class  rate  shipments 
from  Atlantic  seaboard  territory. 

From  prior  to  November  10,  1908  (the  date  upon  which  the  (Com- 
mission's order  would  have  become  effective  but  for  the  injimction), 
to  August  1,  1909,  the  exception  which  took  precedence  gave  specific 
third  class  rating  to  cotton  piece  goods.  On  August  1,  1909,  the 
exception  to  tUs  rating,  '^  except  where  specific  conunodity  rates  are 
provided,"  was  again  attached,  and  has  been  continued  to  the  present 
time.  November  21,  1908,  the  alternative  of  class  or  conunodity 
rates  was  tendered,  and  from  that  time  to  August  1,  1909,  the  alter- 
native of  the  use  of  third  class  rate  was  not  restricted. 

It  is  therefore  seen  that  from  prior  to  November  10,  1908,  to  date, 
defendants  have  had  a  specific  commodity  rate  on  cotton  piece  goods 
from  MJflfflflRJppi  River  crossings  to  the  Missouri  River  of  35  cents,  with 
alternative  of  the  use  of  third  class  rate  as  shown  in  the  same  tariff, 
and  subject  to  the  terms  of  the  classification  and  exceptions  thereto 
for  the  period  subsequent  to  November  21,  1908. 

C!otton  piece  goods  are  rated  first  class  in  Western  Classification, 
and  were  given  third  class  rating  only  in  the  exceptions  to  that 
Classification.  It  appears  that  the  third  class  rate  and  the  conunodity 
rate  on  cotton  piece  goods  between  Mississippi  River  crossings  and 
the  Missouri  River  have  for  a  long  time  been  the  same.  Since  June, 
1903,  except  between  May  20,  1908,  and  August  1,  1909,  the  tariffs 
contained  specific  provision  that  the  third  class  rate  would  not  apply 
to  cotton  piece  goods  between  points  where  conmiodity  rates  were 
provided,  and,  as  has  been  seen,  defendants  had  a  commodity  rate  on 
cotton  piece  goods  between  the  rivers  during  all  the  time  covered  by 
this  controversy.  It,  therefore,  seems  apparent  that  it  was  not  the 
intent  to  include  cotton  piece  goods  moving  from  the  Mississippi 
River  to  the  Missouri  River  in  the  third  class  rating. 

The  Commission's  tariff  regidations  effective  January  23,  1907, 
contained,  and  have  continuously  since  contained,  a  rule  that  the 
naming  of  a  commodity  rate  on  any  article  takes  that  article  out  of 
the  class  rates  between  the  same  points.  This  rule,  however,  does 
not  prevent  the  alternative  offering  and  use  of  class  and  conmiodity 
rates  contained  in'  the  same  tariff. 

If  the  proportional  class  rates  prescribed  by  the  Commission  had 
been  published  effective  November  10,  1908,  applicable  on  class  rate 
traffic  from  Atlantic  seaboard  territory,  subject  to  the  alternative  use 
of  class  or  commodity  rates  contained  in  the  same  tariff,  and  no  other 
or  different  provisions  had  been  made  for  the  classification  ratings, 
the  time  during  which  the  third  class  rate  of  30  cents  would  have 
applied  to  shipments  of  cotton  piece  goods  from  Atlantic  seaboard 
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territory  to  the  Missouri  River  was  the  period  between  November  21, 
1908,  and  August  1,  1909. 

Ify  however,  as  might  have  been  done  under  the  Commission's  order, 
and  as  in  fact  was  done  when  the  rates  were  published  effective  Octo- 
ber 26,  1910,  the  proportional  class  rates  prescribed  by  the  Ck)mmia- 
sion  had  been  published  as  effective  November  10,  1908,  iq)plicable 
on  class  rate  traffic  from  Atlantic  seaboard  territory  and  had  not  been 
made  subject  to  the  alternative  use  of  class  or  commodity  rates,  and 
if  the  classification  provisions  had  been  as  they  have  been  there 
would  have  been  no  period  subsequently  to  November  10,  1908,  when 
such  proportional  class  rates  would  have  applied  to  cotton  piece 
goods  moving  from  Atlantic  seaboard  territory  to  the  Missouri  River. 
It  has  not  been  suggested  that  the  manner  in  which  defendants  pub- 
lished the  rates  prescribed  by  the  Commission  failed  in  any  way  to 
carry  out  the  purpose  and  the  terms  of  the  order.  As  has  been  seen, 
the  only  rate  on  cotton  piece  goods  in  effect  on  November  10,  1908, 
was  the  commodity  rate,  which  subsequently  was  offered  in  the 
alternative  with  the  third  class  rate.  Possibly  if  defendants  had 
established  on  November  10,  1908,  the  third  class  rate  of  30  cents 
they  might  still  have  offered  it  in  the  alternative,  but  there  is  no 
evidence  of  such  intent,  and  we  can  not  assume  that  they  woidd 
have  done  so. 

If  a  finding  were  reached  that  the  change  in  the  class  rate  ordered 
by  the  Commission  invaUdated  the  commodity  rate  on  cotton  piece 
goods  it  must  be  upon  grounds  which  would  also  invalidate  the  com- 
modity rate  if ,  as  a  result  of  similar  order,  the  class  rate  were  made 
higher  than  the  commodity  rate.  Obviously,  if  the  third  class  rate 
had  been  increased,  shippers  would  insist,  and  we  think  properly  so, 
upon  the  right  to  the  lower  commodity  rate  on  cotton  piece  goods. 
If  the  change  in  the  class  rate  necessarily  effects  a  change  in  the  com- 
modity rate  on  cotton  piece  goods,  why  would  it  not  operate  in  the 
same  manner  as  to  all  other  commodity  rates  t 

The  maintenance  for  a  long  period  of  an  exception  to  the  classifi- 
cation which  took  cotton  piece  goods  from  the  first  class  and  rated 
them  as  third  class  (except  where  commodity  rates  were  provided), 
and  the  contemporaneous  maintenance  of  a  commodity  rate  on  cot- 
ton piece  goods  which  was  the  same  as  the  third  class  rate,  and  the 
offer  of  the  alternative  of  such  class  or  commodity  rate,  whichever 
resulted  in  the  lower  charge,  apparently  led  to  a  general  acceptance 
of  the  view  that  the  movement  of  cotton  piece  goods  was  controUed 
by  the  third  class  rate.  Indeed,  we  are  told  that  at  a  time  when  the 
third  class  rate  was  lower  than  the  commodity  rate  on  cotton  piece 
goods  the  third  class  rate  was  applied.  But  that  was  at  a  time  when 
but  little  regard  was  paid  to  the  provisions  of  tariffs.    Doubtless  it 
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was  the  intention  of  complainants  in  tke  Burnham-H anna- Hunger 
case,  supra,  to  have  their  complaint  include  the  rate  on  cotton  piece 
goodsy  but  that  case  was  confined  to  the  rates  on  the  first  five  classes, 
and,  although  in  the  proceedings  some  mention  was  made  of  rates 
on  cotton  piece  goods,  the  issue  tried,  determined,  and  covered 
by  the  Commission's  order  was  the  application  of  the  class  rates  on 
the  first  five  classes  to  the  trafiic  then  subject  thereto  and  moving 
thereunder.  The  questions  now  submitted  do  not  present  any  phase 
of  the  reasonableness  of  a  commodity  rate  on  cotton  piece  goods 
that  is  higher  than  the  third  class  rate  and  no  opinion  as  to  the 
reasonableness  of  that  commodity  rate  is  expressed. 

It  seems  pertinent  to  suggest  that  if  an  exception  sheet  takes  cot- 
ton piece  goods  from  the  first  class  and  rates  them  as  third  class,  the 
contemporaneous  maintenance  of  a  conmiodity  rate  on  cotton  piece 
goods  that  is  the  same  as  the  third  class  rate  serves  no  good  purpose. 
It  simply  increases  the  probabiUty  of  complications  arising  and  con- 
tributes to  the  likelihood  of  error  or  oversight  in  tariff  construction. 

It  therefore  appears  that  despite  some  changes  in  phraseology  in 
defendants'  tariffs  and  some  oversights,  ambiguities,  involved  meth- 
ods, or  errors  which  have  led  or  might  lead  to  misimderstanding  and 
complication,  and  which  emphasize  the  necessity  for  more  sim- 
plicity and  clearness  in  tariffs,  the  defendants  have  maintained 
through  the  entire  period  covered  by  the  two  contentions  here  con- 
sidered, commodity  rates  applicable  between  the  Mississippi  River 
and  the  Missouri  River  on  cotton  piece  goods  moving  from  Atlantic 
seaboard  territory  to  the  Missouri  River,  and  that  neither  before  nor 
since  the  publication  of  the  rates  prescribed  by  the  Commission  in 
the  BurnhamrHannor-  Hunger  case,  supra,  has  the  third  class  rate  been 
properly  or  lawfully  applicable  to  such  shipments,  except  under  the 
specific  offering  of  alternative  rates  imder  which  the  third  class  rate 
and  the  conmiodity  rate  were  the  same.  As  to  the  rate  applicable 
since  October  26,  1910,  this  conclusion  differs  from  informal  expres- 
sion previously  made  in  a  letter  at  a  time  when  all  of  the  technical 
facts  brought  out  at  the  hearing  were  not  at  hand. 
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Na3384. 
GEOKGIA-CAKOLJNA  BRICK  COMPANY 

V. 

SOUTHERN  RAILWAY  COMPANY  ET  AL. 


BnbwUited  Vovetmber  25, 1910.    Decided  Fehmmrv  IS,  191L 


Tbe  redoctloo  bj  carrten  of  a  rate  Tla  a  long  roate  to  equal  tbe  rate  Tia  tka 
abort  line  U  not  of  Itaelf  condoalve  evidence  of  tlie  anreaaooableoefli  of 
tbe  bigber  rate,  and  dalma  for  reparation  t»aed  npon  tbe  ground  tbat  tbe 
rate  waa  redneed  to  meet  audi  diorMlne  rate  imiat  be  denied.  Memtfrn 
Lwmher  dmpanw  t.  T.  d  P.  Bp.  Co.,  15  L  a  C.  Bep^  4B,  and  OomumeroM 
Coai  Co.  r.B.dO.R.B,  Co.,  15  I.  C.  a  Bep^  11,  reaffirmed. 

O.  R.  Co  fin  for  complainant. 

R.  Walton  Moore  for  Southern  Railway  Company  and  Seaboard 
Air  Line  Railway. 

Refobt  of  the  CoxMiasioK. 

Bt  ths  CoMKisaiON : 

C<Hnplainant  is  a  corporation  engaged  in  the  manufacture  and  sale 
of  brick  at  Augusta,  Oa.  Its  petition,  filed  July  11, 1910,  attacks  the 
reasonableness  of  a  combination  rate  of  $2.50  per  1,000  Inrick  charged 
on  three  carloads  of  brick  shipped  September  10  and  11, 1906,  from 
Augusta,  Oa.,  to  Calhoun  Falls,  S.  C,  via  lines  of  defendants.  It  is 
alleged  that  a  reasonable  rate  for  this  service  would  have  been  $L40 
per  1,000;  that  at  the  time  these  shipments  moved  such  a  rate  was  in 
effect  via  the  Charleston  &  Western  Carolina  Railway,  and  has  since 
been  published  by  defendants.  Reparation  in  the  sum  of  $42.90  is 
asked. 

Between  Augusta,  Oa.,  and  Calhoun  Falls,  S.  C^  the  short-line 
distance  is  G8  miles,  over  the  Charleston  &  Western  Carolina  Rail- 
way. Shipments  to  Calhoun  Falls,  delivered  to  the  Southern  Rail- 
way at  Augusta,  must  be  carried  by  the  Southern  through  Columbia 
to  Greenwood,  S.  C,  a  distance  of  16G  miles,  there  delivered  to  the 
Seaboard  Air  Line,  and  transported  by  that  carrier  a  distance  of  29 
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miles  to  Calhoun  Falls,  a  total  haul  of  195  miles.  Via  this  long  route 
there  was  no  joint  rate  and  a  combination  of  intermediate  rates,  made 
up  of  $1.40,  Augusta  to  Greenwood,  and  $1.10,  Greenwood  to  Calhoun 
Falls,  was  charged.  It  is  admitted  by  defendants  that  the  correct 
combination  was  $2.40,  the  rate  from  Greenwood  to  Calhoun  Falls 
being  $1.  Tender  of  the  resulting  overcharge  has  been  made  to  com- 
plainant by  defendants  but  has  not  been  accepted.  This  amoimt  may 
be  refunded  without  an  order  of  the  Commission. 

Via  the  short  line,  Charleston  &  Western  Carolina  Railway,  the 
rate  was,  and  for  about  five  years  had  been,  $1.40  per  1,000  brick. 
Via  defendants^  lines  the  combination  rate  of  $2.40  had  been  in  effect 
for  several  years,  but,  on  March  28, 1909,  more  than  six  months  after 
this  movement,  a  joint  rate  of  $1.40  was  published  to  meet  the  short- 
line  competition. 

Complainant  had  a  contract  for  about  one  and  a  half  million  brick 
to  be  shipped  to  Calhoun  Falls.  Only  three  cars,  of  13,000  brick 
each,  appear  to  have  been  sent  via  lines  of  defendants.  This  would 
indicate  that  more  than  100  cars  were  sent  via  the  short  line.  Com- 
plainant slated  that  the  commercial  agent  of  the  Southern  Railway 
solicited  this  business,  saying  nothing  about  the  rate.  Its  prayer  for 
reparation  is  based  solely  upon  the  ground  that  the  rate  via  the  short 
line  was  $1.40  and  that  such  rate  was  later  established  via  lines  of 
defendants.  No  evidence  was  offered  to  prove  that  the  rate  of  $2.40 
per  1,000  brick  was  unreasonable  for  the  service  rendered.  At  an 
estimated  weight  of  5  poimds  per  brick,  the  rate  of  $2.40  per  1,000 
brick  is  equal  to  4.8  cents  per  100  pounds,  which  for  a  distance  of  195 
miles  produces  a  per-ton-mile  revenue  of  4.9  mills.  The  rate  of  $1.40 
per  1,000  via  the  Charleston  &  Western  Carolina  equals  2.4  cents  per 
100  pounds,  and  for  a  distance  of  68  miles  yields  a  per-ton-mile 
revenue  of  7  mills. 

The  Commission  has  repeatedly  held  that  a  carrier  with  a  long 
route  is  not  obliged  as  a  matter  of  law  to  meet  the  rate  of  the  short- 
line  competitor,  and  that  the  reduction  of  a  rate  applicable  via  a  long 
route  to  meet  the  rate  in  effect  via  a  shorter  and  more  direct  route  is 
not  of  itself  conclusive  evidence  of  the  unreasonableness  of  the  higher 
rate.  Afenefee  Lumber  Co.  v.  T.  <b  P.  Ry.  Co^  16  L  C.  C.  Rep.,  49 ; 
Commercial  Coal  Co.  v.  B.  <&  O.  R.  R.  Co.^  16  L  C.  C.  Rep.,  11.  In 
the  Menefee  case  the  Conunission  said: 

If  reparation  were  granted  in  this  caiie  it  would  go  fiur  to  support  the  theory 
that  n  carrier  may  not  volnntarlly  reduce  its  rate  without  being  liable  for 
damages  on  aU  past  ahipmenta,  a  theory  which  can  not  be  accepted  by  the 
Oommiaalon. 

Again,  as  we  have  said  in  Conference  Rulings : 

Any  other  coorae  of  action  is  demoralising,  in 'that  it  enables  the  carrier, 
before  its  own  lower  rate  has  become  effectiTe,  to  aasore  ahippera  that  they  may 
20LCC.Bep. 
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■blp  by  Its  line  notwitlistandiiig  its  higher  rate  aud  afterwards  secure  repara- 
tloD  on  basis  of  the  lower  rate  of  its  competitor.  Where  there  is  a  diCFeraice 
in  rates  between  two  points  over  different  lines,  shippers  Aist  understand  that 
they  may  get  the  benefit  of  the  lower  rate  only  by  sending  their  merchandise 
over  the  line  publishing  the  lower  rate.    Rule  200,  Bulletin  No.  4, 

Upon  consideration  of  this  record,  we  find  that  defendants'  rate  of 
$2.40  per  1,000  brick  is  not  shown  to  have  been  unreasonable  or 
excessive  and  that  complainant,  therefore,  is  not  entitled  to  repara- 
tion.   The  complaint  will  be  dismissed  and  an  order  will  be  entered 

accordingly. 
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No.  3333. 
WEST  OREGON  LUMBER  COMPANY 

V. 

ASTORIA    &    COLUMBIA    RIVER    RAILROAD    COMPANY 

ET  AL. 


SribmiUed  November  8,  1910.    Decided  February  IS,  1911, 


A  earner  doee  not  misroute  a  shipment  when  the  routing  instructions  given  by  the 
shipper  are  observed,  and  it  is  not  liable  to  the  shipper  for  charges  applicable  over 
such  route  in  excess  of  the  chaiges  over  another  available  route. 

Joseph  N.  TeeXL  for  complainant. 

Janus  B.  Kerr  for  Astoria  &  Columbia  River  Railroad  Company. 

A.  C.  Spencer  for  Oregon  Railroad  &  Navigation  Company;  Oregon 
Short  line  Railroad  Company;  Union  Pacific  Railroad  Company; 
and  Denver  &  Rio  Grande  Railroad  Company. 

Report  of  thb  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  manufacture  of  lumber 
and  other  forest  products,  with  its  principal  place  of  business  at  Port- 
land, Oreg.  The  petition,  filed  June  16,  1910,  alleges  that  charges 
coUected  for  carriage  of  a  carload  of  fir  lumber  from  Clatskanie  Junc^ 
Uon,  Oreg.,  to  DeBeque,  Colo.,  were  unreasonable  because  the  ship- 
ment was  misrouted  by  defendants. 

The  shipment  moved  December  25,  1909.  By  direction  of  com- 
plainant the  bill  of  lading  specified  the  route  as  follows:  ''A.  &  C, 
O.  R.  &  N.,  O.  S.  L.,  U.  P.,"  and  did  not  name  any  rate.  It  was 
miderstood  by  the  parties  that  the  initials  A.  &  C.  meant  Astoria  & 
Cblumbia  River  Railroad  Company;  that  O.  R.  &  N.  meant  Oregon 
Railroad  &  Navigation  Company;  that  O.  S.  L.  meant  Oregon  Short 
line  Railroad  Company;  and  that  U.  P.  meant  Union  Pacific  Rail- 
road Company.  The  movement  was  over  the  lines  thus  designated, 
via  Portlwd  and  Huntington,  Oreg.,  Granger  and  Cheyenne,  Wyo., 
and  Denver,  Colo.  There  was  no  joint  rate  at  the  time  via  Cheyenne 
and  Denver  and  the  charges  exacted  were  based  on  a  rate  of  40  cents 
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per  100  pounds  from  the  point  of  origin  to  Denver,  plus  a  rate  of  30 
cents  per  100  pounds  from  Denver  to  destination.  There  was  a  joint 
rate  of  40  cents  via  Salt  Lake  City,  Utah,  a  mudk  shorter  distance, 
but  that  route  did  not  include  any  part  of  the  line  of  the  Union 
Pacific. 

Complainant  contends  that,  notwithstanding  the  instructions  above 
stated,  it  was  the  duty  of  defendants  to  transport  the  shipment  via 
the  shorter  route  over  which  the  joint  rate  applied.  Complainant's 
witness,  who  specified  the  routing,  testified  that  three  other  carloads 
of  lumber  were  shipped  by  his  company  about  the  same  time  and  to 
the  same  territory;  that  the  routing  instructions  were  the  same  as  to 
all  four  shipments ;  that  defendants  transported  two  of  the  shipments 
via  Salt  Lake  City,  and  when  he  heard  that  the  third  had  gone  by 
way  of  Denver  he  at  once  requested  that  the  fourth  be  diverted  in 
transit,  so  as  to  move  via  Salt  Lake  City,  which  was  done.  He  testi- 
fied further  that  the  natural  and  reasonable  route  for  the  shipments 
was  via  Salt  Lake  City,  and  that,  as  the  designated  lines  are  parts  of 
what  is  known  as  the  Harriman  system,  he  fully  expected  the  ship- 
ments to  be  carried  via  that  route.  He  admitted,  however,  that  he 
was  careless  in  billing  the  shipments,  and  that  the  use  of  the  initials 
' '  U.  P."  was  a  mistake  on  his  part.  There  was  no  other  route  than  that 
taken  by  this  carload  over  which  the  Union  Pacific  Company  could 
have  participated  in  the  transportation  at  a  lower  rate  than  was 
charged.  No  evidence  was  introduced  which  tends  to  show  that  the 
rate  was  in  itself  unreasonable.  It  can  not  be  questioned  that  as  to 
the  shipment  here  involved  the  defendants  literally  observed  com- 
plainant's instructions. 

On  the  facts  the  case  falls  clearly  within  the  ruling  of  the  Com- 
mission in  Poor  Grain  Co.  v.  C,  B.  dk  Q.  B.  B.  Co.^  12  I.  C.  C.  Rep., 
418,  469,  frequently  reafiSrmed,  to  the  effect  that  where  a  shipper  gives 
specific  instructions  as  to  the  route  his  shipment  shall  take,  the  carrier 
must  observe  such  instructions  and  is  relieved  of  the  duty  of  ascer- 
taining whether  or  not  the  shipment  could  be  forwarded  via  another 

route  at  a  lower  rate.    The  complaint  will  be  dismissed. 

20 1.  C.  G.  Rep. 
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No.  3403. 
RIVERSIDE  MILLS 

V. 

CHARLESTON   &   WESTERN   CAROLINA   RAILWAY   COM- 

PANY  ET  AL. 


Submitted  November  t5, 1910,    Decided  February  IS,  1911 . 


On  ftccount  of  damage  to  complainant's  mill  and  stock,  occasioned  by  flood,  com- 
plainant was  unable  to  receive  and  unload  promptly  certain  inbound  shipments, 
although  carriers  were  in  a  position  to  make  deliveries;  Held,  That  the  aasesB- 
ment  of  demurrage  charges  was  not  unreasonable  or  unjust. 

R.  J.  SauihdU  for  complainant. 
B.  WaHon  Moore  for  defendants. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  manufacture  and  sale 
of  cotton  waste  and  has  its  factory  and  principal  office  at  Augusta, 
Ga.  Its  petition,  filed  July  19,  1910,  aUeges  that  the  collection  by 
defendants  of  demurrage  charges,  aggregating  $688,  upon  cars  deliv- 
ered at  its  factory  from  points  outside  of  Georgia,  between  August 
25  and  September  29,  1908,  was  unreasonable,  and  it  asks  for  refund 
thereof. 

During  the  period  stated  Augusta  was  visited  by  a  flood  of  such 
proportions  that  for  a  time  aU  industries  along  the  water  front  were 
paralyzed  and  for  a  shorter  period  the  defendants  were  unable  to 
effect  delivery  of  cars.  The  tariffs  provided  for  assessment  of  demur- 
rage charges  of  $1  per  car  per  day  after  expiration  of  a  prescribed 
free  time.  At  the  hearing  complainant  did  not  attack  the  demur- 
rage charge  of  $1  per  car  as  unjust  of  itself,  but  stated  that  under 
the  circumstances  the  assessment  of  the  charge  was  unreasonable. 
As  the  delivering  carriers  were  compelled  to  pay  car  rental  at  the 
rate  of  25  cents  per  day  to  the  lines  owning  the  equipment  deUvered 
to  complainant,  it  reduced  the  claim  for  reparation  to  basis  of  75 
cents  per  car  per  day,  or  to  a  total  sum  of  $516. 
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At  the  time  of  the  flood,  August  26  to  29,  1908,  compldnant  had 
stored  in  its  warehouse  some  40,000  bales  of  cotton  waste.  The 
receding  water  left  deposits  of  silt  and  mud.  Complainant's  mill 
machinery  was  disabled,  about  1,000  of  its  bales  of  cotton  waste 
were  swept  down  the  river,  and  some  10,000  bales  stored  in  the 
lower  floors  were  damaged.  Complainant  was  unable  to  remove 
these  on  account  of  the  water  which  rapidly  inundated  the  basement 
of  the  miU,  and  rose  to  a  height  of  30  inches  on  the  mill  floor.  Due 
to  the  fact  that  other  industries  were  similarly  injured,  labor  was 
scarce  and  storage  room  at  a  premium. 

The  sidetrack  leading  to  complainant's  mill  was  undermined  and 
partially  destroyed.  This  track  was  built  by  the  Augusta  Terminal 
Railway  Company  (whose  property  is  now  owned  by  the  Charleston 
&  Western  Carolina  Railway  Company)  under  a  contract  providing 
for  maintenance  by  the  raOway  company.  Until  repairs  to  the 
track  were  completed,  about  September  1  or  2,  1908,  no  cars  could 
be  set  into  complainant's  mill,  and  no  demurrage  charges  were 
assessed  until  after  defendants  were  in  a  position  to  make  delivery 
on  the  sidetrack.  Complainant  concedes  that  the  cars  were  not 
received  in  such  numbers  as  to  preclude  prompt  release  had  it  been 
able  to  unload  them. 

All  parties  agreed  that  the  period  for  which  the  demurrage  charges 
were  assessed  covered  only  the  time  during  which  the  defendants 
were  able  to  make  delivery;  that  complainant  did  not  receive  the 
inbound  shipments,  because  it  had  first  to  take  care  of  its  damaged 
goods  and  repair  the  injury  to  its  mill  caused  by  the  flood;  that 
the  demurrage  accrued  on  account  of  complainant's  inability  to  unload 
the  cars  promptly,  due  to  scarcity  of  labor  and  lack  of  storage  facil* 
ities  for  the  material  already  on  hand;  and  that  proper  notice  of 
arrival  was  given  by  the  carriers. 

The  tariff?  effective  during  the  period  for  which  demurrage  was 
assessed  provided  that  no  demurrage  charges  would  be  collected — 

When  the  condition  of  the  weather  during  the  time  preecribed  for  loading  or  unload- 
ing  cars  or  removal  of  freight  ia  such  as  to  render  it  impoanble  to  releaae  cars  or  remove 
frei^t  without  serious  damage  to  the  freight. 

The  rule  as  amended  April  1,  1910,  and  now  in  effect,  provides 
that  no  demurrage  charges  will  be  collected  when  the  detention  is 
caused  by: 

(1)  When  the  condition  of  the  weather  diuing  the  prescribed  free  time  la  sadi  as 
to  make  it  impossible  to  employ  men  or  teams  in  loading  or  unloading,  or  impoasible 
to  place  freight  in  cars,  or  to  move  it  from  can,  without  serious  injury  to  the  frei^t. 

(2)  When  shipments  are  frozen  so  as  to  prevent  unloading  diuing  the  prescribed 

free  time,  or  when,  because  of  high  water  or  snowdrifts,  it  is  impossible  to  get  to  the 

can  for  loading  or  unloading  during  the  preecribed  free  time. 

aOLaCXBep. 
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The  latter  rules  are  a  revision  of  the  former  in  more  definite  terms. 

It  can  not  be  said  that  weather  interference  as  defined  in  either 
of  the  rules  was  responsible  for  detention  of  the  cars.  The  trouble 
lay  inside  the  mill  itself.  During  the  period  when  the  carriers 
were  unable  to  deUver  cars  at  the  mill  no  demurrage  was  charged. 
As  soon  as  they  could  do  so  defendants  tendered  the  shipments 
which  had  arrived.  These  might  have  been  handled  more  expe- 
ditiously, except  for  the  damage  to  complainant's  mill,  for  which 
the  defendants  were  in  no  wise  responsible.  Had  complainant 
unloaded  these  shipments  it  would  have  been  forced  to  seek  other 
storage  space  for  them.  Although  we  are  not  informed  of  the  cost 
of  such  storage,  it  seems  fair  to  assume  that  the  use  of  the  carriers' 
equipment  was,  under  the  circumstances,  to  complainant's  advantage. 

Upon  consideration  of  the  facts  disclosed  by  the  record,  we  are 
of  opinion  that  the  assessment  of  the  demurrage  charges  in  this 
case  was  not  unreasonable  or  otherwise  unlawful,  nor  do  we  find 
that  defendants'  demurrage  rules  as  appUcable  to  these  shipments 
are  unreasonable.  The  complaint  will  be  dismissed,  and  an  order 
wm  be  issued  accordingly. 

90982'— VOL  20—11 18 
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No.  3337. 
C.  B.  HAVENS  &  COMPANY 

V, 

CHICAGO  &  NORTH  WESTERN  RAILWAY  COMPANY. 


SubmitUd  October  13, 1910,    Decided  February  IS,  1911. 


On  a  ahipment  of  anthracite  coal  from  Chicago,  111.,  to  Stoigia,  8.  Dak.,  for  Govem- 
ment  use,  held  that  complainant  ia  not  entitled  to  benefit  of  a  land-grant  rate  not 
published  when  the  traffic  moved,  although  aubeequently  made  applicable  to 
similar  traffic  for  a  time  by  lawful  publication. 

Oeorge  Cronk  for  complainant. 

S.  A.  Lynde  and  C.  C.  Wright  for  defendant. 

Report  of  the  Commission. 

Bt  the  Commission: 

The  complainant  corporation  is  a  wholesale  dealer  in  coal  and 
building  material,  with  principal  office  at  Omaha,  Nebr.  Its  petition, 
filed  June  21,1910,  prays  for  reparation  on  account  of  alleged  unreason- 
able freight  charges  exacted  by  defendant  for  the  transportation  of 
11  carloads  of  anthracite  coal  from  Chicago,  Ql.,  to  Sturgis,  S.  Dak., 
in  January,  1909. 

The  coal  was  for  use  of  the  United  States  Govemment  at  Fort 
Meade,  S.  Dak.,  and  was  consigned  to  the  quartermaster  at  that  fort. 
It  was  piurchased  by  (he  Government  as  a  result  of  competitive  bids, 
at  a  price  which  included  delivery  of  the  coal  at  Sturgis.  Defend- 
ant operates  between  Chicago  and  Sturgis  248  miles  of  land-grant 
aided  railroad  over  which  the  Government  is  required  to  pay  only  50 
per  cent  of  the  commercial  rate.  The  published  rate,  Chicago  to 
Sturgis,  was  $6.80  per  ton;  the  total  distance,  1,044  miles;  and 
therefore,  by  virtue  of  the  land-grant  laws,  if  freight  charges  had 
been  due  from  the  Government,  the  rate  would  have  been  S5.9915 
per  ton.  Before  submitting  its  bid  complainant  asked  defendant 
to  quote  its  rate  and  through  error  the  land-grant  rate  was  named. 
One  of  complainant's  officers  testified  that  its  bid  was  based  upon 
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the  price  of  the  coal  at  Chicago  plus  the  rate  which  he  believed  to  be 
in  force  to  Sturgis.  By  tariff  effective  May  29,  1909,  defendant  pro- 
vided that  a  rate  of  S5.9915  should  apply  ''on  hard  and  soft  coal, 
c.  1.,  when  consigned  to  the  United  States  Government,  care  of  the 
quartermaster  at  Sturgis,  South  Dakota.''  That  is  to  say,  the 
benefit  of  the  land-grant  rate  was  extended  to  all  persons  shipping 
coal  for  use  by  the  Government  at  Fort  Meade.  This  provision  was 
canceled  April  1,  1910,  since  which  date  the  land-grant  rate  can  be 
used  only  in  cases  where  the  freight  charges  are  paid  by  the  Govern- 
ment. At  the  hearing  complainant  did  not  challenge  the  reasonable- 
ness of  the  $6.80  rate.  Therefore,  the  question  for  determination  is 
the  propriety  of  the  application  of  the  land-grant  rate  to  the  ship- 
ments involved. 

In  Februaiy,  1908,  the  Conmiission  announced  the  following 
rulings: 

S3,  Reduced  traruporUUion  /or  Federal,  tUUe,  and  municipal  govemmenU, — ^Under 
eection  22  of  the  act  to  regulate  commerce,  carriers  may  grant  reduced  rates  for  the 
tnnspOTtation  of  property  for  the  United  States  or  for  state  or  municipal  governments, 
under  arrangements  made  directly  with  such  government  and  in  which  no  contractor 
or  other  third  person  intervenes,  without  filing  or  posting  the  schedule  of  such  rates 
with  the  Commission. 

S6.  Rates  on  MpmenU  for  the  Federal  Government. — If  title  to  property,  such  as 
postal  cards,  passes  to  the  Government  at  the  point  of  manufacture,  the  carrier  may 
agree  upon  a  rate  to  be  applied  for  transporting  it  for  the  Government  to  another  point, 
without  filing  a  tari£f  with  the  Commission.  But  if  the  manufacturer  under  his 
contract  is  required  to  deliver  to  the  Government  at  such  other  point,  the  trans- 
portation must  be  under  the  published  tari£f  rate.  In  other  words,  if  the  shipment  is 
made  directly  by  the  Government,  this  rate  may  be  fixed  by  the  carrier  without 
posting  and  filing  the  tariff,  but  not  otherwise. 

In  April,  1908,  nile  36,  above  quoted,  was  superseded  by  rule  65| 
reading  as  follows: 

65.  Special  ratee/or  United  Statee,  elate,  or  municipal  govemmcnti. — Section  22  of 
the  act  authorizes  the  carriage,  st<Hage,  or  handling  of  property  free  or  at  reduced 
rates  fpr  the  United  States,  state  or  municipal  governments.  As  has  before  been 
decided,  such  transpOTtation  can  be  granted  without  the  publishing  and  filing  of  a 
tariCf  therefor  only  in  instances  where  the  arrangement  is  directly  between  such 
goverament  and  the  carrier;  but  ft  is  considered  permissible  for  carriers  to  incorporate 
in  their  lawful  tariffo  special  rates  for  the  United  States,  state,  or  municipal  govern- 
ments applicable  only  to  traffic  consigned  to  such  United  States,  state,  or  municipal 
government  by  name,  in  care  of  a  recognized  officer  thereof. 

In  December,  1909,  the  rule  last  quoted  was  rescinded  and  rule  36 
restored  in  lieu  thereof.  Therefore,  under  the  rulings  of  the  Com- 
mission at  the  time  these  shipments  moved,  defendant  could  have 
applied  the  land-grant  rate  to  this  traffic  if  that  rate  had  been 
published.  As  has  been  noted,  the  rate  was  not  published  until 
May  29, 1909,  and  was  canceled  April  1, 1910,  by  tariff  filed  February 
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24,  1910,  apparently  in  accordance  with  the  ruling  announced  in  the 

previous  December. 

Rule  65  was  adopted  with  the  idea  Uiat  publication  of  special  rates 

upon  traffic  consigned  to  the  Goyemment  would  reduce  the  price 

of  various  materials  purchased  by  it  for  delivery  at  designated  points 

by  approximately  the  difference  between  the  regular  rate  and  the 

lower  rate  which  carriers  were  willing  to  accept  on  Government 

business.    But  further  consideration  of  the  rule  itself,  as  well  as 

of  certain  transactions  which  were  possible  thereunder,  convinced 

the  Commission  that  restoration  of  its  original  nile  was  necessary  to 

prohibit  discriminations  which,  if  not  imlawful,  were  at  least  contrary 

to  the  spirit  of  the  statute.    Having  reached  the  conclusion  that  it 

is  improper  to  permit  the  benefit  of  special  rates  on  Government 

material  to  accrue  to  anyone  oUier  than  the  Government  itself,  the 

petition  herein  must  be  denied  and  the  complaint  will  therefore  be 

dismissed. 

20LaaBfliii 
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No.  3459. 
W.  K.  HENDERSON  IRON  WORKS  &  SUPPLY  COMPANY 

V. 

TEXAS    &    PACIFIC    RAILWAY    COMPANY. 


Submitted  Deeember  9,  1910,    Decided  February  13,  1911. 


Rate  of  23  cents  per  100  pounds  on  sash  weights  from  Shreveport,  La.,  to  Marwhall, 
Tex.,  found  unreasonable,  and  a  ra.te  of  6}  cents  per  100  pounds  established  for 
the  future. 

George  F.  Atkins,  jr.,  for  complainant. 
77.  8.  nirUon  for  defendant. 

Report  of  the  Commission. 

By  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  nfanufacture  and  sale 
of  sash  weights  at  Shreveport,  La.  Its  petition  filed  August  ll, 
1910,  attacks  the  reasonableness  of  a  rate  of  23  cents  per  100  pounds 
for  the  transportation  of  sash  weights  from  Slu^yeport,  La.,  to 
Marshall,  Tex.,  and  prays  for  the  establishment  of  a  reasonable  and 
lawful  rate  thereon  for  the  future. 

Marshall  is  42  miles  from  Shreveport,  on  the  direct  line  of  the 

Texas  &  Pacific,  and  the  rate  applicable  on  sash  weights  between  the 

points  named  is  the  class  D  rate  of  23  cents.     From  Shreveport  to 

Marshall,  upon  car  wheels,  axles,  and  castings,  articles  substantially 

similar  in  transportation  requirements,  but  of  greater  commercial 

value  than  sash  weights,  there  is  a  commodity  rate  of  6^  cents  per 

100  pounds  in  carloads,  minimum  weight  40,000  pounds.    Both 

classes  of  articles  are  of  low  grade,  and  it  is  difficult  to  conceive  that 

the  rate  on  sash  weights  should  properly  be  approximately  four 

times  the  rate  on  car  wheels  and  axles  between  the  same  points. 

The  defendant's  rate  per  car-mile  on  car  wheels,  axles,  and  castings 

is  62  cents;  on  sash  weights,  $2.19.    The  per-ton-per-mile  earnings 

of  the  23-cent  rate  are  11  cents.     From  Terrell,  Tex.,  a  point  on  the 

line  of  defendant,  to  Shreveport,  a  distance  of  158  mUes,  defend- 
20LaaB^p. 
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ant  maintains  a  commodity  rate  of  171  cents  on  sash  weights  in 

carloads  of  40,000  pounds  or  more. 

Upon  consideration  of  all  the  facts,  we  are  of  the  opinion,  and  so 

find,  that  defendant's  rate  of  23  cents  per  100  pounds  in  carloads, 

minimum  weight  40,000  pounds,  on  sash  weights  from  Shreveport 

to  Marshall  is  unlawful  and  unreasonable,  and  defendant  will  be 

ordered  to  establish  and  maintain  for  the  future  a  rate  on  said 

traffic  in  carloads  not  to  exceed  6^  cents  per  100  pounds,  minimum 

weight  40,000  pounds. 

20LG.G.Ilep. 
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No.  3361. 
W.  I.  &  J.  R.  THOMPSON 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY  ET  AL. 


SubmiiUd  November  98,  1910.    Decided  February  IS,  1911, 


ChMxgea  aooooocd  on  carload  of  plows  transported  from  Evansville,  Ind.,  to  Uunts- 
▼ille,  Ala.,  foond  to  have  been  in  accordance  with  lawfully  published  tariff  and 
not  to  have  been  unreasonable  or  excessive. 

«/.  IT.  Lilly  for  complaiDanta. 

It.  P.  Callaway  for  Nashville,  Chattanooga  &  St  Louis  Railway. 

N.  W.  Proctor  for  Louisville  &  Nashville  Railroad  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainants  are  partners  engaged  in  the  hardware  business  at 
Uuntsville,  Ala.  its  petition,  filed  July  2,  1910,  assails  as  unlawful 
the  charges  assessed  for  transportation  of  a  carload  of  plows  from 
Evansville,  Ind.,  to  Huntsville,  Ala.,  in  that  said  charges  were  not 
assessed  in  accordance  with  the  tariff  lawfully  aoplicable.  Reparation 
is  asked. 

On  November  28, 1908,  complainants  shipped  from  Evansville,  Ind., 
over  lines  of  defendants  to  themselves  at  Huntsville,  Ala.,  a  carload  of 
plows,  weighing  36,000  pounds.  Freight  chargen  amounting  to  $105 
were  assessed,  based  on  the  sixth  class  rate  of  30  cents  per  100  pounds. 
Complainants  contend  that  the  charges  should  have  been  assessed  on 
1,600  pounds  of  plow  handles  at  the  less-than-carload  rate  of  47  cents, 
and  on  the  remaining  33,400  pounds  at  the  ^^ special  iron^'  rate  of  23 
cents,  that  rate  being  applicable  to  plow  base. 

At  the  time  the  shipment  moved  the  following  rates  were  effective: 

Afpicnltnral  implements,  not  otherwise  specified,  carload,  minimum  weight  20,000 
pounds,  sixth  class,  30  cents. 

Plow  handles  and  beams,  boxed,  crated,  or  in  bundles,  less  than  carload,  fourth 
class,  47  cents. 

"Special  iron,"  special  rate  23  cents,  carload,  minimnm  24,000  pounds. 

Under  the  head  of  ^^special  iron"  the  following  articles  were  enu- 
merated: Plow  bases;  clevises;  coulters;  couplers;  disks;  foots;  frogs; 
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heel  boltd;  molds;  plant  fenders;  plates;  points  and  wings  in  crates, 

kegs,  barrels,  or  casks,  loose  or  wired  together. 

It  was  further  provided  Uiat: 

When  parts  or  pieces  constitating  one  or  more  complete  articles  are  ottered  to 
carriers  for  transportation  at  one  time  bv  one  shipper,  to  one  consignee  and  destina- 
tion, they  will  be  rated  at  the  classification  provided  for  the  complete  article, 
whether  set  np  or  knocked  down  as  specified  in  the  classification;  provided,  how- 
ever, that  where  the  separate  parts  or  pieces  are  rated  separately  in  the  classifica- 
tion, snch  separate  ratings  may  be  apphed. 

This  shipment  consisted  of  steel  beam  plows,  set  up,  except  that  the 
handles  and  braces  were  removed.  Practically  all  the  parts  of  the 
plow  fasten  about  a  common  unit,  which  is  termed  the  standard.  To 
the  standard  are  attached  the  handles,  beam,  plow  point,  and  other 
small  parts  which  make  up  what  is  designated  the  base.  The  beam 
could  have  been  detached,  but  this  was  not  done,  apparently  because  it 
would  render  the  reassembling  of  the  plow  too  difficult  Complainants 
contended,  however,  that  the  base  with  the  beam  attached  should  be 
treated  as  the  base,  or  that  the  classification  should  have  provided  the 
special  iron  rate  for  plow  bases  with  beams  attached.  Had  the  beam 
been  detached  the  fourth  class  less-than-carload  rate  of  47  cents  could 
have  been  assessed  on  the  handles  and  beams,  and  the  special  iron  rate 
of  23  cents,  carload,  minimum  24,000  pounds,  could  have  been  applied 
to  the  bases.  Inasmuch  as  there  was  no  separate  rating  for  bases  with 
beams  attached,  the  agricultural-implement  rate  was  properly  appli- 
cable under  this  tariff  and  not  the  special  iron  rate. 

The  classification  has  since  been  amended  to  provide  specificaUj 
that  plow  bases  with  beams  attached,  less  than  i*arload,  will  take  fourth 
class  rate,  while  plow  bases  still  take  the  special  iron  rate.  It  has 
been  customary  to  assess  upon  steel-beam  plows  with  beams  attached 
the  agricultural-implement  rate.  Complainants  receive  about  two  car- 
loads of  plows  a  year  and  for  a  number  of  years  have  uniformly  paid 
the  agricultural -implement  rate  thereon.  No  evidence  was  offered  to 
establish  the  unreasonableness  per  se  of  the  charges  assessed. 

On  the  whole  record  we  are  of  opinion  and  find  that  charges  here 
involved  were  assessed  in  accordance -with  the  classification  and  tariff 
in  effect,  and  that  such  charges  were  not  unreasonable  or  excessive. 
The  complaint  will  be  dismissed,  and  an  order  will  be  issued 
accordingly. 

20LC.C.Reii. 
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No.  3341. 
BROWNE  GRAIN  COMPANY 

V. 

GULF,  COLORADO  &  SANTA  FE  RAILWAY  COMPANY  ETAL. 


SubmiUed  November  16,  1910,    Decided  February  IS,  1911. 


Rate  of  52}  cents  per  100  pounds  for  transportation  of  snapped  com  in  carloads, 
Erath,  La.,  to  Miles,  Tex.,  found  unreasonable,  and  rate  of  31  cents  prescribed 
for  the  future.    Reparation  awarded. 

JK  P.  Brovme  for  complaiDant. 

T.  J.  Norton  and  A.  C.  Fonda  for  Gulf,  Colorado  &  Santa  Fe  Rail- 
way Company. 

F.  C.  Dillnrd  and  J.  R.  Christian  for  Morgan's  Louisiana  &  Texas 
Railroad  &  Steamship  Company,  Houston  &  Texas  Central  Railroad 
Company,  Houston  East  &  West  Texas  Railway  Company,  and 
Houston  &  Shreveport  Railway  Company. . 

Report  op  the  Commission. 

By  the  Commission: 

Complainant  is  a  partnership  engaged  in  the  wholesale  grain  and 
hay  businesH,  with  principal  office  at  McKinney,  Tex.  Its  petition, 
Bled  June  23,  1910,  alleges  that  defendants  collected  an  unreasonable 
rate  for  the  transportation  of  a  carload  of  snapped  com,  or  corn  in 
the  shuck,  from  Erath,  La.,  to  Miles,  Tex.,  and  that  the  weight  upon 
which  said  rate  was  applied  was  in  excess  of  the  actual  weight  of  the 
shipment.     Reparation  is  asked. 

The  shipment  was  forwarded  from  Erath  to  Miles  on  December  31, 
1900.  Defendants  applied  a  combination  of  intermediate  rates' aggre- 
gating 58f  cents  per  KM)  pounds,  and  that  rate  assessed  upon  the  weight 
of  68,500  pounds  resulted  in  the  collection  of  freight  charges  in  the 
Hum  of  $4o2.43.  An  examination  of  the  tariffs  on  file  shows  that  the 
combination  rate  lawfully  applictible  to  the  shipment  was '52|^  cents, 
and  defendants  concede  an  overcharge  to  the  extent  of  Q\  cents  per 
100  pounds.  When  the  shipment  moved  the  rate  upon  corn,  Erath 
to  Miles,  was  47i  cents,  and  the  rate  of  52|  cents  on  snapped  com 
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resulted  from  a  provision  in  the  tariff  applicable  to  a  portion  of  the 
route  (New  Iberia,  La.,  to  Brownwood,  Tex.),  that  the  rate  upon 
snapped  com  should  be  125  per  cent  of  the  rate  upon  com.  The  pro- 
vision for  a  higher  rate  upon  snapped  com  was  eliminated  January  28, 
1910,  and  that  commodity  now  takes  the  same  rate  as  com.  At  pres- 
ent there  is  no  joint  rate  upon  com,  Erath  to  Miles,  but  the  combina- 
tion rate  via  defendants'  lines  appears  to  be  31  cents,  composed  of  11 
cents  to  New  Iberia,  plus  20  cents  beyond. 

In  its  answer  the  Morgan's  Louisiana  &  Texas  Railroad  &  Steam- 
ship Company  stated  that  ^^  it  would  be  willing  to  apply  the  rate  of 
31.25  cents  per  100  pounds  on  the  shipment  in  question  if  its  connec- 
tions would  join  in  taking  said  action  and  agree  to  publish  said  rates 
to  apply  on  future  shipments.''  The  assistant  general  freight  agent 
of  the  Gulf,  Colorado  &  Santa  Fe  expressed  the  opinion  that  a  reason- 
able rate  would  have  been  35  cents,  stating  as  his  reason  therefor  that 
the  rates  from  corn-producing  sections  in  Louisiana  to  markets  in 
Texas  ought  to  be  substantially  the  same  as  rates  from  equidistant 
corn-producing  points  in  Oklahoma,  in  order  to  avoid  discrimination 
against  producers  in  Oklahoma.  The  present  rate  on  com  from  Miles 
to  Erath  is  25  cents,  and  complainant  contends  that  the  same  rate 
should  be  established  in  the  opposite  direction.  The  facts  of  record, 
however,  are  insuflScient  to  form  the  basis  for  a  definite  finding  in 
that  respect.  Upon  consideration  of  the  record  it  is  our  opinion  that 
the  present  rate  of  31  cents  is  a  I'easonable  rate  for  the  future  and 
would  have  afforded  fair  compensation  to  the  defendants  on  the  ship- 
ment in  question. 

Complainant's  allegation  that  the  actual  weight  of  the  com  was 
67,610  pounds,  instead  of  68,500  pounds,  is  not  supported  by  evidence 
of  such  quality  as  to  overturn  the  scaling  reported  by  the  carrier.  As 
was  stated  inMbl^  v.  D,  cfe  T.  S.  L.  R.  R.  Co.,  20  I.  C.  C.  Rep.,  60, 
disputes  as  to  weights  of  past  shipments  raise  questions  of  fact  which 
are  quite  difficult  of  determination,  as  reweighing  is  ordinarly  impos- 
sible, and  evidence  of  a  very  positive  character  as  to  the  incorrectness  of 
the  scaling  is  necessary  before  another  weight  can  be  substituted  there- 
for. We  find  that  compLuDant  was  subjecrted  to  the  payment  of  unjust 
freight  charges  in  an  amount  measured  by  the  difference  between  said 
rates  of  58^  cents  and  31  cents  as  applied  to  a  weight  of  68,500  pounds, 
and  that  it  is  entitled  to  reparation  in  the  sum  of  $190.08,  with  interest 
from  January  21, 1910.  An  order  will  be  entered  awarding  reparation 
in  the  amount  stated  and  requiring  defendants  to  maintain  for  two 
years  their  present  rate  of  31  cents. 


OABSTENS  PACKING   00.    V.  SOUTHERN   PACIFIC   CO.  165 


No.  3350. 
CARSTENS  PACKING  COMPANY 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


Submitted  November  5,  1910,    Decided  February  IS,  1911, 


QuLiges  MBOosod  for  transportation  of  eight  carloads  of  live  stock  from  Klamath  Falls, 
Greg.,  to  Portknd,  Greg.,  via  Weed,  Cal.,  not  found  to  be  unreasonable.  Com- 
plaint dismissed. 

J.  E.  Belcher  for  complainant. 

James  0.  Wilson  for  Southern  Pacific  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  purchase,  sale,  and 
shipment  of  Uve  stock,  fresh  meats,  and  packing-house  products,  and 
it  has  an  office  at  Tacoma,  Wash.  Its  petition,  filed  July  2,  1910, 
alleges  that  the  charges  exacted  for  the  transportation  of  certain 
carload  shipments  of  cattle  from  E3amath  Falls,  Or^.,  to  Tacoma, 
Wash.,  were  unreasonable.  Reparation  is  asked  on  basis  of  the  rate 
in  force  from  Klamath  FaUs  to  San  Francisco,  Cal.,  when  the  traffic 
moved. 

On  September  23,  1909,  complainant  shipped  over  defendants' 
lines  from  Klamath  FaUs  to  Tacoma,  via  Weed,  Cal.,  8  carloads  of 
cattle,  and  for  the  haul  from  Klamath  Falls  to  Portland  paid  an  aggre- 
gate charge  of  $1,124.32,  based  on  a  rate  of  $139.57  per  car  for  6  cars, 
each  36  feet  7  inches  in  length,  and  at  rate  of  $143.45  per  car  for  2  cars, 
each  36  feet  6  inches  in  length.  For  the  haul  from  Portland  to  desti- 
nation a  rate  of  $35  per  car  was  imposed.  Only  the  charges  appUed 
to  the  haul  from  Klamath  FaUs  to  Portland,  by  the  Southern  Pacific 
Company,  are  attacked,  the  reasonableness  of  the  rate  beyond  Port- 
land not  being  questioned. 

When  the  shipments  moved  there  was  no  joint  rate  on  cattle,  in 
carloads,  from   Klamath  Falls  to  Portland.    There  was  a  per-car 

commodity  rate  from  Klamath  FaUs  to  Weed,  fixed  with  reference 
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to  length  of  the  car,  the  standard  being  S52  per  36-foot  car.  There 
was  also  a  per-car  commodity  rate  from  Weed  to  Portland,  similarlj 
fixed  with  reference  to  the  length  of  car,  the  standard  being  S77.50 
per  30-foot  car.  Applied  to  the  equipment  in  which  the  shipments 
moved,  these  combined  commodity  rates  produced  the  charges  com- 
plained of  herein.  Contemporaneously  the  Southern  Pacific  main- 
tained a  rate  of  S109.15  per  36-foot  car  for  the  transportation  of 
cattle  in  carloads  from  Klamath  Falls  to  San  Francisco. 

Shortly  prior  to  the  movement  of  this  traffic  the  class  rates  of  the 
Southern  Pacific  Company,  Klamath  Falls  to  Portland,  were  reduced 
to  substantially  the  San  Francisco  basis,  and  about  seven  months 
thereafter  Portland  was  given  the  same  commodity  rate  as  San 
Francisco  on  live  stock  from  Klamath  Falls.  The  testimony  is  that 
this  reduction  was  made  upon  the  solicitation  of  the  commercial 
interests  of  Portland,  and  not  because  the  existing  rates  were  deemed 
to  be  excessive. 

At  the  hearing  a  witness  connected  with  defendant's  traffic  depart- 
ment testified,  in  substance,  that  the  haul  from  Klamath  Falls  to 
San  Francisco  is  over  a  low-grade  downhill  route,  while  the  haul 
from  Klamath  Falls  to  Portland  is  over  a  mountainous  route  of  steep 
grades  and  sharp  curves,  more  expensive  to  operate.  The  witness 
had  never  been  over  the  line,  but  obtained  this  information  in  the 
course  of  business.  No  evidence  was  offered  by  complainant  touch- 
ing upon  these  operating  conditions. 

The  distance  from  Klamath  Falls  to  San  Francisco  is  436  miles  and 
from  Klamath  Falls  to  Portland  508  miles,  a  difference  of  72  miles 
in  favor  of  San  Francisco.  Under  the  rate  applicable  to  the  ship- 
ments involved  the  average  gross  earnings  from  Klamath  Falls  to 
Portland  were  about  27  cents  per  car  per  mile,  while  under  the  rate 
from  Klamath  Falls  to  San  Francisco  the  gross  earnings  are  about 
25  cents. 

The  fact  that  the  class  rates  to  Portland  and  San  Francisco  had 
been  made  substantially  the  same,  coupled  with  the  subsequent 
reduction  of  the  commodity  rate  involved,  it  is  asserted,  proves  that 
the  charges  exacted  were  unreasonable.  With  this  contention  we 
do  not  agree.  The  voluntary  reduction  of  rates  to  Portland  does 
not  of  itself  constitute  proof  that  former  rates  were  excessive,  and 
upon  the  showing  here  made  respecting  difference  in  operating  con- 
ditions over  the  routes  involved,  we  are  not  justified  in  finding  that 
the  rate  to  San  Francisco  was  properly  a  measure  of  reasonableneos 
of  the  rate  to  Portland.  The  petition  must  be  dismissed,  and  it 
will  be  so  ordered. 

20LaaRep. 
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No.  2918. 
WILLIAM  D,  SCOTT 

TEXAS  &  NEW  ORLEANS  RAILROAD  COMPANY  ET  AL. 


Submitted  December  SO,  1910.    Decided  February  13, 1911. 


Rate  of  $3.30  per  net  ton  on  coal,  Carbon  Hill,  Ala.,  to  Herbert  switch,  Tex.,  not 

found  to  be  unreaaoqable. 

A.  T.  Watts  for  complainant. 
Wilt  E.  Orgain  for  defendants. 

Report  of  the  Commission. 

By  the  Commission: 

Complainant  is  engaged  in  the  sale  of  wood,  coal,  and  other  fuel  at 
Beaumont,  Tex.  Although  his  petition  herein,  filed  October  25, 1909, 
alleges  that  a  rate  of  $3.30  per  ton  exacted  by  defendants  for  trans- 
portation of  a  carload  of  coal  in  July,  1908,  from  Carbon  Hill,  Ala., 
to  Herbert  switch,  Tex.,  was  unreasonable,  the  proceeding  was  brought 
to  recover  damages  alleged  to  have  been  caused  by  misquotation  of 
a  rate. 

Prior  to  movement  of  the  traffic  the  agent  of  the  Texas  &  New 
Orleans  Railroad  Company  quoted  a  rate  of  $2.75  per  ton  on  coal  from 
Carbon  Hill  to  Herbert  switch.  The  lawful  rate  in  force  at  the  time 
was  $3.30.  Complainant  paid  freight  charges  and  sold  the  coal  on 
basis  of  the  supposed  rate  of  $2.75.  Later  he  was  required  to  pay  the 
undercharge  of  $25.10.  Thereupon  he  filed  his  complaint  asking  for 
reparation  in  the'^amount  collected  above  the  rate  quoted  to  him. 

Substantially  the  only  evidence  adduced  relating  to  the  reasonable- 
ness of  the  rate  was  a  statement,  which  we  find  to  be  correct,  that 
when  this  shipment  moved  defendants  had  in  force,  and  still  maintain, 
a  rate  of  $2.75  per  ton  on  coal  from  Carbon  Hill  to  Beaumont,  Houston, 
and  Port  Arthur,  Tex.  The  rate  to  Herbert  switch,  which  is  a  station 
in  the  neighborhood  of  Beaumont,  seems  to  have  been  made  by  adding 
to  the  through  rate  of  $2.75,  Carbon  Hill  to  Beaumont,  the  Texas  com- 
mission rate  of  55  cents  per  ton,  Beaumont  to  Herbert  switch.  The  dis- 
tance is  762  miles  and  the  resulting  revenue  4.1  mills  per  ton  per  mile. 
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Upon  the  facts  now  within  our  knowledge  we  do  not  find  that  the  rate 

was  unreasonable;  but  it  is  apparently  in  conflict  with  the  principle  of 

the  fourth  section  of  the  act,  as  amended  June  18, 1910;  and  it  must  be 

understood  that  this  decision  is  without  prejudice  to  any  investigation 

which  may  be  made  under  the  requirements  of  that  section. 

Respecting  the  right  of  a  shipper  to  recover  by  proceedings  before 

this  Commission  the  difference  between  the  lawful  tariff  rate  and  a  rate 

erroneously  quoted  by  the  agent  of  a  railroad  company,  we  can  add 

nothing  to  what  was  said  in  Poor  Grain  Co.  v.  C.^  B.ik  Q.  R.  R.  Co.y 

12  I.  C.  C.  Rep.,  418,  to  the  effect  that  regardless  of  the  rate  quoted, 

the  published  rate  must  be  paid  by  the  shipper  and  actually  collected 

by  the  carrier,  under  the  terms  of  the  statute.    This  interpretation  of 

the  statute  is  the  one  adopted  by  the  Supreme  Court  of  the  United 

States,  and  the  reasons  given  therefor  by  that  court  in  Texas  cfe  Pacific 

Ry.  Co.  V.  Mugg^  202  U.  S.,  242,  are  so  compelling  that  it  must  be 

regarded  as  finally  settled. 
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No.  3603. 
CONSOLIDATED  WATER  POWER  &  PAPER  COMPANY 

V. 

SAN  PEDRO,  LOS  ANGELES  &  SALT  LAKE  RAILROAD 

COMPANY  ET  AL. 


SuhmitUd  December  15, 1910.    Decided  February  13,  1911. 


A  tariff  provided  that  when  more  of  an  article  is  shipped  on  one  day  by  one  con- 
signor to  one  consignee  than  can  be  loaded  in  one  car,  if  the  first  car  is  loaded  to 
its  fall  visible  capacity,  the  balance  may  be  carried  in  a  second  car  at  the  carload 
rate  on  the  actoal  weight  It  appears  that  though  the  shipment  herein  could 
have  been  so  loaded  as  to  bring  it  within  the  privilege  of  this  rule,  or  could  have 
been  so  loaded  that  the  weight  in  each  car  would  have  exceeded  the  minimum 
weight  applicable  thereto,  it  was  not  done;  Held^  That  complainant  is  not  en- 
titled to  reparation  for  the  difference  between  the  minimum  weight  on  the  part 
carload  and  the  actual  weight  thereof. 

W.  D.  ffurlbut  for  complainant. 

K  O.  Wright  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. 
if.  A.  Scandrett  and  Z.  T,  Wilcox  for  Union   Pacific  Bailroad 
Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

The  complainant  in  this  proceeding  ii$  a  corporation  engaged  in 
business  at  Grand  Bapids,  Wis.  In  its  petition,  filed  October  24, 
1910,  it  is  alleged  that  defendants  exacted  an  unreasonable  charge  for 
the  transportation  of  two  carloads  of  news  printing  paper  from  Los 
Angeles,  Cal.,  to  Grand  Rapids,  Wis.,  in  November,  1909.  No  objec- 
tion is  made  to  the  rate,  which  was  75  cents  per  100  pounds,  but  the 
complaint  recites  that  the  rate  was  computed  upon  the  actual  weight 
of  the  first  car  and  upon  the  minimum  carload  weight  of  the  second 
car,  which  exceeded  by  6,335  pounds  the  actual  weight  of  the  lading 
in  that  car.  Reparation  is  asked  in  an  amount  measured  by  the  appli- 
cation of  the  75-cent  rate  to  said  weight  of  6,385  pounds. 

Early  in  November,  1909,  The  Times  Mirror  Printing  &  Binding  J 

House  of  Los  Angeles,  Cal.,  desired  to  ship  to  complainant  an  amount 
of  paper  exceeding  the  capacity  of  a  single  car,  and  ordered  two  cars 
from  the  initial  carrier.     Upon  the  first  car  the  consignor  loaded 
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51,080  poundi»  of  paper  and  took  a  bill  of  ladioj^  therefor  under  date 
of  November  17,  1909.  Upon  the  second  car  the  consij^or  loaded 
23,665  pounds  of  paper  and  took  a  bill  of  lading  therefor  under  date 
of  November  19,  1909.  The  cars  did  not  move  from  Los  Angeles  on 
the  same  day.  The  minimum  carload  weight  for  each  car  was  30,000 
pounds.  Rule  8  of  Transcontinental  Freight  Bureau  Tariff,  I.  C.  C. 
No.  889,  in  force  when  the  shipments  were  made,  reads  as  follows: 

When  the  minim  am  carload  weight  or  more  is  shipped  in  one  clay  by  one  coni«ignor 
to  one  consignee,  covered  by  one  b.  1.,  the  entablbhed  rate  for  a  carload  shall  apply 
on  the  entire  lot,  although  it  may  be  lew  than  two  or  more  fall  carload  lots.  The 
firet  car  or  cars  mast  be  loaded  to  their  fall  capacity  and  are  subject  to  establishtHl 
rules  for  minimum  weights,  the  actual  weight  of  the  remainder,  provided  it  is  loaded 
in  box  cars,  to  be  charged  for  at  the  carload  rate,  reference  lieing  made  on  the  way- 
bill for  the  remainder  of  the  lot  to  the  waybill  for  the  full  carload  or  loads. 

Under  the  rule  above  quoted,  and  the  minimum  weight  applicable  to 
the  cars,  this  shipment  could  have  l>een  so  forwarded  that  the  rate 
would  have  been  computed  upon  the  actual  weight  in  cither  of  two  wa3\s: 
(1)  The  load  could  have  been  more  equally  divided  l)etween  the  (*ars, 
so  that  the  weight  of  each  car  would  have  exceeded  the  minimum  weight 
of  30,000  pounds,  and  the  cars  could  have  \yeen  shipped  on  separate 
days  at  the  75-cent  rate  based  on  actual  weight;  or  (2)  the  cars  could 
have  been  shipped  on  the  same  day,  under  one  bill  of  lading,  with  the 
first  car  loaded  to  its  full  capacity,  in  which  case  only  the  actual  weight 
of  the  second  car  would  have  been  charged  for. 

A  witness  for  the  complainant  testified  that  the  consignor  wa8 
informed  of  the  requirements  of  the  rule  alK>ve  mentioned.  The  load- 
ing was  done  by  the  consignor  and  the  carriers  are  not  reiiponsible  for 
the  arrangement  thereof.  No  reason  appears  why  the  shipment  could 
not  have  been  loaded  so  as  to  comply  with  the  rule.  The  testimony 
does  not  indicate  that  either  the  rule  involved  or  the  minimum  weight 
applicable  to  the  cars  is  unreasonable.  Upon  these  facts  we  hold  that 
complainant  is  not  entitled  to  reparation  on  account  of  the  charges  on 
the  second  carload.  The  complaint  must  be  dismi.^cd,  and  it  will  be  c^o 
ordered. 
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No.  3601. 
GEORGE  D.  HENRY 

V. 

EASTERN  RAILWAY  COMPANY  OF  NEW  MEXICO  ET  AL. 


Submitted  January  £6, 1911 .    Decided  February  14  f  1911 . 


Rate  impoeed  on  shipment  of  sheep  in  double-deck  cars  from  Vaughn,  N.  Mex.,  to 
Kansas  City,  Mo.,  fed  in  transit  at  Pampa,  Tex.,  found  to  be  unreasonable  and 
reparation  awarded. 

George  D.  Henry  for  complainant  in  person. 
Robert  Durdap  and  T,  J.  Norton  for  defendants. 

Report  of  the  Commission. 

Meter,  Commissioner: 

Complainant,  a  dealer  in  grain  and  live  stock  at  Fairfield,  Iowa, 

by  complaint  filed  October  6,  1910,  alleges  that  he  has  been  charged 
on  unreasonable  rate  for  the  transportation  of  five  double-deck  car- 
loads of  sheep  from  Vaughn,  N.  Mex.,  to  Kansas  City,  Mo.,  fed  in 
transit  at  Pampa,  Tex.  Reparation  is  asked.  By  stipulation  the 
case  was  submitted  to  the  Commission  for  determination  upon  the 
pleadings  and  without  hearing,  the  filing  of  briefs  and  presentation 
of  oral  argument  being  expressly  waived. 

The  sheep  were  forwarded  from  Vaughn  on  October  10,  1908, 
stopped  at  Pampa  for  feeding,  and  subsequently  transported  to  Kan- 
sas City,  where  a  combination  rate  of  61 J  cents  per  100  pounds  was 
collected  on  February  23,  1909,  made  up  of  25  cents  to  Pampa  and 
36J  cents  beyond.  The  entire  movement  was  over  the  lines  of  the 
Santa  Fe  system.  Defendants  admit  that  the  rate  imposed  was 
unreasonable  and  that  a  reasonable  rate  for  the  transportation  would 
have  been  48  cents  per  100  pounds,  based  on  the  rate  of  41  cents 
then  in  force  from  Vaughn  to  Kansas  City,  plus  a  feeding-in-transit 
charge  of  7  cents,  but  refused  to  apply  such  rate  on  the  ground  that 
the  feeding-in-transit  charge  was  not  applicable  to  a  shipment  from 
Vaughn  until  November  12,  1909,  subsequent  to  the  date  of  move- 
ment. On  July  1,  1909,  they  filed  application  on  the  special  docket 
for  authority  to  make  reparation  to  the  basis  of  this  48-cent  rate. 
The  request,  however,  was  denied  because  the  claim  apparent I3' 
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inTolved  the  retroactive  application  of  a  transit  privilege,  and  thereby 
came  within  the  prohibition  of  the  Commission's  rules  Nos.  6  and 
77,  Bulletin  No.  4  of  Conference  Rulings.  More  is  said  with  reference 
to  this  below. 

Vaughn  is  a  point  on  the  Belen  cut-off  of  the  Santa  Fe  system 
between  Clovis,  K.  Mex.,  and  Belen,  N.  Mex.  This  line  is  of  com- 
parativelj  recent  construction  and  the  fitst  rat«  on  sheep  from 
Vaughn  was  provided  by  amendment  No.  33  to  Santa  Fe  System 
Tariff,  I.  C.  C.  No.  3465,  effective  November  6,  1907,  which  authoiv 
ized  the  application  to  Kansas  City  of  the  rate  from  Belen  published 
in  the  tariff  as  amended.  The  latter  named  a  rate  of  41  cents  from 
Belen  and  in  item  30  published  the  sections  of  the  Revised  Statutes 
of  the  United  States  prohibiting  the  confinement  of  sheep  in  cars  "for 
a  longer  period  than  28  consecutive  hours  without  unloading  same 
for  rest,  water,  and  feeding"  for  at  least  five  hours,  at  the  expense  of 
the  owner.  Aside  from  this  mandatory  requirement  to  feed  in 
transit,  amendment  No.  11  to  Santa  Fe  System  Joint  Circular, 
I.  C.  C.  No.  1203,  effective  Januaty  23,  1908,  contained  the  following 
provision; 

Shipments  of  live  stock  originating  ^t  etatioiu  on  E.  Ry.  Co.  of  N.  M.  (Itraterij 
P.  V.  &  N.  E.  Ry.)  destined  Mo.  River  and  aaat,  nuy  be  fed  in  tisnmt  at  Btaliona  in 
Texu  on  the  P.  A  N.  T.  Ry.  and  So.  Kons.  Ry.  Co.  of  Texas  on  basis  of  throi^h  nte 
point  of  origin  to  destination  plus  7  cents  per  100  lbs.  feeding-in-tnuiBit  chuge. 

The  Eastern  Railway  Company  of  New  Mexico  was  incorporated 
in  1902  to  build  a  line  from  Rio  Fuerco,  N.  Max.,  to  Texico,  K.  Mex., 
which  includes  the  Belen  cut-off.    Pampa  is  on  the  Southern  Kansas 
Railway  of  Texas.    This  provision  was  construed  to  limit  the  privi- 
lege to  shipmeuts  originating  at  stations  on  the  road  formerly  Imown 
as  the  Fecoa  Valley  &  Northeastern  Railway,  which  did  not  include 
the  Belen  cut-off,  but  we  think  it  may  be  fairly  read  to  cover  all  sta- 
tions on  the  Eastern  Railway  Company  of  New  Mexico ;  and  that  the 
parenthetical  clause  "  (formerly  P.  V.  &  N.  E.  Ry.) "  may  be  reason- 
ably r^arded  as  indicating  that  the  Eastern  Railway  Company  of 
New  Mexico  included  in  its  lines  the  former  Pecos  Valley  &  North- 
railway.    While  the  feeding-in-traosit  circular  was  not 
>  in  tlie  tariff  naming  the  41-cont  rate  from  Vaughn,  as  now 
>y  rule  10,  Tariff  (insular  17-A,  both  publications  were  old 
Dg  lawfully  on  file  prior  to  May  1,  1907,  and  therefore  not 
bject  to  rules  of  interpretation  subsequently  promulgated, 
'ariff  Circular  17-A.)     Under  the  circumstances  we  can  not 
I  view  that  tliis  case  involves  the  retroactive  application  of 
irivil^e. 

ime  the  shipment  moved  there  was  in  force  to  Kansas  Gty 
querque  and  points  on  the  Santa  Fe  lines  south  of  the  Beloi 
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cut-off,  but  not  including  points  on  the  cut-off,  a  joint  rate  of  40^ 
cents  which  applied  in  connection  with  the  feeding-in-transit  charge 
of  7  cents,  thus  making  a  combination  rate  of  47^  cents.  A  large 
majority  of  these  points  are  farther  distant  than  Vaughn  from  Kansas 
aty,  but  in  the  same  territoiy,  and  the  nonappUcation  of  the  privi- 
lege placed  Vaughn  at  a  disadvantage  as  compared  with  them. 
Effective  November  7, 1908,  by  amendment  No.  46  to  Santa  Fe  Tariff, 
I.  C.  C.  No.  3465,  the  joint  rate  from  Vaughn  was  reduced  to  40i 
cents.  Effective  November  12,  1909,  amendment  59  provided  that 
shipments  under  the  tariff  were  entitled  to  feeding-in-transit  privi- 
leges named  in  Santa  Fe  publications  filed  with  this  Commission, 
thus  complying  with  rule  10  of  Tariff  Circular  17-A.  The  applica- 
tion of  this  privilege  at  a  chaise  of  7  cents  per  100  pounds  on  ship- 
ments from  Vaughn  was  continued  in  Santa  Fe  Circular,  I.  C.  C.  No. 
5417,  effective  September  5,  1910,  and  remained  in  force  until  Janu- 
ary 15, 1911,  when  Circular  I.  C.  C.  No.  5525,  in  section  1,  reduced  the 
charge  on  shipments  fed  at  Texas  points  to  SIO  per  car  of  any  length. 

Under  all  the  circumstances  of  this  case  the  Conmiission  is  of  opin- 
ion and  finds  that  the  combination  rate  of  61  ^  cents  per  100  pounds 
collected  from  complainant  was  unreasonable  in  and  to  the  extent 
that  it  exceeded  a  rate  of  48  cents  per  100  pounds  and  that  reparation 
should  be  awarded  against  defendants  in  the  sum  of  SI  48.50,  with 
interest  from  February  23, 1909,  and  it  will  be  so  ordered. 
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No.  3296. 
NUCOA  BUTTER  COMPANY 

V. 

ERIE  RAILROAD  COMPANY  ET  AL. 


Suhmitted  January  15,  1911.    Decided  February  ij,  1911, 


Complainant  refines  cocoanut  oil,  and  8hii)8,  nnder  trade  names,  a  pare  cocoa- 
nut  olelne,  which  is  chiefly  used  as  a  substitute  for  lard,  and  a  pore 
cocoanut  stearin,  which  is  used  as  a  substitute  for  cocoa  butter.  Defend- 
ants, under  the  Official  Classiflcation,  rate  complaUiant*8  oleine  with  cocoa- 
nut  oil  and  rate  its  stearin  with  cocoa  butter;  Held,  That  cocoanut  oleine 
competing  mainly  with  lard  and  lard  compounds  should  be  rated  not  higher 
tlian  lard  and  lard  substitutes,  and  that  this  record  furnishes  no  ground 
upon  which  to  modify  the  present  rating  of  cocoanut  stearin. 

Charles  Conradia  for  complainant. 

H.  A.  Taylor  and  T,  U.  Burgess  for  defendants. 

Report  of  the  Commission. 

Clements,  Chairman: 

The  issue  presented  in  this  case  is  one  of  dassification  alone.  The 
defendants  named  are  29  carriers  by  rail  operating  in  what  is  known 
as  Official  Classification  territory,  which  may  roughly  be  described  as 
extending  north  of  the  Ohio  and  James  rivers  from  the  Atlantic 
coast  to  the  Mississippi  River. 

Complainant  is  a  corporation  engaged  in  refining  vegetable  oils, 
and,  at  present,  has  its  principal  place  of  business  at  Soho  Park, 
N.  J.,  on  the  line  of  the  Erie  Railroad.  Its  chief  products,  made 
fr(Hn  crude  cocoanut  oil,  are  a  pure  cocoanut  oleine  known  by  the 
trade  name  of  Nucoline,  and  a  pure  cocoanut  stearin  known  by  the 
trade  name  of  Nucoa  Butter.  Under  the  classification  now  in  force, 
Nucoline  takes  third  class  rates  for  less-than-carload  shipments  and 
fifth  class  rates  on  carloads.  Nucoa  Butter  now  takes  second  class 
rates,  1.  c  1.,  and  third  class,  c  1.  Neither  Nucoline  nor  Nucoa 
Butter  is  specifically  rated  in  the  Official  Classification,  nor  are  other 
proprietary  articles  of  the  same  composition  named  therein;  but 
the  defendants  class  Nucoline  and  similar  articles  under  ^^  cocoanut 
oil,'*  and  class  Nucoa  Butter  and  similar  articles  under  "  cocoa  butter 
substitutes,^  and  thereby  obtain  the  ratings. 
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The  prayers  of  the  complainant  are  that  Nucoline  be  classed  with 
^  lard  substitutes,"  which  would  not  change  the  carload  rating,  but 
would  apply  rule  26  of  the  Official  Classification  to  shipments  in 
less-than-carload  quantities,  or  rates  20  per  cent  below  third  class 
rates,  but  not  lower  than  fourth  class  rates;  and  that  Nucoa  Butter 
be  classed  and  rated  with  "  cocoanut  oil ;  "  that  is,  third  class,  1.  c.  L, 
and  fifth  class,  c.  1. 

The  evidence  is  very  full  and  clear  as  to  the  physical  characteris- 
tics and  actual  uses  of  Nucoline  and  Nucoa  Butter.  Nucoline  is  a 
bland  cocoanut  oleine,  resembling  lard  when  in  the  solid  state,  but 
less  liable  than  lard  to  become  rancid.  Its  melting  point  is  about 
71®  F. ;  in  bulk,  due  to  nonconductivity,  it  retains  its  physical  condi- 
tion, either  as  a  fat  or  as  an  oil,  for  some  time  after  this  critical  tem- 
perature has  been  passed.  It  is  used  for  nearly  all  culinary  purposes 
for  which  lard  or  lard  compounds  may  be  used,  but  there  are  ad- 
vantages to  be  derived  from  the  use  of  lard  in  scHne  instances  and 
countervailing  advantages  from  the  use  of  lard  substitutes,  or  of 
Nucoline,  in  others.  Nucoline,  or  pure  cocoanut  oleine,  is  in  good 
demand  for  domestic  use,  where  for  hygienic  or  other  reasons  it  is  not 
desirable  to  mijt  animal  and  milk  fats  in  ordinary  cooking;  in  such 
use  it  is  a  substitute  for  lard.  In  the  baking  industries  it  is  used  as 
a  shortening  for  bread,  cakes,  biscuit,  and  the  like,  the  evidence  indi- 
cating that  the  quality  of  the  finished  goods  varies  with  the  kind  of 
shortening  used;  butter  giving  one  grade  of  goods,  lard  another,  lard 
compounds  another,  and  Nucoline  still  another.  Among  confec- 
tioners cocoanut  oleine  is  used  as  a  slab  dressing,  and  for  salting  pea- 
nuts and  the  like,  and  in  such  use  is  more  desirable  than  are  fats  or 
oils  which  are  more  easily  rendered  rancid.  With  these  modifications 
in  mind  the  effect  of  the  evidence  is  clearly  to  show  that  Nucoline 
18  used  as  a  substitute  for  lard. 

Lard  is  rendered  and  purified  hog  fat;  lard  substitutes  or  com- 
pounds  are  generally  ccHnpounds  of  cottonseed  oil  and  beef  tallow 
in  the  proportions  of  80  per  cent  of  the  former  to  20  per  cent  of  the 
latter.  The  evidence  does  not  show  the  melting  points  of  lard  and 
lard  substitutes,  but  it  does  show  that  for  domestic  uses  these  articles 
are  packed  in  tin  pails  having  slip  or  unsealed  covers.  Nucoline,  for 
domedtic  uses,  is  packed  and  shipped  in  sealed  tin  cans  or  pails,  and 
it  would  appear  to  be  a  fair  inference  from  this  fact  as  well  as  from 
the  whole  record  that  Nucoline,  or  cocoanut  oleine,  has  a  lower 
melting  point  than  either  lard  or  lard  substitutes. 

In  price  Nucoline  has  varied  from  8  cents  per  pound  in  1906  to  12| 
cents  in  1910;  between  the  same  dates  lard  has  varied  from  8  cents 
to  14.43  cents,  and  lard  substitutes  or  compounds  from  5|  cents  to  10) 
cents.    Lard  of  course  follows  the  price  of  hogs;  lard  substitutes 
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follow  the  price  of  lard,  but  Nucoline  does  not  answer  to  the  fluctua- 
tions of  these  commodities.  The  price  of  Nucoline  has  been  governed 
in  the  past  mainly  by  the  price  of  crude  cocoanut  oil  and  only  in  a 
small  degree,  if  at  all,  by  the  price  of  lard.  In  December,  1910, 
when  cash  lard  in  New  York  City  was  declining  and  sold  for  about 
11  cents  per  pound,  Nucoline  was  advanced  frcHn  12  cents  to  12| 
cents  per  pound ;  at  the  same  time  lard  compounds,  or  lard  substitutes, 
sold  as  low  as  9  cents  per  pound. 

From  these  facts  it  will  be  seen  that  the  price  of  Nucoline  is  in- 
dependent of  the  price  of  lard  or  of  lard  substitutes;  this,  however, 
does  not  prove  that  Nucoline,  or  cocoanut  oleine,  is  not  properly  to  be 
considered  as  a  substitute  for  lard,  but  merely  bears  out  the  rest  of 
the  facts  before  us  to  the  effect  that  cocoanut  oleine  as  a  substitute 
for  lard  or  lard  compounds  has  valuable  qualities  that  commend  it  to 
the  public  irrespective  of  the  relative  prices  of  these  articles. 
Whether  cocoanut  oleine,  under  its  various  trade  names,  sells  at  any 
given  time  at  a  price  higher  or  lower  than  the  price  of  lard  is  not  of 
great  moment;  the  important  matter,  from  a  classification  point  of 
view,  is  the  relative  cheapness  of  the  two  commodities  as  compared 
with  butter,  and  with  olive  and  peanut  oils,  or  similar  cooking  fats. 

The  main  objections  urged  by  the  defendants  to  the  rating  or 
classification  of  cocoanut  oleine  with  lard  and  lard  substitutes  were 
that  it  is  practically  oil ;  that  it  is  of  higher  value  than  the  cocoanut 
oil  from  which  it  is  made;  that  it  does  not  compete  with  lard  in  the 
sense  that  other  substitutes  of  lower  value  compete;  and  that  the 
commercial  conditions  do  not  make  such  classification  necessarv. 
Food  oils,  indeed  all  oils,  excepting  aniline  and  essential  oils,  in 
wooden  barrels,  under  the  Official  Classification  take  third  class  rates 
in  less-than-carload  shipments  and  fifth  class  rates  in  carloads;  cot- 
tonseed oil  in  the  form  of  a  lard  substitute,  however,  is  rated  under 
rule  26  lower  than  third  class,  and  yet  in  price,  in  desirability  for 
use  in  cooking,  and  in  other  ways  it  is  a  commodity  of  greater  value 
than  the  crude  cottonseed  oil  from  which  it  is  made.  Crude  cocoanut 
oil  can  not  compete  with  lard,  but  refined  cocoanut  oleine  can  and 
does  so  com[>ete  and  without  regard  to  whether  lard  or  cocoanut 
oleine  is  the  higher  in  price. 

Upon  the  record  before  us  we  are  of  the  opinion,  and  therefore  find, 
that  Nucoline,  or  pure  cocoanut  oleine,  is  entitled  to  be  classified  with 
lard  and  lard  compounds,  and  that  any  discrimination  in  the  rates 
applied  on  these  commodities  is  undue. 

Nucoa  Butter,  the  other  refined  product  of  the  complainant,  is  a 
pure  cocoanut  stearin.  At  all  ordinary  temperatures  it  is  a  solid  and 
is  shipped  in  cakes  or  blocks  packed  in  boxes.  Its  chief  uses  are 
found  in  the  manufacture  of  confectionery  and  bakery  articles  of 
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high  grade,  and  in  such  uses  it  is  undoubtedly  a  substitute  for  cocoa 
butter.  Cocoa  butter,  it  may  be  well  to  state,  is  a  butter  derived  froni 
the  cacao  nut  in  making  the  cocoa  of  the  breakfast  table.  In  no  view 
of  the  matter  can  we  regard  Nucoa  Butter,  or  any  cocoanut  stearin, 
as  entitled  to  be  classed  and  rated  the  same  as  cocoanut  oil.  For  the 
purposes  of  transportation  it  is  not  an  oil;  in  value  it  varies  from 
170  to  over  200  per  cent  of  the  price  of  cocoanut  oil ;  and  its  main 
use  is  actually  as  a  substitute  for  cocoa  butter.  We  do  not  see  on 
the  facts  now  before  us  any  impropriety  in  the  present  classification 
of  Nucoa  Butter  and  other  cocoanut  ^earins.  Indeed,  if  cocoanut 
oleine  is  entitled  to  the  lard  rating  because  it  competes  with  lard, 
cocoanut  stearin  ought  not  to  have  a  lower  rating  than  the  cocoa 
butter  with  which  it  compete& 

This  complaint  was  brought  in  the  name  of  the  Nucoa  Butter 
Company  alone,  the  defense  of  the  Official  Classification  was  made 
by  the  Erie  Railroad  Company,  acting  for  all  the  defendants;  but 
that  the  matter  was  not  merely  an  individual  objection  to  the  classifi- 
cation was  made  plain  at  the  hearing  when  a  competing  producer  of 
cocoanut  oleine  and  cocoanut  stearin  voluntarily  appeared  as  a  wit- 
ness for  the  complainant  and  when  the  chairman  of  the  Official 
Classification  Committee  testified  on  behalf  of  the  carriers.  Through- 
out this  report  we  have  endeavored  to  make  plain  that  our  finding 
with  respect  to  the  proper  classification  of  cocoanut  oleine  is  not 
confined  to  the  particular  product  known  under  the  trade  name  of 
Nucoline,  but  extends  to  all  such  products  without  regard  to  their 
particular  designations. 

An  order  in  accord  herewith  will  be  issued. 
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No.  3097. 

PACIFIC  COAST  BISCUIT  COMPANY 

t>. 

OREGON  RAILROAD  &  NAVIGATION  COMPANY  ET  AL. 


Submitted  November  7, 1910.    Decided  Febnuny  IS,  1911. 


A  transcontinental  tariff  provided  one  rate  on  wax  or  gummed  paper  and  a  lower  rate 
on  wrapping  paper.  The  paper  shipped  by  complainant  was  slightly  waxed  with 
paraffin,  and  although  sometimes  used  as  an  outside  wrapper,  it  was  what  is  known 
to  the  trade  as  wax  paper;  Ileldf  That  having  established  a  specific  rate  on  wax 
paper,  defendants  were  compelled  to  apply  that  rate  to  all  grades  and  qualities 
of  wax  paper,  regardless  of  the  use  to  idiich  it  mig^t  be  put. 

Lew  Anderson  for  complainant. 

A,  C.  Spencer  for  Or^on  Railroad  &  Navigation  Company. 

Repobt  of  the  Commission. 

By  the  Commission: 

The  issue  raised  in  this  proceeding  is  whether  a  rate  of  SI. 20  per 
100  pounds  assessed  by  defendants  for  the  transportation  of  a  car- 
load of  paper  from  Bennington,  Vt.,  to  Portland,  Oreg.,  m  February, 
1908,  was  lawfully  applicable  under  the  tariff  then  in  force.  Com- 
plainant alleges  that  the  shipment  was  entitled  to  a  rate  of  75  cents 
under  the  tariff. 

Transcontinental  Freight  Bureau  West-Boimd  Tariff,  in  effect  at 
date  of  shipment,  contained  several  items  applying  on  paper,  but  only 
three  of  them  need  be  considered  in  this  case.  The  description 
applied  to  complainant's  traffic  by  the  Transcontinental  Inspection 
and  Weighing  Bureau,  under  which  a  rate  of  SI. 20  applied,  was  as 
follows: 

Paper.  Envelopes  (in  boxes);  shipping  tags;  papeterie;  cardboard^  including  cut 
cards  (not  printed)  and  paper  photographic  cards  (cut  or  uncut);  picture  matting; 
check  paper  for  cash  registers;  cigarette  paper;  and  wax  or  gummed  paper. 

A  rate  of  SI  was  applicable  to  paper  deecribed  in  the  tarifb  as 
foUows: 

Paper.  Wrapping  (printed  or  not  printed);  manila  tag  board  and  tailors'  patten 
paper. 
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A  rate  of  75  cents  was  provided  for  articles  coining  within  the  fol- 
lowing description: 

Paper.  Wrapping  paper,  n.  o.  s.,  manila  tag  board  and  tailors'  pattern  paper;  car- 
tien*  liability  limited  to  6  cents  per  pound. 

The  shipment  was  released  to  a  valuation  of  5  cents  per  100  pounds, 
and  was  billed  as  wrapping  paper  by  the  initial  line,  presumably  in  con- 
formity with  the  shipper's  description,  and  at  destination  the  freight 
charges  were  assessed  on  basis  of  the  rate  appUcable  to  wax  paper. 
Conceding  that  no  rate  in  excess  of  SI  could  have  been  appUed  to  a 
carload  shipment  of  an  article  properly  described  as  wrapping  paper, 
the  question  to  be  determined  is  which  one  of  the  terms  '*  wax  paper" 
or  ** wrapping  paper"  was  properly  descriptive  of  the  commodity 
shipped. 

The  evidence  and  exhibUs  show  that  the  paper  was  waxed  with 
paraiBn.  It  is  used  by  complainant  as  an  inside  Uning  for  cartons 
containing  crackers,  and  as  an  outside  wrapper  for  protection  against 
moisture  on  packages  which  will  be  subjected  to  a  moist  or  damp 
climate.  Two  invoices  from  the  vendor  are  on  file,  on  one  of  which 
the  commodity  is  described  as  "carton  lining,"  in  the  other  as  "dry 
wax  biscuit  paper."  In  this  connection  complainant's  general  man- 
ager testified: 

One  bill  clerk  would  caU  it  dry  wax  paper,  and  another  clerk  would  caU  it  carton 
Uners;  another  would  caU  it  dry  wax  wrapping  paper;  merely  a  matter  as  to  the  par- 
ticular biU  clerk  they  have.  The  article  aU  through  the  entire  contract  is  that  one 
kind  of  paper — dry  wax. 

An  expert  who  appeared  at  the  invitation  of  complainant  and 
defendants  testified  that  there  is  no  term  in  his  business  that  is  as 
broad  and  comprehensive  as  the  term  "wrapping  paper;"  that  high- 
grade  tissue  and  writing  papers  are  used  for  wrapping  purposes  in 
some  lines  of  business;  but  when  asked  if  he  would  take  out  of  stock 
the  paper  similar  to  that  imder  consideration  in  case  a  retailer  came 
to  his  establishment  and  ordered  several  hundred  pounds  of  ordinary 
wrapping  paper  he  replied: 

Not  unless  he  wanted  it  for  a  certain  specified  purpose.  If  he  wanted  to  protect 
something  from  dampness,  I  would  consider  this.  But  as  a  matter  of  iact  this  par- 
ticular paper  is  not  regularly  carried  by  any  ordinary  papertiouse— usually  supplied 
to  order.  Our  wax  paper  is  of  an  entirely  different  character  of  material,  more  intended 
for  use  between  layers  of  candy  or  anything  else  that  has  a  tendency  to  have  moisture 
ruin  it. 

A  rate  of  90  cents  has  since  been  established  on  ''grease-proof 
wrapping  paper/'  and  complainant's  shipments  of  paper  of  the 
quality  here  described  are  accorded  the  90-cent  rate  by  the  carriers. 

Confusion  in  tariff  interpretation  is  likely  to  be  encountered  where 
descriptions  of  a  commodity  refer  in  one  instance  to  the  use  to  which 
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the  article  is  devoted  and  in  another  instance  to  the  inherent  quality 
of  the  article.  As  a  matter  of  tariff  interpretation,  we  are  constrained 
to  hold  that  a  specific  rate  having  been  established  on  wax  paper, 
defendants  were  compelled  to  apply  that  rate  to  all  grades  and  quali- 
ties of  wax  paper,  regardless  of  the  use  to  which  it  was  put.  Although 
this  paper  was  admittedly  used  in  part  as  an  outside  wrapper,  it  is 
clear  that  it  is  a  wax  paper  as  that  term  is  understood  in  the  trade, 
and  it  follows  that  the  proper  rate,  under  the  tariffs  in  force,  was 
applied  by  the  carriers. 

The  tariff  provisions  applying  on  paper,  hereinbefore  referred  to, 
are  such  as  to  lead  to  great  confusion  and  misunderstanding,  if  not 
to  actual  discrimination,  in  their  appUcation  to  the  numerous  kinds 
and  grades  of  paper.  In  readjusting  these  provisions  since  this  com- 
plaint was  filed,  the  carriers  virtually  admit  that  the  tariffs  were  not 
free  from  confusion,  and  we  are  of  the  offtiion  that  defendants  should 
at  once  give  special  consideration  to  the  subject  of  papers  and  place 
their  tariff  provisions  with  respect  thereto  upon  a  more  logical  and 
simplified  basis,  if  possible,  making  fewer  items  and  between  such 
items  as  are  established  making  the  lines  of  demarkation  clear  and 
free  from  ambiguity     The  complaint  will  be  dismissed. 
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No.  1666. 
BOARD  OF  RAILROAD  COMMISSIONERS  OF  IOWA 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SubmitUd  January  P,  1910,     Decided  February  ISy  1911, 


1.  The  n^  revenaes  of  a  carrier  have  often  an  undoubted  and  important  bearing 

upon  the  question  of  the  reasonableness  of  its  rates,  but  the  fact  that  they 
are  greater  than  the  returns  on  ordinary  business  enterprises  is  not  sufficient 
in  itself  to  justify  a  finding  that  the  rates  are  excessive;  the  value  of  the 
service  and  other  factors  that  enter  into  the  construction  of  rates  must  also 
be  taken  into  consideration. 

2.  A  total  chai^  approximating  30  cents  per  passenger,  consisting  of  a  toll  of  25 

cents  and  mileage,  for  passage  across  the  Dubuque  bridge  found  not  to  be 
unreasonable  when  viewed  from  the  standpoint  of  all  the  carriers  participating 
in  the  traffic. 

ff.  W.  Byers  and  John  R.  Waller  for  complainant. 

Blewett  Lee  and  J.  M.  DicJcinson  for  Illinois  Central  Railroad  Com- 
pany and  Dunleith  &  Dubuque  Bridge  Company. 

A.  O.  Briggs^  O,  W.  MarJcham^  W,  J.  Ainsworth^  Davis^  Kellogg 
€&  Severance  J  and  Tlurd^  Lenehan  cjfe  Kiesel  for  Chicago  Great  Western 
Railway  Company. 

Hale  llolden  and  Chester  M.  Dawes  for  Chicago,  Burlington  & 
Quincy  Railroad  Company. 

Report  of  the  Commission. 

IIaelan,  Commissioner: 

The  complaint  in  this  case  concerns  a  fare  of  30  cents  charged  by 
the  defendant  railroad  companies,  as  the  complainant  alleges,  for  the 
transportation  of  passengers,  both  locally  and  on  through  journeys, 
over  the  bridge  of  the  Dunleith  &  Dubuque  Bridge  Company  between 
Dunleith  or  East  Dubuque,  in  the  state  of  Illinois,  and  Dubuque,  in 
the  state  of  Iowa.  It  is  alleged  that  the  rate  is  excessive  and  unreason- 
able in  and  of  itself,  as  well  as  discriminatory  in  that  the  defendants 
do  not  make  the  charge  on  passenger  traffic  between  Dubuque  and 
Chicago,  although  the  30-cent  fare  is  demanded  of  passengers  traveling 
between  Illinois  points  west  of  Chicago  and  all  stations  in  Iowa, 

including  Dubuque. 
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The  hifttorj  of  the  bridge  is  this:  The  Dunleith  &  Dubuque  Bridge 
Company  was  incorporated  under  a  special  act  of  the  legislature 
of  Illinois,  approved  February  14,  1857,  enacted  for  the  purpose  of 
Hocuring  the  ei-ection  of  a  bridge  across  the  MiesLssippi  River  at  this 
point.  The  act  provided  that  the  work  should  be  commenced  within 
two  years  and  be  completed  within  ten  years  after  the  date  of  its 
passage.  But  the  authority  of  the  federal  government  to  span  the 
river  with  a  bridge  at  that  point  was  not  given  until  July  25,  1866, 
when  an  act  of  Congress  was  approved  authorizing  the  erection  of 
such  a  structure.  At  that  date  no  part  of  the  work  bad  been  done 
by  the  bridge  company,  and  a  second  act  was  therefore  passed  by 
the  legislature  of  Illinois,  approved  March  8,  1867,  extending  the 
time  for  the  commencement  and  the  completion  of  the  enterprise.  A 
bridge  company  of  the  same  name  filed  its  articles  of  incorporation  in 
the  state  of  Iowa  on  June  3,  1867.  On  July  6  of  that  year  the  two 
bridge  companies,  apparently  under  proper  authority  in  the  general 
laws  of  the  state  of  Illinois,  were  consolidated  under  the  name  of  the 
Dunleith  &  Dubuque  Bridge  Company,  and  that  is  the  company  now 
before  us.  The  consolidation  was  subsequently  ratified  by  a  special 
act  of  the  legislature  of  the  state  of  Iowa,  approved  February  28, 
ltK)7. 

The  actual  erection  of  the  bridge  was  commenced  in  1867,  and  the 
structure  appears  to  have  been  completed  during  1870.  The  bridge 
proper  consists  of  a^raw  and  five  spans,  and  is  1,536  feet  in  length. 
It  was  built  pui-ely  for  railroad  purposes  and  has  room  for  only  one 
track.  The  passenger  station  of  the  Illinois  Central  in  Dubuque  is 
about  three-fourths  of  a  mile  south  of  the  west  end  of  the  bridge,  and 
the  bridge  track  is  extended  to  that  station  and  is  owned  by  the  bridge 
company.  Its  total  trackage  is  6,891  feet  in  length.  The  distance 
between  the  east  end  of  the  bridge  and  the  Illinois  Central  passenger 
station  in  t^t  Dubuque  is  1,400  feet.  This  track  is  owned  by  the 
railroad  company.  The  distance  from  the  station  of  the  Illinois  Cen- 
tral in  Dubuque  to  its  passenger  station  in  East  Dubuque  is  about  1.6 
miles. 

The  material  facts  in  the  financial  history  of  the  bridge  company,  as 

we  gather  them  from  the  record,  are  as  fellows:  The  original  cost  of 

.1 — i™,o  „„d  gjx  8|)ans,  together  with  the  abutments  and  piers,  seema 

1  ^89,989,1(2.    The  total  amount  expended  on  the  bridge, 

le  laeit-nained  itom,  from  June,  1867,  to  February  14, 1895, 

iit2.S2.    This  sum  embraces  expenditures  for  replacements 

lente  during  those  years,  but  does  not  include  the  oost  of 

untenance  and  repairs.     During  the  years  1896  to  1898 

was  piirtiully  rebuilt,  but  at  what  cost  is  not  definitely 

e  record.     It  is  to  be  observed  that  the  total  value  of  tlio 
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property,  as  assessed  by  the  taxing  authorities  of  the  two  states,  is 
$1,864,048.  Of  this  amount  $1,090,000  is  assessed  in  Illinois  and 
$756,048  in  the  state  of  Iowa. 

The  Illinois  Central  Railroad  was  completed  to  East  Dubuque  in 
1854,  and  on  November  18, 1867,  it  joined  with  the  Dubuque  &  Sioux 
City  Railroad  Company,  the  latter  comprising  what  is  now  knowo  as 
the  Illinois  Central  lines  went  of  the  Mississippi  River,  in  an  agree- 
ment with  the  bridge  company  wherein  the  latter  undertook  to  erect 
the  bridge  and  to  maintain  and  keep  it  in  repair  in  perpetuity.  In 
this  agreement  the  bridge  company  granted  to  the  two  railroad 
companies  the  perpetual  right  to  use  the  bridge.  The  bridge 
company  also  agreed  to  furnish  to  the  Illinois  Central  land  in 
Dubuque  ^^  sufficient  to  enable  it  to  transact  its  freight  and  passen- 
ger business  in  said  city,  and  to  prepare  and  maintain  a  proper  and 
sufficient  railroad  track  from  such  bridge  to  the  said  land."  The 
two  railroad  companies  on  their  part  agree  to  use  the  bridge  in  perpe- 
tuity; to  pay  the  bridge  company  25  cents  for  each  passenger  carried 
by  them  across  the  river;  and  on  freight  to  pay  a  graduated  rate  pei 
100  pounds,  decreasing,  in  accordance  with  a  schedule  set  forth  in  the 
agreement,  as  the  tonnage  increases.  Should  the  freight  earnings  of 
the  bridge  company  from  all  sources  fall  below  $80,000  in  any  one 
year,  the  deficiency  is  to  be  made  up  by  the  two  railroad  companies. 
Any  surplus  revenue  from  freight  over  $150,000  is  to  be  divided 
three-sixths  to  the  bridge  company,  two-sixths  to  the  Illinois  Central, 
and  one-sixth  to  the  Dubuque  &  Sioux  City  Railroad  Company. 

Under  the  terms  of  the  agreement  other  railroad  companies  are 
permitted  to  use  the  bridge  in  the  transportation  both  of  freight  and 
passengers;  and  on  January  25,  1888,  the  Chicago,  St.  Paul  &  Kan- 
sas City  Railway  Company,  now  known  as  the  Chicago  Great  Western 
Railway  Company,  acquired  that  right  under  a  contract  with  the 
bridge  company.  On  February  25,  1889,  a  substantially  similar  con- 
tract was  made  with  the  Chicago,  Burlington  &  Quincy  Railroad 
Company.  By  the  terms  of  these  agreements  the  Chicago  Great 
Western  is  required  to  pay  to  the  bridge  company,  in  monthly  install- 
ments, an  annual  rental  of  $30,(MX),  and  the  Chicago,  Burlington  & 
Quincy  an  annual  rental,  in  monthly  installments,  of  $18,000.  The  dif- 
ference in  the  amounts  paid  by  the  two  companies  is  ascribed  on  the 
record  to  the  fact  that  the  bridge  has  greater  value  to  the  Chicago 
Great  Western  than  to  the  Burlington.  The  former  runs  into  and 
beyond  Dubuque,  while  the  latter  does  not  run  into  Dubuque  at  all; 
its  main  line  stops  at  East  Dubuque  and  its  passengers  are  carried 
across  the  river  to  Dubuque  on  a  ^'  stub"  train.  In  addition  to  their 
fixed  rentals  each  line  using  the  bridge,  including  the  Illinois  Central 
and  the  Dubuque  &  Sioux  City,  is  required  monthly  to  pay  a  share  of 
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the  cost  of  maintenance,  repairs,  and  taxes,  based  upon  the  proportion 
which  the  wbeelage  of  each  company  bears  to  the  entire  wheel^e 
orer  the  bridge  during  each  month. 

Between  East  Dnbaqae  and  Galena  Junction,  a  distance  of  aboat  13 
inile»,  are  two  tracks,  one  of  which  belongs  to  the  Illinois  Central  and 
the -other  to  the  Bnrlii^on.     Under  a  contract  between  them  the^e 
tracks  are  used  by  all  the  companies  mentioned  in  this  proceeding, 
one  track  being  used  for  eastbound  trains  and  the  other  for  west- 
bound trains.     In  this  agreement  the  Great  Western  undertakes  to 
abstain,  so  far  as  it  legally  may,  from  taking  any  freight  or  passenger 
traffic  to  or  from  East  Dubuque  or  to  or  from  any  point  between  Eaitt 
Dubuque  and  Galena  Junction.     In  order  to  carry  out  this  stipulation 
neither  the  passenger  nor  the  freight  trains  of  the  Great  Western  are 
stopped  at  t^t  Dubuque.     In  the  original  contract  between  the  bridge 
company,  the  Dubuque  &  Sioux  City,  and  the  Ulioois  Central,  the 
right  was  reser^-ed  to  the  latter  company  to  arrange  the  time-table 
and  running  regulations  of  any  other  lines  that  might  later  acquire 
the  ri^ht  to  iimi  the  bridge.     There  are  no  local  bridge  trains  between 
•ubuque  and  the  very  limited  passenger  traffic  by 
points  is  carried  on  the  through  trains  of  the 
the  stub  train  of  the  Burlington  which  connects 
h  all  through  trains  of  that  road. 
n  these  facts  that  the  Illinois  Central  Railroad 
the  situation;  it  owns,  or  at  least  indirectly  cod- 
pany,  and  it  controls  the  Dubuque  &  Sioux  City 
In  a  proceeding  against  it  by  the  attorney- 
or  an  accounting  under  its  charter  and  a  pro- 
»n>ttitutioD  requiring  it  to  pay  the  state  annually 
ts  earnings,  it  was  said  that  the  lUinoia  Central 
dgo  company,  or  at  least  had  subscribed  exten- 
issue  of  capital  stock.     In  tbb  proceeding,  that 
1.     But  the  record  contains  much  testimony  as  to 
the  Illinois  Central,  the  bridge  company,  and  a 
the  Mississippi  Valley  Corporation.    All  but  5 
Mtoi-k  of  the  bridge  company  are  owned  by  the 
>rporation,  the  latter  being  in  turn  owned,  at  least 
ing  absoUiIely  controlled,  by  the  Illinois  Central 
Its  officers,  an  well  as  the  officers  of  the  bridge 
llioprs  of  the  railroad  company.     It  will  not  be 
■lowly  Uy  examine  the  record  in  order  to  ascertain 
laliou  liotwcen  the  three  companies.    It  suffices 
»r  the  Illinois  Central  Railroad  Company  during 
U4  nilinittcd  that  for  all  practical  purposes  and 
in  this  couiplaint,  the  Illinois  Central  might  be 
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regarded  as  the  owner  of  the  bridge  in  question.  We  turn  our  atten- 
tion, therefore,  to  the  reasonableness  of  the  rates  that  are  exacted  by 
the  several  defendants  for  the  transportation  of  passengers  by  rail  over 
the  river  between  Dubuque  and  East  Dubuque. 

From  a  statement  filed  of  record  by  the  defendant  it  appears  that 
the  total  income  of  the  bridge  company  for  the  last  ten  years  has 
averaged  about  $175,000  a  year.  This  amount  includes  the  $30,000 
yearly  rental  paid  by  the  Chicago  Great  Western  and  the  $18,000 
paid  by  the  Burlington,  which  amounts  seem  to  be  credited  to  the 
total  freight  receipts  of  $150,000  paid  by  the  Illinois  Central.  It  also 
includes  the  25  cents  paid  by  the  Illinois  Central  to  the  bridge  com- 
pany for  each  passenger  transported  across  the  bridge.  The  $175,000 
would  therefore  seem  to  be  a  net  yearly  income,  since  the  cost  of 
maintenance,  repairs,  and  taxes  are  paid  by  the  three  companies  using 
the  bridge  in  proportion  to  their  wheelage.  The  total  income  of  the 
bridge  for  the  last  five  years  has  averaged  about  $181,000,  from  which 
it  may  fairly  be  inferred  that  its  earnings  in  the  future  are  not  likely 
to  be  diminished,  so  long  at  least  as  no  other  bridge  is  erected  by 
competitors  at  or  near  that  point  In  round  numbers,  the  net  earn- 
ings of  the  bridge  company  are  said  to  amount  to  about  20  per  cent 
on  the  original  cost  of  the  structure,  and  this  fact  the  complainant 
strongly  urges  upon  our  attention  as  a  reason  for  requiring  a  reduc- 
tion in  the  amount  of  the  bridge  tolls  exacted  on  passenger  traffic. 
As  a  matter  of  fact,  however,  these  results  to  the  bridge  company 
appear  as  book  accounts  only.  Apparently  it  has  no  actual  cash  trans- 
actions. The  Illinois  Central  really  pays  it  nothing  under  the  contract 
between  them;  this  is  all  adjusted  by  book  entries.  The  rentals 
due  from  the  Burlington  and  Chicago  Great  Western,  as  we  under- 
stand the  matter,  are  handled  in  the  same  way.  Considered  therefore 
from  the  standpoint  of  the  Illinois  Central,  as  the  owner  of  the  bridge 
and  the  1)eneficiary  of  all  its  revenues,  the  result  of  the  bridge  opera- 
tions, when  analyzed,  seems  to  be  that  the  Illinois  Central  receives  a 
guaranteed  income  of  $^,000,  being  the  sum  of  the  annual  rentals 
paid  by  the  other  two  lines;  it  also  collects  upon  its  own  passenger 
traffic  across  the  bridge  from  $20,000  to  $30,000  a  year.  Out  of  these 
gross  cash  revenues  aggregating,  say,  from  $70,000  to  $80,000  annu- 
ally it  pays  its  proportion,  according  to  wheelage,  of  the  cost  of  main- 
tenance, repairs,  and  taxes;  the  balance  of  those  items  of  expense 
being  paid  through  the  Illinois  Central  by  the  Burlington  and  Chicago 
Great  Western.  What  remains  of  the  gross  annual  revenues  thus 
received  by  the  Illinois  Central  is  the  net  income  that  accrues  to  it 
from  its  ownership  of  the  bridge,  after  all  its  traffic,  both  freight  and 
passenger,  has  been  moved  across  it.  It  is  only  by  assigning  Uie  con- 
tract value  to  this  traffic  movement  over  the  bridge  that  the  earnings 
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of  the  bridge  company  on  the  investment  can  be  said  to  approximate 
BO  large  a  percentage  as  above  indicated. 

"  But  the  fact  that  the  net  revenues  of  the  niinoia  Central  from  its 
ownership  of  the  bridge,  when  so  estimated,  may  be  greater  than 
the  returns  on  ordinary  business  enterprises  is  not  suflScient  in  itself 
to  justify  a  holding  that  the  bridge  tolls  are  excessive.  Bridges 
are  and  have  been  regarded  as  precarious  properties;  they  may  be 
damaged  or  entirely  swept  away  by  floods,  and  the  erection  of  other 
bridges  near  by  may  draw  away  their  tenants  and  thus  seriously  affect 
their  earning  capacity.  The  net  revenues  have  an  undoubted  and 
often  an  important  bearing  upon  the  question  of  the  reasonableness 
of  rates,  but  the  value  of  the  service  to  the  shipper  and  the  other 
elements  so  often  referred  to  as  entering  into  the  reasonableness  of 
rates  must  also  be  taken  into  consideration.  In  this  connection 
Canada  Southern  Ry.  Co,  v.  International  Bridge  Co,^  8  App.  Oases, 
731,  is  not  without  interest  A  railroad  company  may  be  operated 
with  a  less  return  than  it  ought  to  enjoy  or  even  at  a  loss,  but  neither 
condition  of  affairs  would  justify  the  exaction  by  it  of  rates  that  are 
higher  than  they  reasonably  should  be  for  services  performed,  all 
things  being  considered.  So  also  the  fact  that  the  net  earnings  of  a 
carrier  may  be  large  does  not  of  itself  justify  us  in  fixing  a  rate  at 
less  than  is  reasonable  for  the  service,  all  other  things  being  con- 
sidered. While  bearing  in  mind  the  generous  returns  received  on  the 
bridge  investment  by  the  Illinois  Central,  we  must  therefore  also 
consider  what  else  is  disclosed  upon  the  record. 

On  the  argument  the  principal  defendant  emphatically  denied  that 
every  passenger  carried  across  the  bridge  pays  a  toll  of  30  cents  or 
even  of  25  cents.  In  support  of  its  contention  an  exhibit  was  filed 
showing  payments  made  by  15,095  passengers  over  its  own  line  that 
crossed  the  bridge  during  the  month  of  July,  1908.  Of  these,  23.4 
per  cent  paid  nothing  in  addition  to  the  regular  fare  constructed  on  a 
mileage  basis,  40  per  cent  paid  10  cents  in  addition  to  the  regular  fare, 
and  36.6  per  cent  paid  the  full  arbitrary  of  25  cents  in  addition  to  the 
regular  mileage  rate  basis.  The  average  passenger  toll  paid  to  that 
defendant  during  that  month,  which  was  selected,  as  is  explained, 
because  it  was  the  last  month  for  which  the  accounts  had  been  made 
up  prior  to  the  hearing,  is  said  to  have  been  13.15  cents  per  passen- 
ger. Upon  inquiry  the  Chicago  Great  Western  was  unable  to  give  us 
exact  figures,  but  it  estimates  that  during  the  fiscal  year  ending  June 
80, 1909,  it  carried  about  85,000  passengers  across  the  bridge,  of  which 
only  about  85,000  paid  fares  involving,  on  account  of  the  bridge  toll, 
something  in  addition  to  the  regular  mileage  basis.  Of  these  35,000 
passengers  10,<H)0,  as  is  estimated,  paid  fares  that  included  the  full 

bridge  arbitrary  of  25  cents;  the  remainder  of  the  35,000  passengers 
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paid  fares  that  averaged  about  10  cents  for  the  bridge  service  in  addi- 
tion to  the  regular  mileage.  On  the  other  hand,  the  Burlington  asserts 
that  it  carried  but  82,842  passengers  over  the  bridge  during  the  fiscal 
year  ending  June  80, 1908,  and  that  the  cost  to  it  for  the  service  per- 
formed was  37  cents  per  passenger.  It  must  be  remembered,  however, 
that  for  its  rental  of  $18,000  a  year  and  its  proportion  of  the  cost  of 
bridge  maintenance  the  Burlington  not  only  gets  all  its  passengers 
across  the  bridge,  but  all  its  freight  as  well.  This  is  equally  true  of 
the  Chicago  Great  Western;  and  the  actual  results,  so  far  as  the 
Illinois  Central  is  concerned,  have  heretofore  been  explained. 

We  have  not  been  able  to  verify  any  of  these  statistics,  but  assum- 
ing their  approximate  accuracy,  the  figures  of  the  cost  per  passenger 
are  of  the  sort  that  require  explanation.  EsLch  of  the  defendants 
coUects  the  full  amount  of  the  bridge  toll  on  passenger  traffic  from 
all  its  local  points  west  of  Chicago  and  from  all  other  points  where 
competition  permits  it  to  do  so.  It  is  only  from  competitive  points 
that  they  collect  less  than  their  regular  mileage  rate  plus  the  bridge 
arbitrary.  The  Chicago  Great  Western,  being  the  short  line  from 
Chicago  to  Dubuque,  is  the  only  one  of  the  defendants  that  gets  its  full 
mileage  on  passenger  tickets  between  those  points  plus  the  bridge 
arbitrary,  and  the  other  defendants  with  their  longer  hauls  are  com- 
pelled to  meet  its  rate.  The  result  is  that  the  fare  of  the  Burling- 
ton from  Chicago  to  Dubuque  is  shown  on  its  tariffs  as  being  only 
10  cents  higher  than  its  fare  to  East  Dubuque;  and  the  Illinois 
Central,  being  put  in  the  same  position  by  its  longer  mileage,  is  com- 
pelled to  meet  the  rate  of  the  Chicago  Great  Western  from  Chi- 
cago to  Dubuque,  and  does  so  by  publishing  a  fare  to  Dubuque  that 
is  also  but  10  cents  higher  than  its  fare  to  East  Dubuque.  If  there 
were  no  bridge  to  cross,  the  Illinois  Central  and  the  Burlington,  with 
their  longer  lines  from  Chicago  to  Dubuque,  as  heretofore  stated, 
would  still  have  to  meet  the  fare  of  the  Chicago  Great  Western  based 
on  its  shorter  mileage  between  those  points.  It  is  a  more  accurate 
statement,  therefore,  to  say,  not  that  the  Illinois  Central  and  the  Bur- 
lington do  not  receive  the  full  bridge  arbitrary  on  their  passenger 
traffic  from  Chicago  and  other  competitive  points,  but,  as  heretofore 
stated,  that  they  shrink  their  mileage  basis  in  order  to  meet  the  fares 
of  the  short  lines.  It  definitely  appears,  in  fact,  that  the  Illinois 
Central  on  its  books  credits  26  cents  to  the  bridge  company  out  of 
each  fare  collected  by  it  that  involves  a  passage  across  the  bridge. 
We  are  therefore  brought  to  the  question  put  in  issue  by  this 
complaint  whether  the  bridge  toll  exacted  by  the  defendants  is  not 
unreasonable. 

It  is  urged  that  a  bridge  a  mile  long  ought  to  be  regarded  as  simply 
a  mile  of  the  carrier^s  track  and  ought  not  to  be  the  foundation  for 
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any  separate  or  higher  charge.  This,  however,  is  not  the  generally 
accepted  view.  By  reason  of  the  great  cost  of  such  stractores  a  bridge 
has  been  regarded  more  or  less  generally  as  adding  a  oonstmctive 
mileage  to  the.  carrier's  line  for  which  an  additional  charge  may  be  ex- 
acted. Moreover,  bridges  are  ordinarily  bailt  and  operated  by  separate 
companies,  although  not  infrequently,  as  in  this  case,  the  bridge  com- 
panies are  owned  by  the  carrier  or  carriers  that  use  the  bridge.  As  a 
rule,  the  accounts  of  the  bridge  companies  are  kept  separately  and  the 
rights  of  the  owning  carrier  or  carriers  to  use  the  bridge  and  the  com- 
pensation therefor  are  established  and  controlled,  as  in  this  instance, 
by  formal  contract.  The  compensation  is  ordinarily  fixed  in  the  form 
of  a  definite  toll  per  passenger  and  sometimes  a  more  or  less  definite 
charge  is  assessed  on  freight.  The  carriers  usually  lay  the  burden 
upon  the  traveling  and  shipping  public  by  adding  the  tolls  to  their 
regular  fares  and  rates,  and  these  additional  charges  have  been  recog- 
nized as  valid  by  the  Commission.  Freight  BurecM  of  OincintuUi 
Chamber  of  Ckrnimerce  v.  CI,  N.  O.  <&  T.  P.  By.  Go.^  7  L  C.  C.  Bep., 
180;  (hmmerclal  Club  of  Omaha  v.  C.  cfe  N.  W.  By.  Co.,  7  L  C.  C. 
Bep.,  386.  Moreover,  the  practice  of  making  a  higher  charge  on  ac- 
count of  the  bridge  haul,  besides  being  an  old  one,  seems  to  be  more  or 
less  usual  where  competitive  conditions  admit  of  an  additional  charge. 
An  examination  therefore  of  the  tolls  paid,  in  the  form  of  additional 
or  higher  charges  or  otherwise,  for  bridge  service  in  this  region  and 
elsewhere  throughout  the  country  wUl  throw  some  light  upon  the 
charges  exacted  by  these  defendants  and  is  the  most  obvious  test  of 
its  reasonableness. 

Such  an  investigation  has  been  made  with  some  care,  and  it  reveals 
the  fact  that  there  is  no  general  rule  with  respect  to  the  bridge  arbi- 
traries.  In  many  cases  the  bridge  toll  includes  the  transportation, 
while  in  other  cases  an  additional  charge  for  tiie  transportation  over 
the  bridge  upon  the  regular  mileage  basis  is  added  to  tiie  toll.  This 
is  the  case  here  with  the  Chicago  Great  Western,  which,  as  stated,  is 
the  short  line  between  Chicago  and  Dubuque;  and  we  understand  this 
to  be  the  case  with  the  short  lines  between  Dubuque  and  competitive 
points  west  of  Chicago.  It  is  also  the  case  with  the  fares  of  the 
defendants  from  all  noncompetitive  points.  In  all  such  cases  the 
defendants  here  exact  a  bridge  toll  of  25  cents  per  passenger,  and  also 
collect  the  usual  mileage  rate  for  the  distance  covered  by  the  bridge, 
its  approaches,  and  tracks;  this  makes  a  total  charge  of  approximately 
80  cents  per  passenger  for  the  carriage  across  the  river.  Some  of  the 
bridges  are  of  greater  length  than  the  Dubuque  bridge  and  have  longer 
approaches,  while  others  are  shorter  and  have  shorter  approaches. 
The  charge  for  a  passage  over  several  of  them  is  as  much  as  50  cents. 
The  more  usual  toll  is  25  cents,  to  which  in  about  half  the  instances 
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examined  the  mileage  rate  is  added.  Testing  the  charge  of  25  cents 
for  passage  over  this  bridge  with  the  tolls  exacted  for  passage  over 
other  bridges  we  find  it  not  unreasonable.  And  without  laying  down 
any  principle  for  application  elsewhere  but  confining  our  ruling  to 
the  Dubuque  bridge,  we  are  not  prepared  to  say  on  this  record  that 
the  addition  to  the  bridge  toll  of  the  usual  mileage  fare  on  passenger 
trafiic  to  and  from  noncompetitive  points  is  unreasonable.  Viewing 
the  situation  from  the  standpoint  of  all  the  lines  using  the  bridge  we 
see  no  justification  for  the  very  extensive  disturbance  of  the  passenger 
schedules  in  effect  in  this  region  that  would  follow  a  finding  in  con- 
formity with  the  prayer  of  the  petition. 

There  remains  for  consideration  the  question  of  the  local  fares  for 
the  carriage  of  passengers  between  Dubuque  and  East  Dubuque. 
The  record  shows  that  the  bridge  is  not  a  convenient  avenue  for  pas- 
sage by  rail  between  the  two  places,  and  that  on  the  average  not  more 
than  ten  tickets  per  month  have  been  sold  by  the  Illinois  Central  Bail- 
road  Company  locally  between  the  two  points.  Its  station  in  Dubuque 
is  remote  from  the  business  district  of  the  city.  Near  the  railroad 
bridge  is  a  footbridge  built  by  an  independent  and  private  company 
which  has  no  tracks  of  any  kind.  During  the  fiscal  year  ending  May 
1,  1909,  as  we  are  advised,  91,615  round-trip  foot-passenger  tickets 
were  sold  across  this  bridge,  the  round-trip  fare  being  5  cents.  Dur- 
ing the  Bununer  months  a  ferry  carries  passengers  across  the  river  for 
5  cents,  running  every  fifteen  minutes.  Under  these  circumstances 
we  are  not  inclined  to  disturb  the  local  fare  between  the  two  points. 

The  complaint  must  be  dismissed  and  it  will  be  so  ordered. 
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No.  2528. 

TRUCK  GROWERS  ASSOCIATION   OF  CHARLESTON  DIS- 
TRICT, CHARLESTON,  S.  C-, 

V. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY  ET  AL. 


SubmiUed  May  4,  1910.    Decided  Februarp  IS,  1911, 


1.  Rates  on  potatoes,  cabbages,  and  vegetables,  n.  o.  s.,  from  Charleston,  8.  C,  to 
New  York,  Boston,  Philadelphia,  Baltimore,  and  other  northern  markets  found 
not  to  be  unreasonable  in  themselves  or  when  compared  with  the  water-com- 
pelled rates  on  the  same  commodities  irom  Norfolk  and  producing  points  in 
that  district. 

t.  Rates  from  the  same  points  of  origin  to  the  same  destinations  found  not  to  be  out  of 
line  with  the  current  rates  on  the  same  commodities  from  Florida  points;  the 
control  of  these  markets  enjoyed  by  Florida  growers  shown  to  be  due  not  to 
rates  but  to  climatic  and  other  conditione. 

Qeorge  F.  von  Eolnitz  for  complainant. 

Ed.  Baxter  and  B.  Walton  Moore  for  Atlantic  Coast  line  Railroad 
Company;  Southern  Railway  Company;  Richmond,  Fredericksburg 
&  Potomac  Railroad  Company;  and  Washington  Southern  Railway 
Company. 

Frank  W.  OvxiOimey  for  Southern  Railway  Company. 

Report  of  the  Commission. 

Harlan,  Commissioner: 

The  complainant  association,  composed  of  farmers  and  planters 
in  what  is  known  as  the  Charleston  district,  in  the  state  of  South 
Carolina,  alleges  that  the  package  and  carload  rates  exacted  by  the 
defendants  on  cabbages,  potatoes,  beans,  peas,  and  cucumbers  from 
shipping  points  in  that  district  to  points  in  the  states  of  Yirginia, 
Maryland,  Pennsylvania,  New  Jersey,  New  York,  Massachusetts, 
and  the  District  of  Columbia  are  unjust  and  unreasonable.  It  is 
also  alleged  that  the  rates  from  Charleston  to  the  same  destinations  are 
unduly  discriminatory  when  compared  with  the  rates  from  shipping 
points  in  the  states  of  Georgia,  Oklahoma,  Texas,  California,  and 
especially  when  compared  with  rates  from  points  in  Florida,  and  from 
Norfolk,  in  the  state  of  Virginia.    Although  the  rate  on  lettuce  is 
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also  attacked  in  the  complaint  that  contention  was  entirely  aban- 
doned on  the  argument,  as  was  also  the  complaint  against  the  cur- 
rent refrigeration  charges  on  this  traffic.  The  rates  from  points 
in  Georgia,  Oklahoma,  Texas,  and  California  were  also  abandoned 
on  the  argument  as  a  basis  for  testing  the  Charleston  rates. 

While  the  rates  complained  of  are  those  from  Charleston  proper 
and  points  in  the  Charleston  district  to  yarious  destinations,  we  shall, 
for  the  purposes  of  this  report,  confine  our  attention  to  the  rates 
from  Charleston  to  New  York  City,  such  shipments  being  in  every 
way  fairly  typical  of  this  traffic.  At  the  time  the  complaint  was 
filed  these  rates  were  as  follows: 

Cants. 
Potatoes,  per  standard  barrel  or  barrel  crate,  estimated  weight  185  pounds: 

Carloads 65 

Less  than  carloads 58 

Oabbages,  per  standard  barrel  or  barrel  crate,  estimated  weight  120  pounds: 

Carloads 55 

Lees  than  carloads 58 

Vegetables,- n.  o.  s.,  per  bushel  box  or  package,  estimated  weight  50  pounds: 

Any  quantity 80 

The  prayer  of  the  petition  is  that  rates  may  be  established,  to 
New  York  City,  for  example,  on  the  following  maximum  basis: 

Cmti. 

OiU>bage8 perorate..    88 

Potatoes per  barrel. .    58 

Beans,  peas,  cucumbers,  etc per  basket..    28 

At  the  hearing  much  testimony  was  offered  tending  to  show  the 
keen  competition  that  exists  between  the  vegetable  producing  sec« 
tions  of  Florida  and  in  the  territories  surroimding  Charleston  and 
Norfolk.  As  one  of  the  witnesses  expressed  it,  Florida  and  Norfolk 
are  the  ''nightmares"  of  the  Charleston  growers.  Florida  cabbages 
enter  the  market  early  in  January.  Cabbage  shipments  from 
Charleston  commence  the  latter  part  of  March,  and  from  Norfolk 
about  the  second  week  of  May.  By  getting  into  the  markets  so 
much  earlier  Florida  is  not  only  enabled  to  avoid  competition,  but, 
being  practically  the  only  source  of  supply,  it  can  demand  and 
secure  high  prices  for  its  crops.  It  is  said  that  it  even  finds  it 
profitable  to  ship  after  Charleston  has  commenced  to  ship.  Nor- 
folk, on  the  other  hand,  gets  into  the  markets  only  a  short  time 
later  than  Charleston.  But  it  enjoys  a  very  material  advantage 
over  Charleston  in  its  proximity  to  points  of  great  consumption 
as  well  as  in  its  substantially  lower  rates.  The  difficulty  with 
Charleston  is  that,  lying  between  the  two  competing  producing 
districts,  it  is  never  able  to  gain  complete  control  of  the  markets  as 
18  the  case  both  with  Florida  and  with  Norfolk.  Its  shipping  season 
18  practically  confined  to  the  period  between  the  latter  part  of  March 
and  the  first  ten  days  of  May.    By  May  10  shipments  from  Norfolk 
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commence  to  move  and  Charleston  is  practkaUy  put  out  of  the 
markets.  One  witness  states  that  in  1909  he  plowed  under  10,000 
crates  of  cabbages  for  the  reason  that  he  was  ''unable  to  get  the 
freight  out  because  Norfolk  was  in."  It  is  said  that  fully  one-half 
of  the  cabbage  crop  of  Charleston,  shipped  at  the  55-cent  rate,  must 
meet  in  the  northern  and  eastern  markets  the  competition  of  cab- 
bages shipped  from  Norfolk  at  the  18-cent  rate.  The  shipping 
season  for  beans  starts  from  Charleston  early  in  May  and  lasts  only 
10  or  15  days,  not  because  there  are  no  more  beans  to  ship,  but 
because,  by  reason  of  the  competition  north  of  Charleston,  it  is  no 
longer  profitable  to  ship  them. 

While  the  competition  of  the  Florida  traffic  was  discussed  at 
some  length  on  the  hearing  it  was  not  pressed  on  the  argument. 
Among  the  exhibits  filed  by  the  defendants  was  a  table  of  rates 
applying  on  vegetables  from  representatiye  shipping  points  in 
Florida,  indicating,  notwithstanding  the  longer  distance,  that  the 
rate  per  ton  per  mile  from  points  in  Florida  is  in  many  instances 
higher  than  the  rate  per  ton  per  mile  from  Charleston  and  points  in 
that  district.  It  will  be  remembered  that  the  through  rates  from 
Florida  points  are  xnade  up  of  the  rate  to  a  basing  point,  such  as 
Jacksonville,  plus  the  rate  from  the  latter  point  to  destination. 
The  through  rate  on  potatoes  thus  xnade  up  from  Ocala,  for  example, 
a  point  in  Florida  1,074  miles  from  New  York,  is  shown  to  yield  a  ton- 
mile  rate  of  1  cent,  while  the  rate  from  M^gette,  a  point  in  the 
Charleston  district  762  miles  from  New  York,  is  on  the  basis  of  8.5 
mills  per  ton  per  mile.  Comparing  the  rate  from  Charleston  with 
that  from  Jacksonville,  both  being  basing  points,  it  appears  that  the 
per-ton-per-mile  rate  from  Charleston  is  8  mills,  while  that  from 
Jacksonville  is  8.6  mills.  According  to  this  table  the  Florida  cab- 
bage rates,  as  well  as  the  rates  on  vegetables,  also  yield  a  rato 
per  ton  per  mile  higher  for  the  longer  haul  than  the  ton-mile  rato 
from  Charleston  for  a  substantially  shorter  haul.  When  tested, 
therefore,  by  the  Florida  rates  as  shown  on  the  exhibit  in  ques- 
tion we  find  it  difficult  to  see  on  what  grounds  the  Charleston 
rates  may  be  condemned;  and  that  apparently  was  the  view  of  the 
complainants  at  the  conclusion  of  the  hearing,  for,  as  stated,  the 
Florida  rates  were  not  strongly  urged  on  the  argument  as  a  basis 
for  a  reduction  in  the  Charleston  rates.  The  present  any-quantity 
rates  on  vegetables  from  Florida  points  were  examined  in  Florida 
FruU  <k  Vegetable  Shippers'  Protective  Asso.  v,  A.  C.  L.  B.  B.  Co., 
14 1.  C.  C.  Rep.,  476,  and  found  by  the  Commission  not  to  be  unreason- 
able, although  the  carload  rates  there  recommended  were  not  put  in 
effect  until  the  carriers  were  so  ordered  in  Florida  FruU  dk  VegetaHe 
Shippers^  Protective  Asso.  v.  A.  C.  L.  B.  B.  Co.,  17  I.  C.  C.  Rep.,  552. 
rates  from  Charieston  and  points  in  the  Charleston  district  can 
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not  be  adjusted  on  a  lower  basis,  as  we  understand  their  present 
general  relation  to  the  Florida  rates,  without  also  readjusting  the 
latter  rates  and  revising  the  conclusions  reached  in  the  cases  last 
mentioned.  We  are  advised  on  this  record  of  no  reason  for  think- 
ing that  any  mistake  was  made  in  those  cases,  and  certainly  it  will 
not  be  contended  in  this  proceeding  that  the  present  relation  of 
rates  as  between  Charleston  points  and  Florida  points  is  preju- 
dicial to  the  Charleston  growers  imless  we  are  expected  so  to  adjust 
the  Charleston  rates  as  to  overcome  the  natural  advantages  that  the 
Florida  growers  have  in  cb'matic  and  other  conditions. 

The  competition  of  Norfolk  and  the  adjacent  territory  is  apparently 
much  more  severe  than  the  competition  that  the  Charleston  growers 
meet  from  the  producing  districts  in  Florida.  The  advantage  that 
Norfolk  enjoys  in  reaching  the  markets  has  been  partially  explained 
in  what  has  been  already  said.  There  are  some  other  facts,  however, 
that  should  be  mentioned: 

It  appears  that  notwithstanding  its  materially  shorter  haul  the  rate 
per  ton  per  mile  on  these  conmiodities  from  Norfolk  is  substantially 
less  than  the  rate  per  ton  per  mile  from  Charleston,  contrary  to  the 
general  rule  that  the  longer  haul  ought  to  yield  lower  rates  per  ton 
per  mile.  This  is  due,  however,  to  the  special  conditions  that  sur- 
round the  traffic  when  moving  from  Norfolk.  In  addition  to  the 
adaptability  of  the  soil  to  an  extensive  production  of  vegetables, 
the  proximity  of  the  Norfolk  truck  farms  to  Richmond,  Washiogton, 
Philadelphia,  and  New  York,  as  well  as  its  excellent  water  service 
to  those  points,  have  served  to  make  it  an  important  shipping  center 
for  v^etables.  The  great  bulk  of  the  v^etable  traffic  trom  Norfolk 
and  adjacent  territory  moves  by  water.  It  is  said,  in  fact,  that 
vegetables  shipped  from  Norfolk  by  steamship  reach  New  York 
in  about  the  same  length  of  time  as  those  shipped  by  rail  from  Charles- 
ton. And  this  actual  water  competition  undoubtedly  controls  the  Nor- 
folk all-rail  rates  to  the  eastern  markets.  Charleston^  on  the  other 
hand,  seems  not  to  enjoy  the  benefit  of  any  strong  competition  by  water 
to  the  markets  in  question.  Potatoes  are  less  perishable  than  many 
other  vegetables,  and  there  is  an  occasional  movement  by  steam- 
ship to  New  York.  The  record  shows  that  they  can  be  moved 
satisfactorily  in  that  way.  But  the  Clyde  line  recently  handled  some 
cabbages  to  New  York,  and  they  are  said  to  have  arrived  in  impaired 
condition.  Apparently  the  water  service  on  cabbages  is  not  gen- 
eraUy  regarded  as  satisfactory  from  Charleston,  and  according  to  the 
record  now  before  us  few  vegetables  other  than  potatoes  seem  to 
move  in  that  way  from  Charleston  to  any  of  these  markets.  Just 
why  this  should  be  the  case  is  not  clear,  for  it  is  our  understanding 
that  the  coarser  vegetables  sometimes  move  by  water  to  New  York 
and  other  northern  nuurkets — even  from  Florida.    Nevertheless  it 
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definitelj  appears  that  such  water  traffic  as  does  exist  from  Charies- 
ton  is  not  extensive  enough  to  affect  the  all-rail  rates  on  any  of 
these  T^etables  except  potatoes.  The  explanation  suggested  on  the 
argument  was  that  the  Clyde  Line  maintains  no  market  on  its  New 
York  wharf,  and  cargoes  of  vegetables  moving  by  that  line  would 
therefore  have  to  be  trucked  from  its  pier  to  one  of  the  produce 
markets,  a  difficulty  that  the  water  lines  from  Norfolk  seem  to  have 
avoided. 

It  is  clear,  therefore,  that  the  Charleston  rates  on  cabbages,  beans, 
and  other  produce  can  not  properly  be  tested  by  a  comparison  with 
the  rail  rates  from  Norfolk,  which  are  controUed,  as  we  have  seen, 
by  the  active  competition  of  carriers  by  water. 

The  relation  of  the  rates  on  cabbages  and  potatoes  moving  from 
Charleston  was  discussed  at  some  length  on  the  argument  as  well  as 
on  the  hearing.  Both  commodities  take  the  same  rate  per  package 
from  that  point,  while  from  Norfolk  the  rate  per  package  on  cab- 
bages to  New  York  is  substantiaUy  lower  than  the  rate  on  potatoes. 
It  was  urged  that  a  similar  relation  of  rates  as  between  cabbages  and 
potatoes  should  obtain  from  Charleston,  and  under  ordinary  circum- 
stances there  would  be  some  force  in  the  contention.  The  defendants, 
however,  assert  that  the  Charleston  potato  rate  is  a  water-compelled 
rate,  and  that  a  higher  all-rail  rate  would  divert  the  traffic  to  the 
water  lines.  And  this  view  of  the  matter  seems  to  be  justified  by  the 
fact,  heretofore  alluded  to,  that  potatoes  may  be  shipped  success- 
fully by  water,  and  the  further  fact  that  they  occasionally  actually 
move  to  the  northern  markets  in  that  way. 

Another  point  earnestly  urged  upon  our  attention  by  the  com- 
plainant was  that  the  rates  in  question  are  unreasonable  when  con- 
sidered from  the  stand]>oint  of  the  value  of  the  conmiodities  and 
the  profits  of  those  who  cultivate  them.  In  support  of  this  con- 
tention much  testimony  was  offered  tending  to  show  the  average 
prices  of  thcM^  vegetables  in  the  New  York  market.  But  particular 
stress  was  laid  upon  an  exhibit  offered  by  one  of  the  Charleston 
planters  showing  that  his  net  profits  for  1908  were  $16  an  acre, 
while  the  gross  charges  paid  by  him  to  the  railroads  for  getting  his 
produce  to  market  amounted  to  $60  an  acre.  For  the  following 
year  his  net  profits  seemed  to  have  been  the  same,  while  the  freight 
charges  paid  by  him  to  the  carriers  are  put  at  $63  an  acre.  The  same 
exhibit  shows  that  while  the  witness  lost  $40  an  acre  on  30  acres  of 
land  planted  to  cabbages  in  1908,  he  made  a  net  profit  of  $19  an  acre 
on  42  acres  planted  to  cabbages  in  the  foUowing  year.  For  1908  lus 
net  profit  on  beans  was  but  $3  an  acre,  while  for  the  following  year 
his  beans  yielded  him  a  net  profit  of  $52  an  acre.  During  1908  and 
1909  he  made  no  money  on  peas,  but  he  assigned  this  result,  not  to 
the  rates  demanded  by  the  carriers,  but  to  the  extensive  competition 
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of  the  planters  of  peas  at  Beaufort,  in  the  state  of  South  Carolina. 
The  record  also  contains  much  information  as  to  the  effect  on  the 
crops  of  the  character  and  richness  of  the  soil,  the  methods  of  cul- 
tivation, and  the  amount  of  fertilizer  that  is  used.  Weather  condi- 
tions also  play  a  no  small  part  in  the  results  accruing  from  the  labors 
of  the  planters.  It  appears  that  in  1908  an  extensive  rainfall  seri- 
ously ejected  the  cabbage  crop  of  the  Charleston  district,  while  in 
1909  frosts  destroyed  about  one-sixth  of  the  lettuce  crop.  Cucum- 
bers are  often  entirely  destroyed  by  blight.  One  witness  stated  that 
he  had  not  had  a  full  crop  for  five  years.  But  even  when  all  these 
conditions  are  favorable  and  a  bountiful  crop  is  produced  the  diffi- 
culties of  the  planters  are  not  ended.  The  markets  are  not  infre- 
quently glutted  by  produce  from  other  quarters  and  losses  result. 
There  is  sometimes  also  an  overproduction  in  a  particular  district. 
In  1908,  for  example,  more  cabbages  were  produced  in  the  Charleston 
district  than  could  be  disposed  of  to  advantage,  in  consequence  of 
which  it  was  agreed  by  the  planters  to  reduce  the  cabbage  acreage 
for  the  following  year  by  one-fourth. 

All  this  testimony  was  introduced  in  order  to  show  the  conditions 
affecting  the  profits  of  the  planters  and  in  support  of  a  theory,  running 
through  the  examination  of  the  witnesses  by  counsel  for  the  com- 
plainant and  commented  on  in  his  argument,  that  the  rates  are  too 
high  when  considered  in  the  light  of  the  net  returns  to  the  planters 
of  the  Charleston  district.  After  referring  to  the  keen  competition 
met  from  Norfolk  and  Florida  and  to  the  malarial  and  other  un- 
wholesome conditions  existing  in  the  Charleston  district,  counsel, 
speaking  of  the  complainants,  says  in  his  brief: 

It  i0  of  extreme  importance  that  &cilitiee  and  rates  ahould  be  fumiahed  which  will 
enable  them  to  dispose  of  their  product  with  some  sUgfat  degree  of  profit  to  repay  them 
for  the  expenditure  of  capital  and  labor  and  risk  of  health  which  they  are  compelled 
to  undergo. 

Matters  of  this  kind,  while  suggestive  and  worthy  of  consideration, 
are  by  no  means  controlling,  as  the  Conmiission  has  taken  occasion  to 
say  in  several  contested  cases.  In  Florida  FruU  db  Vegetable  Ship- 
pers^ Protective  Aseo.  v.  A.  C.  L.  B.  B.  Co.,  17 1.  C.C.  Rep.,  552,  it  was 
said: 

The  position  of  the  growers  is  that  such  rates  should  be  established  as  will  permit 
them  to  market  their  products  at  a  reasonable  profit.  No  such  test  of  the  justness  of  a 
transportation  charge  can  be  admitted. 

Much  other  testimony  appears  of  record  which  it  will  not  be 
necessaiy  to  consider  here  in  detail.  Exhibits  were  filed  by  the 
defendants  showing  among  other  things  that  their  carload  earnings 
on  this  traffic  from  Charleston  are  by  no  means  excessive;  the 
average  on  all  shipments  to  eastern  cities  in  1909  is  shown  to  have 
been,  for  l>£arch  $60.61,  April  $71.76,  May  $66.70,  and  June  $69.64. 
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The  perishable  nature  of  the  traffic  requires  dispatch  in  its  move- 
ment, regardless  of  the  quantity  ready  to  be  carried.  It  is  asserted 
that  shipments  of  5,000  poimds  and  even  less  are  frequently  for- 
warded to  New  York,  on  which  the  total  carload  earnings  do  not 
exceed  $25  or  $30.  A  record  was  foimd  of  one  carload  moving  in 
1909  that  contained  but  3,675  poimds  of  cucumbers,  yielding  a  total 
revenue  when  laid  down  in  New  York  of  $17.15.  The  total  revenue 
on  another  car  was  but  $21.75. 

After  a  careful  consideration  of  the  whole  record  and  testing  the 
Charleston  rates  by  the  conditions  that  surroimd  the  traffic,  as  well 
as  by  the  rates  and  conditions  surroimding  the  traffic  from  Florida 
and  Norfolk,  we  have  been  imable  to  see  that  there  are  just  grounds 
for  disturbing  the  present  adjustment.  The  largest  vegetable  grower 
in  the  Charleston  territory,  when  questioned  at  the  hearing,  frankly 
said  that  the  rates,  in  his  judgment,  did  not  interfere  with  the  success- 
ful growing  of  vegetables  so  much  as  did  the  poor  service  of  the 
roads.  He  admitted,  however,  that  the  service  had  improved,  and 
other  witnesses  showed  that  large  expenditiures  had  been  made  by 
the  principal  defendant  in  order  to  give  the  growers  of  the  Charieston 
district  an  adequate  and  prompt  movement  of  their  nroducts  to  the 
markets. 

Pending  the  hearing  of  this  proceeding  the  defendant  carriers 
readjusted  their  rates  on  vegetables,  n.  o.  s.,  and  in  place  of  the 
any-quantity  rates  theretofore  in  effect  established  carload  and  less- 
than-carload  rates,  the  latter  rates  involving  a  slight  increase  over 
the  former  any-quantity  rates.  Some  evidence  was  offered  tending 
to  show  that  the  withdrawal  of  the  any-quantity  rates  makes  a 
material  difference  to  the  shippers,  but  we  do  not  find  of  record  a 
sufficient  basis  on  which  to  enter  an  order  in  that  respect.  The 
complaint  wiU  be  dismissed,  but  should  the  actual  experience  of 
the  growers  under  this  adjustment  of  carload  and  less-than-carload 
rates  on  v^etables,  n.  o.  s.,  lead  them  to  the  conclusion  at  the  end  of 
the  present  shipping  season  that  they  do  not  give  satisfactory  results 
the  matter  may  be  brought  to  our  attention  by  a  supplemental  peti- 
tion herein  accompanied  by  a  motion  to  reopen  the  record  with 
respect  to  that  phase  of  the  present  rate  situation.  It  may  be  added 
here  that  in  Railroad  Commissioners  of  Florida  v.  A.  C.  L.  R.  R.  Cb., 
Docket  No.  3808,  now  pending,  the  gathering  rates  on  vegetables 
from  producing  points  in  Florida  to  Jacksonville  and  other  basing 
points  are  attacked  as  unreasonable.  Should  any  action  be  taken 
in  that  case  resulting  in  rates  that  appear  to  this  complainant  and  to 
its  members  to  be  prejudicial  to  the  Charleston  growers  when  com- 
pared with  the  rates  exacted  of  them  the  facts  may  be  called  to  our 
attention  upon  a  petition  to  reopen  this  proceeding. 

km.  ^^er  will  be  entered  in  conformity  herewith. 
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No.  2895. 
W-  F,  MAXWELL 

V. 

WICHITA  FALLS  &  NORTHWESTERN  RAILWAY  COM- 
PANY ET  AL. 


Suhtnitted  January  10,  1911.    Decided  February  19,  1911. 


Bates  of  6}  cents  per  100  pounds  on  house  blocking,  Burkburnett,  Tex.,  to  Devol* 
Okla.,  and  11  cents  per  100  pounds  on  fence  posts,  Devol,  Okla.,  to  Olnejf 
Tex.,  found  unreasonable  In  so  far  as  tbej  exceeded,  respectively,  8i  cents 
and  7  cents.    Beparatlon  awarded. 

W.  F.  MaxweU  for  complainant  in  person. 
C.  L.  Fontaine  for  defendants. 

Report  of  the  Commission. 

By  thb  Commission  : 

Complainant  is  engaged  at  Randolph,  Tex.,  in  shipping  forest 
products.  His  petition,  filed  October  11, 1909,  alleges  that  unreason- 
able charges  were  exacted  by  defendants  for  the  transportation  of  a 
carload  of  house  blocking  from  Burkbumett,  Tex.,  to  Devol,  Okla., 
and  of  a  carload  of  rough  fence  posts  from  Devol  to  Olney,  Tex. 
Reparation  is  asked. 

On  February  9,  1909,  complainant  shipped  a  carload  of  house 
blocking,  weighing  37,800  poimds,  from  Burkbumett  to  Devol,  a 
distance  of  7.4  miles.  The  commodity  in  question  consists  of  posts 
of  short  lengths  used  as  pillars  to  support  small  frame  houses.  De- 
fendants had  no  specific  rate  cm  house  blocking,  but  under  the  so- 
called  analogous  article  rule  of  Western  Classification  they  applied 
their  lumber  rate  of  6}  cents  per  100  pounds,  and  collected  total 
freight  charges  in  the  sum  of  ^.25.  A  specific  commodity  rate  of 
H  cents,  Burkbumett  to  Devol,  was  established  June  6, 1909,  and  is 
still  maintained.  Complainant  asks  reparation  upon  basis  of  the 
present  commodity  rate.  Defendants  deny  that  the  rate  assessed  was 
unreasonable  and  resist  the  application  for  reparation. 
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Ccanplainaot  calls  attention  to  the  fact  that  at  the  time  hia  ship- 
ment moved  defendants  maintained  a  commodity  rate  of  3^  cents 
from  Burkburnett  to  Devol  on  rough  fence  posts.  The  S^-oent  rate 
on  rough  fence  posts  was  established  June  2,  1908,  and  maintained 
until  October  24,  1910.  On  the  latter  date  the  commodity  rate  was 
canceled  and  superseded  by  the  class  D  rate  of  6  cents. 

The  Commission  has  repeatedly  announced  that  the  voluntary 
reduction  of  a  rate  is  not  of  itself  evidence  of  the  unreasonaUeness 
of  the  rate  so  changed.  But  the  facts  of  record  are  such  that  the 
rates  here  examined  do  not  fall  within  this  rule.  No  specific  rate  was 
in  force  when  the  shipment  moved,  and  as  soaa  as  practicable,  after 
that  defect  was  brought  to  the  attention  of  defendants'  officers,  they 
established  a  rate  of  3J  cents,  which  they  still  maintain.  Under  the 
circumstances  it  ia  fair  to  assume  that  the  rate  so  established  and 
maintained  affords  just  compensation  to  the  carriers.  We  find  that 
the  rate  of  6}  cents  was  unreasonable,  in  so  far  as  it  exceeded  3)  cents, 
and  that  complainant  is  entitled  to  reparation  in  the  sum  of  $11.20, 
with  interest  from  February  9,  1909. 

On  F^ruary  19,  1909,  complainant  shipped  from  Devol,  Okla.,  to 
Olney,  Tex.,  over  defendants'  lines,  a  carload  of  rough  fence  posts, 
60^00  pounds  in  weight,  which  had  previously  been  shipped  from 
Tushka,  Okla.  A  rate  of  11  cents  was  assessed  for  the  movement 
from  Devol  to  Olney,  and  total  charges  collected  in  the  sum  of  $55.65. 
It  is  alleged  that  the  11-cent  rate  was  imreasonable  to  the  extent  of 
4  cents  per  100  pounds. 

An  examination  of  the  tariffs  on  file  fails  to  disclose  lawful  author- 
ity for  application  of  the  11-cent  rate,  or  any  other  rate,  to  the  move- 
ment from  Devol  to  Olney.    No  through  class  or  c<Hnmodity  rate  was 
in  force  at  time  of  shipment,  and  none  appears  to  have  been  law- 
fully established  until  April  26,  1910,  when  a  ctMnmodity  rate  of 
11  cents  on  fence  posts,  Devol  to  Olney,  was  made  effective.    On 
October  24,  1910,  the  11-cent  commodity  rate  was  superseded  by  a 
class  rat^  of  20  cents.     Defendants  admit  that  the  11-cent  rate  upon 
complainant's  shipment  was  made  up  in  part  by  use  of  the  Texas 
railroad  commission  tariff,  which  had  not  been  filed  with  this  Gom- 
fore  the  conclusion  is  unavoidable  that,. by  the  car- 
n  respect  of  which  no  rate  had  been  published  and 
i  unlawfully  engaged  in  interstate  transp<Hrtation; 
id  in  Sfemphia  Freight  Bureau  v.  K.  C.  S.  Ry.  Co^ 
>.,  90,  where  a  transportation  service  has  been  ma- 
1  no  tariff  authority  whatever  exists,  and  where  the 
I  the  sum  claimed  by  the  carrier  for  that  service,  the 
jurisdiction  to  determine  the  reasonable  charge  for 
to  order  repayment  of  the  amount  in  excess  thereof 
carrier. 
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The  distance  from  Devol  to  Olney  is  65  miles.  For  the  haul  from 
Tushka  to  Devol,  312  miles,  a  rate  of  11^  cents  was  collected.  Con- 
temporaneously, defendants  maintained  a  rate  of  S^  cents  on  fence 
posts,  Frederidc,  Okla.,  to  Burkbumett,  Tex.,  a  distance  of  37  miles. 
Upon  consideraticm  of  all  the  facts  disclosed  by  our  investigation  we 
find  that  the  11-cent  rate  was,  and  the  present  20-cent  rate  is,  im- 
reasonable  for  the  comparatively  short  haul  of  65  miles,  and  that  a 
rate  of  7  cents  was  a  reasonable  rate  when  the  shipment  moved  and 
will  be  a  reasonable  rate  in  the  future  for  the  transportation  of  fence 
posts  in  carloads  from  Devol  to  Olney.  We  find,  further,  that  com- 
plainant is  entitled  to  reparation  in  the  sum  of  $20.20,  with  interest 
from  February  20, 1909.    An  order  will  be  entered  accordingly. 
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Na  2888. 
FEDERAL  SUGAR  REFINING  COMPANY 

V. 

BALTIMORE  A  OHIO  RAILROAD  COMPANY  ET  AL. 


BuhmUted  AprU  IS,  1910.    DeMed  December  5, 1910. 


1.  A  carrier  U  not  warranted  under  section  IS  of  tbe  act  in  making  an  allow- 

ance to  one  shipper  wbo  provides  a  facility  and  performs  a  serrlce  In  tbe 
tranqx>rtatlon  of  his  own  property,  while  refusing  a  similar  allowance 
to  another  shipper,  competing  In  the  same  markets  and  In  the  same  line 
of  business,  who  prorldes  a  similar  facility  and  perfdrms  the  same  serrlce 
in  the  transportation  of  his  property. 

2.  The  allowances  paid  by  the  defendants  on  the  sugar  brought  by  Arbnckle 

Brothers  on  floats  and  lighters  to  their  regular  frei^t  stations  on  the 
Jersey  shore,  no  allowances  being  paid  to  complainant  on  sugar  brought 
by  it  ^n  lifters  to  the  same  stations,  result  In  inequalities,  preferences, 
and  discriminations  and  are  unduly  prejudicial  to  the  complainant  as  a 
shipper  over  the  defendantsT  lines  In  competition  with  Aibuckle  Brothers 
in  the  same  markets. 

8.  The  fact  that  Arbuckle  Brothers  operate  their  dock  in  Brooklyn  as  a  terminal 
for  the  defendants  does  not  Justify  an  allowance  to  them  for  littering 
their  sugar  to  tbe  regular  stations  of  the  defendants  on  the  Jersey  shore 
so  long  as  an  aDowance  to  the  complainant  fdr  lightertng  its  sugar  to  the 
same  stations  from  Pier  24  is  refused. 

4.  A  recelTing  station  operated  for  carriers  by  a  competitor  in  the  same  line  of 
bustnesB  Is  not  a  reasonable  facility  of  transportation  to  offer  a  shipper. 

Ernest  A.  Bigeloto  for  complainant 

H.  A.  Taylor^  Dougias  Swifty  and  Edgar  H.  BoU$  for  defendmnt& 

RiFOBT  OF  THB  COMMISSION. 

Hailaic,  Ccmmiuioner: 

The  general  &ct8  inyolved  in  this  controyersy  were  first  brou^t 
to  oar  attention  in  a  proceeding  under  the  same  title  reported  in  17 
I.  C.  C.  Rep.,  at  p.  40,  where  the  CommissicHi  was  divided,  one 
member  supporting  the  order  then  entered  on  the  special  grounds 
explained  in  his  concurring  opinion,  while  three  members  joined  in 
a  dissenting  opinion.  This  complaint,  presented  not  as  a  supplemental 
pedtion  in  the  first  proceeding,  but  as  an  original  complaint,  comes 

^re  us  on  an  additional  record  and  upon  a  new  state  of  factii.    We 

soLaaBiv^ 


FBDERAIi  SUQAB  REFINING  CO.  V.  B.  ^  O.  B.  B.   00.  201 

are  also  asked  in  tbis  connection  to  consider  a  petition  for  a  rehearing 
of  the  former  complaint. 

A  careful  examination  of  the  report  of  the  majority  in  the  original 
case  and  of  the  concurring  and  dissenting  opinions  will  conduce  to  a 
more  accurate  understanding  of  the  case  as  well  as  the  grounds  on 
which  were  based  the  divergent  views  entertained  in  the  CJommissicm 
up<m  the  facts  then  before  us.  In  disposing,  however,  of  this  new 
complaint  it  is  our  purpose  to  state  the  facts  as  they  now  appear  and 
to  consider  the  case  de  novo  and  upon  the  record  as  it  now  stands. 

Among  the  several  corporations  and  copartnerships  engaged  in  the 
refining  of  sugar  in  and  about  the  harbor  of  New  York  City  the  only 
ones  that  we  are  concerned  with  at  this  time  are  the  complainant  and 
a  copartnership  widely  known  as  Arbuckle  Brothers,  which  owns  an 
ezt^isive  property  at  the  foot  of  Bridge  street  in  the  city  of  Brook- 
lyn having  a  frontage  of  1,200  feet  on  East  River  and  locally  known 
among  the  shippers  that  use  it  as  the  Jay  Street  terminal  of  the 
defendants.  Under  a  contract  with  the  defendant  carriers  Arbuckle 
Brothers  operate  the  property  as  a  freight  station  for  the  defendants. 
For  that  use  of  the  dock,  and  for  their  services  in  conducting  it  as  a 
freight  station  and  in  floating  and  lightering  shipments  between  the 
dock  and  the  regular  terminals  of  the  defendants  in  Jersey  City, 
Arbadde  Brothers  receive  from  the  defendants  allowances  ranging 
from  8  to  4^  cents  per  100  pounds  on  all  merchandise  passing  through 
the  terminal,  whether  inbound  or  outbound.  The  floats  and  barges 
used  in  this  service  are  owned  by  Arbuckle  Brothers  and  all  persons 
employed  in  the  handling  of  the  freight^  on  the  water  as  well  as  on 
the  dock,  are  on  the  pay  rolls  of  that  firm. 

The  property  immediately  adjoining  the  dock  property  is  also 
owned  by  Arbuckle  Brothers,  and  cm  it  they  have  erected  a  large 
sugar-refining  plant  No  less  than  one-third  of  all  the  merchandise 
handled  through  the  dock  by  Arbuckle  Brothers  in  their  capacity, 
as  is  here  contended,  as  agents  of  the  defendants,  is  sugar  manu- 
factured and  owned  by  Arbuckle  Brothers  in  their  capacity  as  re- 
finers and  shippers  of  sugar.  As  shippers  Arbuckle  Brothers  daily 
deliver  at  the  Jay  Street  terminal  a  large  tonnage  of  refined  sugar 
for  carriage  to  various  interstate  points  of  consumption.  It  is  con- 
tended here  that  they  receive  their  own  sugar  on  their  own  dock  as 
agents  of  the  defoidant  carriers.  In  lighters,  or  on  fioats,  owned  by 
them  but  which,  it  is  claimed,  they  operate  as  agents  of  the  defendants, 
they  carry  their  own  sugar  tlience  to  the  regular  freight-receiving 
staticms  at  the  rail  ends  of  tlie  defendants  on  the  Jersey  shore.  On 
every  100  pounds  of  sugar  thus  delivered  at  the  Jay  Street  terminal 
by  Arbuckle  Brothers,  as  shippers,  to  Arbuckle  BroUiers,  as  agents  of 
the  defendant  carriers,  and  lightered  by  them  in  the  latter  capacity, 
as  is  contended,  across  the  river  to  tlie  defendants'  depots,  Aribuckle 
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Brothers  receive,  as  heretofore  stated,  an  allowance  of  fnMn  3  to  4} 
cents.  They  receive  similar  allowances  on  the  merchandise  of  other 
shippers  handled  through  the  Jay  Street  terminal  in  the  same  man- 
ner. It  may  be  well  here  to  add  that  the  defendants  assert  that 
the  Jay  Street  dock  was  made  a  railroad  terminal  in  order  to  provide 
a  freight  station  for  the  shipments  of  manufacturers  and  merchants 
in  Brooklyn  who  have  no  dock  of  their  own.  And  it  is  true  that  a 
substantial  tonnage,  said  to  be  about  two-thirds  of  the  total  tonnage 
now  passing  through  the  terminal,  is  of  that  character. 

The  OHnplainant,  the  Federal  Sugar  Refining  Company,  is  also 
a  refiner  of  sugar  and  competes  with  Arbuckle  Brothers  in  supplying 
that  commodity  to  consumers  in  the  interstate  communities  reached 
by  the  defendants  and  their  connections.  Its  refinery  is  located 
at  Yonkers.  Adjacent  to  and  connected  with  it  the  c<»nplainant 
owns  a  pier  or  dock.  Yonkers,  however,  is  outside  the  lighterage 
limits  established  by  the  defendants  in  New  York  Bay  and  the 
two  rivers,  which  together  form  what  we  have  referred  to  as  the 
harbor  of  New  York ;  and  the  complainant  theref (h:^  does  not  enjoy 
from  its  dock  the  benefit  of  the  free-lighterage  service  offered  by 
the  defendants,  under  their  tariffs,  to  shippers  to  and  from  piers  that 
are  within  the  limits.  It  is  said  that  the  complainant  may  reach 
the  destinations  in  question,  and  in  most  instances  at  the  same  rates, 
by  delivering  its  sugar  to  the  New  York  Central  at  Yonkers,  whence 
it  can  be  carried  to  Sixtieth  street  and  floated  across  the  harbor 
to  the  receiving  stations  of  the  defendants  on  the  west  side  of 
North  River.  It  is  asserted,  however,  and  this  we  take  to  be  estab- 
lished of  record,  that,  for  various  reasons  and  because  of  delays 
in  the  handling  of  shipments,  the  complainant  has  found  by  actual 
experience  that  it  can  not  successfully  meet  the  requirements  of 
its  patrons  by  using  that  route.  And  it  has  been  compelled  to  find 
other  means  for  delivering  its  refined  sugar  to  the  defendants  at 
Jersey  City.  It  has  theref ore««ntered  into  an  arrangement  with  the 
Ben  Franklin  Transportation  Company  for  lightering  its  sugar  to 
the  same  freight  depots  of  the  defendants  west  of  the  river  to  which 
Arbuckle  Brothers  lighter  their  sugar. 

Under  the  arrangement  in  effect  at  the  time  its  first  petition  was 
before  us,  the  sugar  was  lightered  by  the  Ben  Franklin  Transporta- 
tion C<Mnpany  directly  from  the  complainant's  dock  at  Yonkers  to  the 
defendants'  freight  depots  on  the  Jersey  shore.  But  since  our  rep(Mt 
in  that  proceeding  was  announced  the  method  of  h^nHling  the  tniffio 
has  been  changed,  and  the  arrangement  upon  which  this  complaint  is 
based  was  agreed  upon  and  carried  into  ^ect  by  the  two  companies. 
It  becomes  necessary,  therefore,  at  this  point  to  explain  the  ocmdi- 
tioDS  under  which  the  complainant's  sugar  now  reaches  the  defend- 

ts  at  their  receiving  stations  west  of  the  river. 
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Since  its  incorporation  in  1907  the  complainant  has  maintained 
its  general  offices  at  138  Front  street,  in  the  city  of  New  York,  where 
all  its  accounts  and  records  are  kept,  except  such  as  pertain  to  the 
actual  operation  of  the  refinery  at  Yonkers.  Here  its  president  and 
other  executive  officers  and  their  subordinates  are  located  and  the 
actual  business  of  the  company  is  conducted.  The  only  employees 
at  the  refinery  are  those  engaged  in  the  operation  of  the  plant,  in- 
cluding the  superintendent,  the  checkers,  weighers,  samplers,  ship- 
ping clerks,  etc.  The  books  kept  at  the  refinery  are  tally  books, 
weighers'  books,  samplers'  books,  records  of  meltings,  and  similar 
documents  and  papers  that  pertain  to  the  actual  conduct  of  the  re- 
finery. The  records  of  the  financial  operations  of  the  company,  the 
sales  of  its  products,  and  all  its  general  correspondence  are  kept  at 
the  general  offices. 

For  fifteen  years  the  Ben  Franklin  Transportaticm  Company  has 
been  a  lessee  of  a  portion  of  Pier  24,  in  North  River,  at  the  foot  of 
Franklin  street,  the  other  portions  of  the  pier  being  rented  to  other 
water  lines.  It  is  an  independent  company  engaged  in  a  general  light- 
erage and  towing  business  on  the  Hudson  River.  It  seems  not  to 
be  affiliated,  either  in  fact  or  in  origin,  with  the  complainant  and  to 
have  no  intercorporate  relations  with  it.  One  of  its  officers  is  said  to 
own  10  shares  of  the  common  stock  and  170  shares  of  the  preferred 
stock  of  the  complainant  company.  With  that  exception,  which  may 
be  disregarded  as  having  no  significance,  the  only  relation  between 
tlie  two  enterprises  rests  cm  the  contract  between  them  under  which 
the  transportation  company  undertakes  to  lighter  the  sugar  of  the 
complainant,  first  to  Pier  24  and  thence,  as  it  may  be  directed,  to  the 
Jersey  City  terminals  of  the  defendants  and  to  receiving  stations  of 
other  water  and  rail  lines.  This  work  is  carried  on  by  it  substantially 
as  follows: 

A  lighter  reports  every  morning  at  the  dock  of  the  complainant  at 
Yonkers  and  receives  such  sugar  in  barrels,  boxes,  or  other  packages 
as  may  be  ready  for  shipment  The  superintendent  of  the  refinery, 
having  been  previously  advised  from  the  company's  general  offices  in 
New  York  City  of  the  quantity  of  sugar  required  in  order  to  fill 
accepted  attracts,  has  the  sugar  ready  at  the  stringpiece  and  it  is 
loaded  into  the  lighter  by  employees  of  the  transportation  company. 
The  officer  in  charge  of  the  lighter  gives  a  receipt  for  the  shipment 
and  in  return  is  handed  a  document  showing  the  complainant  as  the 
consignor  at  Yonkers  and  the  consignee  at  138  Front  street.  It  also 
gives  tlie  contract  numbers,  together  with  the  weight  and  description 
of  the  packages.  The  lighter  then  proceeds  with  its  load  to  Pier  24, 
which,  as  heretofOTe  stated,  is  within  the  lighterage  limits.  It  b 
there  made  fast  to  tlie  dock  and  notice  of  its  arrival  is  given  at  the 
general  offices  of  the  complainant    Thereupon  the  complainant  issues 
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shipping  instructions  to  the  transportation  company  and  hands  to 
its  representative  a  bill  or  biUs  of  lading  for  execution  by  the  defend- 
ant carriers  upon  the  delivery  of  the  sugar  on  the  Jersey  shore.  Upon 
receiving  these  instructions  and  the  biUs  of  lading  the  lighter  proceeds 
to  the  freight  depots  on  the  Jersey  side  and  there  makes  delivery  of 
its  cargo,  by  unloading  the  sugar  upon  the  car  platforms  of  the 
carrier  or  carriers  named  in  the  lading  papers.  The  biUs  of  lading 
are  executed  by  the  carriers  and  returned  to  the  lighterman. 

For  its  services  in  taking  the  sugar  first  to  Pier  24  and  then,  after 
receiving  instructions  and  the  bills  of  lading,  in  carrying  it  across 
the  river  and  malni^g  delivery  at  the  rail  ends  of  the  defendant 
carriers,  the  Ben  Franklin  Transportation  Company,  under  its  con- 
tract with  the  complainant,  demands  and  receives  8  cents  per  100 
pounds.  As  Arbuckle  Brothers  receive  from  the  defendant  carriers 
an  allowance  of  from  3  to  4J  cents  per  100  pounds  upon  delivering 
their  sugar  across  the  river  at  the  same  freight  depots,  the  complain- 
ant contends  that  the  defendant  carriers  subject  it  to  an  unlawful  dis- 
crimination when  thev  decline  to  make  it  similar  allowances  for 
delivering  its  sugar  to  the  defendants  at  the  same  place  and  in  the 
same  manner.  That  is  the  point  of  controversy  to  which  our  atten- 
tion has  been  directed  in  both  these  proceedings.  On  the  record  in 
the  former  proceeding,  as  heretofore  explained,  it  appeared  that 
the  lighterage  movement  commenced  at  Yonkers,  which  is  outside 
the  lighterage  limits.  On  the  record  now  before  us  the  complainant 
contends  that  the  lighterage  movement  to  the  receiving  stations 
west  of  the  river  commences  at  Pier  24,  where  the  complainant 
gives  its  shipping  instructions  to  the  lighterage  company.  Without 
entering  here  upon  any  discussion  of  the  importance  of  the  fact 
in  the  disposition  of  this  proceeding,  it  will  suffice  to  say  that 
we  accept  the  complainant's  contention  that  the  sugar  is  now 
being  lightered  to  the  defendants  at  Jersey  City  from  Pier  24,  which 
is  inside  the  lighterage  limits.  The  lighter  is  actually  made  fast 
to  that  pier  when  it  arrives  from  Yonkers;  sometimes  a  portion  of 
its  cargo  is  discharged  there  and  held  in  storage,  presumably  for 
local  use;  the  lighterman  has  no  authority  to  go  further  or  any 
instructions  for  a  further  movement,  and  must  wait  there  for  au- 
thority and  instructions;  upon  receiving  orders  he  lighters  the  cargo 
as  directed,  sometimes  to  one  station  and  sometimes  to  another,  the 
cargo  not  infrequently  being  divided  among  the  several  receiving 
stations  across  the  river,  or  being  delivered  to  water  lines  or  railroads 
other  than  the  defendants,  all  in  accordance  with  the  instructions 
received  at  Pier  24. 

The  (me  fact  that  stands  out  prominently  upon  this  statement  of 
^w^^«^  is  that  it  costs  the  complainant  3  cents  per  100  pounds  to 
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tender  its  sugar  to  the  defendants  at  their  regular  receiving  stations 
on  the  Jersey  shore,  being  the  points  where  the  actual  rail  transporta- 
tion begins,  while  the  defendants  relieve  Arbuckle  Brothers  of  any 
such  expense  by  paying  them  the  ample  allowances  heretofore  men- 
ticmed.  Aroimd  this  fact  the  whole  controversy  turns.  As  manufac- 
turers and  shippers  of  sugar,  the  complainant  and  Arbuckle  Brothers 
are  competitors  in  the  mai^ets  reached  by  the  defendants.  Under  the 
arrangement  heretofore  described  the  defendants  return  to  Arbuckle 
Brothers  the  full  cost,  and  apparently  something  more  than  the  cost, 
of  lightering  their  sugar  across  the  river.  They  refuse  to  bear  this 
burden  for  the  ccHnplainant.  And  the  question  is  whether  this  condi- 
tioa  of  affairs,  as  between  the  two  competing  shippers,  results  in  an 
undue  and  unjust  prejudice  and  disadvantage  to  the  complainant.  In 
its  actual  financial  and  commercial  results  there  can  be  no  doubt  that 
the  complainant  is  at  a  disadvantage  in  competition  with  Arbuckle 
Brothers  with  an  adverse  margin  against  it  of  from  3  to  4^  cents  per 
100  pounds.  But  is  it  as  a  matter  of  law  such  an  undue  and  unjust 
prejudice  and  discrimination  as  is  condemned  and  made  unlawful 
by  the  act! 

In  support  of  the  agreement  between  the  defendants  and  Arbuckle 
Brothers  it  is  urged  that  the  defendants  require  a  freight  station  on 
the  Brooklyn  shore,  and  that  the  dock  belonging  to  Arbuckle 
Brothers  b  well  situated  for  the  purpose,  and  is,  and  has  been,  and 
in  the  future  will  continue  to  be,  a  convenience  to  shippers.  This 
may  be  conceded  without  being  ccmclusive  either  as  to  the  legality 
or  the  good  faith  of  the  relations  at  present  subsisting  between  the 
defendants  as  carriers  and  Arbuckle  Brothers  as  shippers.  In  the 
past,  as  we  know  frcHn  various  investigations  and  from  an  examina- 
tion of  old  tariffs,  Havemeyer  &  Elder,  the  predecessors  of  the 
American  Sugar  Befining  Company  the  dock  of  which  is  also  in- 
volved in  this  proceeding,  for  many  years  enjoyed  illegal  preferences 
at  the  hands  of  the  carriers.  It  is  also  our  understanding  that  when 
Arbuckle  Brothers  began  to  compete  with  the  Havemeyer  refineries, 
these  allowances  were  extended  to  them,  apparently  under  some  sort 
of  verbal  arrangement  It  was  not  until  after  the  enactment  of 
the  so-called  Elkins  law  that  the  lighterage  allowances  on  sugar 
from  the  Arbuckle  piers  seem  to  have  been  published.  They  were 
then  limited  to  sugar  and  coffee,  being  the  c(»nmodities  in  which 
Arbuckle  Brothers  were  interested;  and  they  were  paid,  as  the 
tariff  states,  ^<m  account  of  the  peculiar  physical  situation  at  the 
water  front  adjacent  to  the  Arbuckle  refinery,^  a  statement  that 
has  not  been  satisfactorily  explained  to  the  Gnnmission  although 
commented  upon  at  the  hearing.  The  allowances  at  both  piers  seem 
therefore  to  have  had  their  origin  in  an  unlawful  preference  of  these 
great  shippers.    Apparently  it  was  not  until  some  years  afterwards 
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that  the  two  piers  were  made  public  receiving  stations  of  the  defend- 
ant carriers.  And  it  is  sought  to  justify  the  allowances  now  paid 
to  Arbudde  Brothers  and  the  withholding  of  similar  allowances  to 
the  complainant,  on  the  ground  that  a  substantial  use  is  now  made  of 
the  Arbuckle  dock  as  a  public  terminal  for  handling  the  traffic  of 
other  shippers.  It  is  contended  that  the  allowances  are  unobjection- 
able at  tins  time,  either  upon  moral  or  legal  groimds,  because  Ar- 
buckle Brothers,  as  agents  of  the  defendants,  are  now  handling  the 
merchandise  of  other  shippers  through  their  dock,  and  therefore  may 
lawfully  receive  allowances  on  their  own  shipments  as  well  as  upon 
the  shipments  of  others. 

It  is  our  observation  that  such  arrangements  are  rarely  entered 
into  with  small  shippers,  but  usually  only  with  shippers  that  are 
financially  strong  and  control  a  large  traffic.  As  is  pointed  out  in 
the  dissenting  opinion  in  the  first  of  these  proceedings  (17  L  C.  CS. 
Bep.,  at  p.  51),  an  instance  of  this  nature  was  developed  in  the  inves- 
tigation entitled  "/n  the  Matter  of  AUowances  for  Transfer  of  Sugar^ 
14  I.  C.  C.  Bep.,  619.  It  appeared  in  the  course  of  that  inquiry  that 
the  Pennsylvania  Bailroad  Company  has  a  wharf  in  Brooklyn  im- 
mediately adjoining  the  Brooklyn  Eastern  District  terminal,  a 
property  of  the  Havemeyers,  who  were  said  to  be  closely  affiliated 
with  the  American  Sugar  Befining  Company.  This  dock  will  be  con- 
sidered later  in  this  report.  It  will  suffice  at  this  point  to  say  that,  in 
the  investigation  referred  to,  the  freight-traffic  manager  of  the 
Pennsylvania  Bailroad  Company  frankly  admitted  that  his  com- 
pany, notwithstanding  the  proximity  of  its  own  dock,  had  made  the 
Brooklyn  Eastern  District  terminal  its  terminal  also  and,  in  order  to 
get  a  share  of  the  sugar  tonnage  of  the  Havemeyer  refinery,  had 
agreed  to  pay  lighterage  allowances  on  sugar  shipped  from  that 
dock.  Defining  the  transaction  in  the  plainest  terms  the  Pennsyl- 
vania Bailroad  Ccnnpany  simply  purchased  its  part  of  the  traffic  of 
that  very  extensive  shipper;  and,  in  view  of  the  allowances  then  being 
made  by  other  carriers,  it  could  get  a  portion  of  the  tonnage  in  no 
other  way.  This  matter,  as  well  as  the  fact  that  the  original  allow- 
ances given  to  the  Arbuckle  Brothers  were  limited  to  sugar  and 
coffee,  the  ccmimodities  in  which  they  deal,  are  here  recalled  for  the 
purpose  of  emphasizing  what  seems  to  be  clearly  established  by  the 
records  of  the  Commission,  namely,  that  the  allowances  were  orig- 
inally extended  to  these  large  shippers  in  order  to  put  them  on  a 
preferred  basis.  It  was  not  until  after  the  regulating  body  had  been 
strengthened  by  additional  legislation  that  the  two  docks  seem  to 
have  been  designated,  in  the  published  tariffs  of  the  defendants,  as 
railway  terminals  and  were  thus  made  to  subserve  the  convenience 
of  such  of  the  general  shipping  public  in  Brooklyn  as  might  be  able 

*se  them. 
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These  dock  properties  may  make  convenient  terminals  for  a  sub- 
stantial amount  of  general  traffic,  but  it  is  somewhat  singular  that 
with  the  entire  Brooklyn  river  front  available,  and  much  of  it  equally 
convenient,  the  two  docks,  cme  directly  owned  by  Arbuckle  Brothers 
and  the  otlier  by  persons  having  supposedly  very  close  relations  with 
the  American  Sugar  Refining  Ounpany,  apparently  the  only  sugar 
refineries  now  in  operation  in  Brooklyn,  should  have  been  selected  fbr 
railroad  terminals.  The  explanation  lies  undoubtedly  in  the  fact  that 
sugar  moves  westbound  from  New  York  City  in  larger  volume  prob- 
ably than  any  other  commodity ;  indeed,  we  were  recently  advised  in 
another  connection  by  the  well-informed  general  counsel  of  one  of 
these  defendants  that  sugar  constitutes  almost  one-third  of  all  the 
traffic  moving  westward  from  that  point  of  origin.  If  this  estimate 
is  even  approximately  accurate,  it  was  a  traffic  that  skillful  shippers 
could  readily  turn  to  their  advantage  under  the  demoralized  condi- 
tions prevailing  when  these  allowances  were  first  paid.  Under  tlie 
better  conditions  now  generally  prevailing  it  is  a  traffic  that  the  de- 
fendants ought  to  be  prepared  to  receive  and  handle  with  their  own 
facilities.  But,  instead  of  acquiring  or  renting  these  or  similar  dock 
properties  and  operating  them  as  terminals  with  their  own  employees, 
tbey  have  contracted  for  their  operation  by  these  great  shippers  and 
interests  that  are  closely  allied  with  great  shippers.  And,  notwith- 
standing the  very  extensive  fleet  of  tugboats  and  barges  owned  and 
used  by  the  defendants  in  the  harbor  of  New  York,  contracts  have 
also  been  made  with  the  private  interests  that  own  the  two  docks  to  do 
tlie  lightering.  It  is  impossible  to  conclude  on  all  the  information 
before  us  that  these  continued  relations  between  the  defendant  car- 
riers and  great  shippers  and  interests  closely  allied  and  largely  iden- 
tified with  great  shippers,  are  wholly  disinterested,  however  much  of 
a  convenience  the  docks  may  now  be  to  some  of  the  general  shipping 
public. 

It  is  also  urged  that  the  investment  of  Arbuckle  Brothers  in  their 
dock  property  approximates  $l,200/)00,  and  that  the  net  earnings 
from  its  operation  in  1907  as  a  terminal  for  the  defendants  amounted 
to  but  $86,666.84,  this  being  only  sli^^tly  in  excess  of  8  per  cent 
on  the  investment,  nothing  being  allowed  for  interest  and  deprecia- 
tion. Net  earnings,  as  everyone  knows,  vary  with  the  character  and 
extent  of  the  items  embraced  on  the  expense  side  of  the  accoimt. 
But  the  accuracy  of  these  figures  may  be  admitted  without  bring- 
ing us  any  nearer  to  a  solution  of  the  problem  presented  to  us 
by  the  complainant  The  &ct  will  still  remain  that  Arbuckle  Broth- 
ers, as  shippers  of  sugar  over  the  lines  of  the  defendants,  enjoy  a 
substantial  advantage  over  its  competitor,  a  shipper  of  sugar  over 
the  same  lines  to  the  same  destinaticms.  As  owners  of  a  dock  prop- 
erty that  is  doubtless  growing  rapidly  in  value,  their  arrangement 
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with  the  defendants  enables  them  to  hold  and  carry  it  at  a  substantial 
net  profit  and  at  the  same  time  reimburses  them  for  the  cost  of  de- 
livering their  sugar  to  the  defendants  aa  the  west  shore  of  the 
river  for  carriage  to  interstate  destinations.  The  defendants  decline 
to  rdmburse  the  complainant  for  the  cost  of  delivering  its  sugar  at 
the  same  receiving  stations  under  substantially  similar  conditions. 

But  we  are  told  that  if  the  defendants  should  now  purchase  the 
Arbuckle  dock  and  operate  it  as  a  frei^t  station  with  their  own 
agents  and  employees,  and  do  the  floating  and  lightering  across  the 
river  with  their  own  equipment,  the  Arbuckle  refinery  would  still 
have  the  advantage  of  its  proximity  to  the  dock,  and  Arbuckle  Broth- 
ers would  still  have  their  lighterage  done  free  of  charge,  as  would  all 
other  shippers  to  and  from  that  terminal;  while  the  ccmiplainant 
would  continue  imder  the  disadvantage  of  having  to  lighter  its  sugar 
from  Yonkers  either  to  the  regular  receiving  stations  of  the  defendants 
west  of  the  river  or  to  the  Jay  Street  terminal,  or  to  some  other  point 
within  the  lighterage  limits  where  the  sugar  would  be  accessible  to 
the  free-lighterage  service  now  performed  in  New  York  Harbor  by 
the  defendants.  And  this  is  regarded  as  a  conclusive  demonstration 
that  the  discrimination  allied  by  the  complainant  can  not  be  undue, 
as  this  phrase  is  used  in  the  act  The  discrimination,  it  is  said,  can  not 
be  undue  or  unjust  under  the  act  when  by  a  mere  change  in  the  title 
of  the  dock  property,  from  the  alleged  preferred  shipper  to  the  car- 
riers, the  discrimination  would  be  eliminated  while  tiie  complaining 
shipper  would  be  left  in  precisely  the  position  in  which  it  now  is. 
There  is  only  an  apparent  force,  however,  in  that  point  of  view.  As 
well  might  it  be  said  that  the  payment  to  a  shipper  of  an  unlawful  re- 
bate is  not  an  undue  preference  because,  if  stopped,  the  competitor 
will  still  be  under  the  obligation  of  paying  the  lawful  rate.  Moreover, 
the  tendency  of  the  suggestion  is  to  favor  such  relations  between 
carriers  and  particular  large  shippers,  when  in  the  general  interest 
such  relations  ought  to  be  discouraged.  Under  that  view  a  carrier 
desiring  the  traffic  of  a  large  shipper  may  relieve  him  of  his  expoiae 
for  teaming  by  making  his  wardiouse  a  terminal  depot  and  himself 
an  agent  for  teaming  his  own  shipments  to  its  regular  station,  as 
well  as  the  shipments  of  others  that  find  it  convenient  to  use  the  new 
depot  And,  as  we  are  told,  it  would  suffice  to  say  of  such  a  condi- 
tion of  affairs  that  it  could  be  no  undue  discrimination  against  the 
competitors  of  the  &vored  shipper,  because,  if  the  ownership  of  the 
warehouse  should  pass  from  the  favored  shipper  to  the  carrier,  his 
competitors  would  still  require  teams  for  delivering  their  shipments 
either  at  that  depot  or  at  the  carrier's  regular  receiving  station. 

We  can  not  accept  that  as  a  controlling  view  of  such  a  state  of 
facts  as  is  here  shown  to  exist  A  carrier  may  doubtless  wrongfully 
give  a  great  shipper  a  substantial  advantage  by  bujring  or  renting 
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his  warehouse  adjoining  his  factory  or  place  of  business  and  making 
it  a  public  receiving  station,  thus  relieving  him  of  the  expense  of 
hauling  his  merchandise  by  wagon  to  its  regular  receiving  station. 
And  possibly  under  the  act  as  it  now  stands  we  would  be  powerless 
to  redress  the  wrong,  if  the  public  made  actual  use  of  the  new  station, 
unless  the  price  paid  or  the  rent  reserved  were  excessive  and  the 
transaction  was  therefore  intended  as  an  unlawful  rebate  as  well  as  a 
continuing  daily  advantage  to  that  shipper.  But  when  the  carrier 
engages  the  shipper  to  operate  his  warehouse  as  a  railroad  terminal 
and  in  the  arrangement  gives  him  advantages  in  handling  his  own 
traffic  that  are  denied  to  his  competitor,  the  test  proposed,  as  above 
described,  does  not  satisfy  the  principles  underlying  the  act,  as  we 
shall  see  more  fully  later  in  this  report 

The  complainant  contends  that  in  lightering  their  sugar  to  the 
Jersey  shore  and  there  delivering  it  to  the  defendants,  Arbuckle 
Brothers  perform  what  the  complainant  refers  to  as  a  purely  acces- 
sorial service.  We  incline  to  think  this  a  sound  view  of  the  matter  upon 
the  facts  shown  of  record.  Neither  the  actual  possession  of  their  sugar 
nor  their  relation  to  it  is  in  any  respect  changed  until  it  is  delivered 
into  the  physical  possession  of  the  defendants  at  Jersey  City.  This 
fact  is  clearly  developed  upon  the  record.  Arbuckle  Brothers  handle  ' 
the  sugar  out  of  their  own  refinery  to  their  own  dock  and  themselves 
deliver  it  to  the  defendants  west  of  the  river,  using  in  the  process  only 
property  and  facilities  that  are  owned  by  them  and  employees  that  are 
paid  by  them.  Moreover,  under  the  terms  of  the  contracts  between 
them  and  the  defendant  carriers  none  of  the  duties,  obligations,  re- 
sponsibilities, or  liabilities  of  common  carriers  attaches  to  the  defend- 
ants, with  respect  to  the  sugar  of  Arbuckle  Brothers,  until  the  de- 
fendants have  actually  received  it  at  their  regular  freight  stations 
west  of  the  river.  Yet  it  is  here  contended  that,  through  some  sort 
of  alchemy  in  their  provisions,  these  contracts  transmute  Arbuckle 
Brothers  from  shippers  into  carriers'  agents  while  they  are  in  the 
act  of  delivering  their  own  sugar  to  themselves  at  their  own  dock. 
We  are  not  necessarily  c(mtrolled,  however,  by  the  face  of  those  docu- 
ments or  by  the  merely  superficial  relation  that  they  purport  to 
establish  between  these  shippei^  and  the  defendant  carriers,  if,  as 
seems  to  be  abundantly  dear  upon  a  reading  of  their  provisions, 
the  real  and  actual  relation  of  Arbuckle  Brothers  to  the  defendants, 
80  far  as  their  own  sugar  is  concerned,  is  that  of  shippers,  up  to  the 
moment  of  time  when  they  physically  deliver  their  sugar  to  the 
defendants  oa  the  Jersey  shore.  The  contracts  expressly  provide  that 
until  that  moment  the  sugar  is  to  be  handled  by  Arbuckle  Brothers 
at  their  own  risk,  and  cmly  from  that  moment  does  the  carrier^s  risk 
begin.  It  is  cmly  when  the  defendants  actually  accept  and  physically 
take  possession  of  the  sugar  at  their  receiving  stations  west  of  the 
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river  that  they  agree  to,  and  do  in  fact,  assume  the  liabilities  of  com- 
mon carriers  with  respect  to  the  sugar  of  Arbuckle  Brothers.  Much 
therefore  may  be  said  in  support  of  the  theory  that  at  that  point  and 
at  that  moment  is  the  relation  of  shipper  and  carrier  between  the 
defendants  and  Arbu(±Ie  Brothers  actually  established,  and  that  odIj 
at  that  moment  of  time  do  the  mutual  liabilities  and  responsibilities 
attending  that  relation  spring  into  being. 

When  the  real  essence  and  meaning  of  the  contracts  are  arrived  at 
there  seems  to  be  no  substantial  difference  in  the  manner  in  which  the 
defendant  carriers  accept  the  complainant's  sugar  and  the  manner  in 
which  they  accept  the  sugar  of  Arbuckle  Brothers  for  transportaticm. 
Both  companies  deliver  their  merchandise  to  the  defendants  on  the 
Jersey  shore  at  their  own  risk,  one  from  Jay  street  and  the  other 
from  Pier  24,  one  in  lighters  that  it  owns  and  the  other  in  lighters 
that  it  hires.  At  that  point  and  at  that  moment  of  time  the  liability 
of  the  defendants  as  common  carriers  for  both  shippers  commences. 
Up  to  that  point  there  is  no  ^^  transportation ''  of  the  sugar,  as  the 
c<Hnplainant  contends,  but  only  an  accessorial  service  by  each  shipper 
in  delivering  its  own  merchandise  to  the  carrier  for  transportation. 
It  is  then  that  an  actual  contractual  relation  between  the  two  refining 
'companies  as  shippers  and  the  several  defendants  as  carriers  is  en- 
tered into.  If  therefore  we  are  to  disregard,  as  necessarily  we  must  if 
this  act  is  to  be  enforced  in  its  letter  and  spirit,  the  merely  superficial 
relation  sought  to  be  created  on  the  face  of  the  contracts  in  question, 
and  turn  our  attention  to  the  actual  relation  that  they  establish,  the 
only  difference,  upon  a  most  careful  analysis,  between  the  complainant 
with  respect  to  its  sugar  and  Arbuckle  Brothers  with  respect  to 
their  sugar,  is  that  under  the  contracts  Arbuckle  Brothers  are  called 
the  agents  of  the  defendants  when  handling  their  own  sugar,  and 
get  an  allowance  for  delivering  it  to  the  carriers  across  the  river,  while 
the  complainant  does  the  same  thing  and  gets  no  allowance  but  makes 
the  delivery  at  its  own  expense.  The  fact  that  Arbuckle  BroUiers 
ordinarily  load  their  sugar  into  cars  on  the  dock  and  sometimes  float 
empty  cars  across  the  river  ior  loading  seems  to  be  a  mere  incident  to 
the  preferred  basis  upon  which  they  have  been  put  as  shippers  over 
the  defendant  lines,  and  can  not  be  regarded  as  materially  differen- 
tiating them  and  their  sugar  from  the  complainant  and  its  sugar 
shipments. 

^^But,*^  say  the  defendants  in  substance,  ^we  have  c<mverted  the 
dock  of  Arbuckle  Brothers  into  a  regular  freight  station,  and  there 
receive  a  large  tcMmage  from  other  shippers  which  Arbuckle  Brothers 
at  our  expense  lighter  to  our  rail  ends  west  of  the  river'  We  shall  be 
j^  to  have  them  do  this  for  the  complainant,  if  it  will  deliver  its 
sugar  to  us  at  the  Arbuckle  dock.''  This  suggestion  has  not  made 
a  favonU>le  impression  upcm  us.    To  offer  the  complainant  a  rec^ving 
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staticm  on  the  dock  of  powerful  competitors,  where  its  shipments 
would  be  handled  and  billed  out  by  the  competitors,  thus  exposing 
to  them  the  names  of  the  complainant's  customers,  its  markets  and 
the  course  of  its  business,  is  a  suggestion  that  overlooks  the  duty  of 
impartial  service  by  the  defendants  to  all  their  shipping  public. 
Moreover,  under  recent  amendments,  the  law  has  thrown  its  protec- 
tion around  the  shipper  and  in  express  terms  makes  it  unlawful  for 
an  interstate  carrier  to  ^^  disclose  his  business  transactions  to  a  com- 
petitor.'^  And  if  effect  b  to  be  given  to  this  wholesome  principle  the 
complaint  can  not  be  said  to  be  satisfied  by  the  tender  to  the  com- 
plainant of  the  Arbuckle  dock  as  a  receiving  station  for  its  sugar, 
and  the  tender  of  Arbuckle  employees,  as  agents  of  the  defendants, 
to  make  out  the  lading  papers  and  other  transportation  records, 
to  assess  and  collect  the  freight  charges,  and  to.  handle  the  com- 
plainant's sugar  to  the  defendants'  freight  stations  on  the  west 
shore.  To  throw  a  shipper  in  this  manner  into  the  hands  of  com- 
petitors in  the  same  line  of  business  is  utterly  at  variance  with  fair- 
ness as  well  as  with  the  express  provisions  of  the  law.  It  is  true  that 
there  may  be  traffic  as  to  which  such  a  state  of  affairs  would  make 
little  difference.  But  we  think  it  clear  that  the  Arbuckle  dock  may 
no  more  be  regarded  as  a  reasonable  freight  depot  for  the  cixnplainant 
than  would  the  Brooklyn  Eastern  District  terminal,  operated  in  the 
interest  of  the  American  Sugar  Kefining  Company,  be  tolerated  by 
Arbuckle  Brothers  as  a  freight  station  of  the  defendants.  If  its 
refinery  were  immediately  across  the  street  the  complainant  could  not 
be  expected  to  accept  the  Arbuckle  dock  as  a  receiving  station  of  the 
defendants  so  long  as  it  is  operated  by  competitors  in  the  same  line 
of  business.  A  receiving  station  operated  by  a  competitor  is  not 
a  reasonable  facility  of  transportation  to  offer  to  any  shipper. 

So  far  as  the  general  shipping  public  is  concerned,  the  Arbuckle 
dock  may  doubtless  now  be  regarded  as  a  public  receiving  station  of 
the  defendants.  But  if,  for  the  reasons  stated,  it  is  not  entitled  to  be 
regarded  as  a  public  receiving  station  so  far  as  the  complainant  and 
its  sugar  are  concerned,  may  it  be  regarded  as  any  other  than  the 
private  dock  of  Arbuckle  Brothers  when  they,  as  shippers,  and  their 
own  sugar  are  concerned!  If  it  is  operated  under  conditions  that 
prevent  it  from  being  a  legal  receiving  station  for  all  shippers  of 
sugar  that  might  care  to  use  it,  we  do  not  see  how  it  may  fairly  be 
regarded  as  a  public  receiving  station  of  the  defendants  for  the  sugar 
of  Arbuckle  Brothers.  We  have  therefore  been  inclined,  as  hereto- 
fore stated,  to  regard  the  lightering  of  their  own  sugar  across  the 
river  as  an  accessorial  service  by  Arbuckle  Brothers  from  their 
private  dock,  and  not  as  a  service  of  transportation  from  a  public 
receiving  station  of  the  defendants.  And  this  view  of  the  matter  is 
emphasized  by  the  contracts,  heretofore  alluded  to,  which  attach  to 
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the  defendants  a  liability  as  common  carriers  of  Arbuckle  sugar 
only  from  the  moment  of  time  when  they  actually  receive  possession 
of  it  at  their  regular  station  west  of  the  river.  It  is  not  necessary, 
however,  to  draw  fine  distinctions  between  an  accessorial  service  and 
a  service  of  transportation,  as  applied  to  the  facts  in  this  case.  If 
the  allowances  made  by  the  defendants  subject  the  complainant  to 
an  undue  discrimination,  or  give  Arbuckle  Brothers,  their  competi- 
tors, an  unjust  preference,  a  wrong  is  being  done  that  must  be 
redressed  by  an  appropriate  order,  whether  the  allowances  are  paid 
as  for  an  accessorial  service  or  for  a  service  of  transportation.  We 
shall  therefore  now  consider  the  matter  briefly  from  the  latter  point 
of  view. 

Arbuckle  Brothers  not  only  operate  their  dock  for  the  defendants 
as  a  railway  facility,  but  they  also  perform  the  lighterage  service  be- 
tween the  dock  and  the  regular  stations  of  the  defendant  on  the  west 
shore.  And  the  defendants  insist  that  the  sugar  of  Arbuckle  Broth- 
ers, like  the  general  merchandise  of  other  shippers  received  at  their 
dock,  conmiences  to  move  at  that  point;  and  that  when  Arbuckle 
Brothers  lighter  their  own  sugar  across  the  river  they  are  simply 
performing  a  service  of  transportation  with  facilities  of  their  own 
furnished  by  them  for  the  purpose.  The  defendants  point  out  that 
the  only  way  they  have  of  serving  the  cities  of  New  York  and 
Brooklyn  is  by  a  lighterage  system  radiating  to  all  points  within  the 
limits  that  they  have  established  in  the  harbor  of  New  York ;  and  that 
under  their  lighterage  tariffs  they  are  conmion  carriers  to  mid  frcnn 
every  dock  and  pier  within  those  limits.  Their  view,  then,  is  that 
the  Arbuckles  have  the  right,  instead  of  using  their  own  dock,  to 
tender  their  sugar  to  any  one  of  the  defendants  at  any  other  dock, 
whether  public  or  private,  within  the  established  limits;  and  to 
require  that  defendant,  upon  the  payment  by  them  of  the  New  Y<Mrk 
rate,  to  float  or  lighter  it  to  its  regular  receiving  station  on  the 
Jersey  side ;  and  therefore  if  the  defendants,  by  their  published  tariffs, 
have  placed  themselves  under  the  duty  of  lightering  the  Arbuckle 
sugar  from  the  New  York  side  at  the  New  York  rate,  that  service, 
when  performed  by  one  of  the  defendants,  is  a  part  of  its  transporta- 
tion service  from  that  side  of  the  river.  The  conclusion  necessarily 
following  these  premises,  as  the  defendants  thereupon  insist,  is  that  the 
lighterage  of  the  Arbuckle  sugar  from  the  New  York  side,  when  per- 
formed by  the  Arbuckles  themselves,  is  also  a  service  of  transportaticm 
and  not  an  accessorial  service,  and  therefore  may  be  paid  for  by  the 
defendants  under  section  15  of  the  act  on  a  just  and  reasonable  basis. 

We  had  not  regarded  section  15  of  the  act  as  a  warrant  to  a  carrier 
for  making  an  allowance  to  one  shipper  providing  a  facility  and  per- 
forming a  service  in  the  transportation  of  his  own  property,  while 
refusing  a  similar  allowance  to  another  shipper  providing  a  similar 
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facility  and  perfonning  the  same  service  in  the  transportation  of  his 
property.  Nor  had  we  understood  that  a  carrier,  while  giving  to  one 
shipper  the  privilege  of  providing  a  &cility  and  performing  a  service 
in  the  transportation  of  his  property,  could  refuse  the  same  privilege 
to  another  shipper,  and  compensate  the  former  while  refusing  any 
aUowance  to  the  latter.  Nor  b  that  the  law.  Certainly  it  can  not 
be  the  law  whoi  the  two  shippers  are  competitors  in  the  same  line  of 
business  and  in  the  same  markets.  If  the  defendants  accord  Arbuckle 
Brothers  the  privilege  of  lightering  their  sugar  from  their  dock  and 
make  them  an  allowance  therefor,  we  regard  it  as  axiomatic,  under 
the  principles  of  this  legislation,  that  they  must  accord  a  like  privi- 
lege and  make  a  like  allowance  to  the  ccxnplainant  from  Pier  24,  the 
complainant  being  a  competitor  in  the  same  line  of  buEdness  and 
reaching  the  same  markets  of  consumption.  Indeed,  we  see  little 
ground,  upon  the  facts  now  before  us,  for  den]ring  the  privilege  and 
the  allowances  to  the  onnplainant  from  the  point  where  its  sugar 
crosses  the  lig^ilerage  limits  established  by  the  defendants.  That, 
however,  is  a  question  that  need  not  be  discussed,  for  we  have  found 
that  the  complainant  now  lighters  its  sugar  fnxn  Pier  24  which  is 
within  the  lighterage  limit& 

The  defendants,  however,  insist  that  the  provisions  of  section  16 
need  not  necessarily  have  so  broad  a  construction.  Their  view  is 
that  the  privilege  of  furnishing  the  facilities  and  performing  a  part 
of  the  transportation  service  may  be  accorded,  and  the  payment 
therefor  made,  to  one  shipper  without  laying  the  carrier  under  the 
obligation  of  according  the  same  privilege  and  making  a  similar 
payment  to  another  and  competing  shipper  who  provides  a  similar 
faciUty  and  performs  a  simikr  service  in  the  transportation  of  his 
property.  ^^  If  the  Jay  Street  terminal,"  they  declare,  ^^  is  to  be  oper- 
ated as  a  public  station,  the  handling  of  the  Arbuckle  shipments 
through  the  terminal  and  by  the  equipment  of  the  terminal  {i.  «.,  by 
the  Arbuckles) ,  as  all  other  shipments  are  handled,  must  be  viewed 
as  a  natural  incident  to  that  operation."  Inasmuch  as  the  Jay 
Street  terminal  has  been  established  ^^  it  should  be  open,"  they  say, 
^  to  all  shippers  without  discrimination.  ^  ^  ^  To  require  the 
Arbuckles  to  deliver  their  shipments  at  some  point  distant  frbm  the 
terminal,  there  to  be  picked  up  and  transported  to  the  Jersey  terminal 
by  railroad  equipment,  would  be  a  strained  and  unnatural  proceeding, 
and  a  discrimination  against  the  Arbuckles."  It  would  be  equally 
strained,  as  we  are  told,  to  require  the  defendants,  after  having  made 
the  Arbuckles  their  agents  in  operating  the  Jay  Street  terminal,  to 
set  aside  that  arrangement  with  respect  to  the  Arbuckle  sugar  and 
handle  it  with  railroad  employees  and  with  railroad  equipment  This, 
they  say,  would  be  both  inconvenient  and  ex{>ensive.  From  that 
point  the  argument  of  the  defendants  proceeds  easily  and  rapidly 
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to  the  proposition  that,  when  a  carrier,  by  an  agreement  with  a  great 
shipper,  turns  his  dock  into  a  railroad  terminal  and  has  it  operated 
for  it  by  the  shipper,  the  circumstances  and  conditions  surrounding 
that  shipper  and  his  particular  traffic  differ  from  the  circumstances 
and  conditions  surrounding  another  shipper,  although  competing 
in  the  same  line  of  business,  ^^  who  does  not  furnish  public  terminal 
facilities  for  the  carrier ; "  and  that  such  a  situation  justifies  the 
carrier  "in  permitting  the  shipper  who  operates  a  public  tei-minal 
for  it  to  perform  such  terminal  service  on  his  own  shipments  while 
refusing  to  permit  a  shipper  who  does  not  operate  a  public  terminal 
to  perform  a  similar  part  of  the  transportation  service."  In  other 
words,  as  we  gather  the  point  of  view  of  the  defendants,  the  very 
arrangement  that  makes  a  railroad  terminal  of  the  dock  owned 
by,  and  adjoining  the  refinery  of,  these  shippers,  and  saves  them 
the  cost  of  teaming  or  otherwise  conveying  their  immense  traffic  to 
a  public  terminal  operated  by  the  carriers  themselves,  also  erects 
around  those  shippers  a  bulwark  of  dissimilar  circumstances  and  con- 
ditions that  justifies  the  carrier  in  giving  them  the  further  privilege 
of  providing  their  own  facilities  for  lightering  their  shipments  across 
the  river,  thus  performing  also  a  part  of  the  transportation  service, 
and  being  compensated  therefor  by  ample  allowances;  while  the 
privilege  is  withheld  from  another  shipper  who  is  their  competitor 
in  the  same  line  of  business. 

That  contention  can  not  be  admitted  as  sound.  On  the  contrary, 
we  hold  that  when  a  carrier  undertakes  to  have  such  a  terminal  (^)er- 
ated  for  it  by  the  owner  of  the  property  and  the  owner  happens  also 
to  be  a  large  shipper  over  its  line,  the  law  reads  into  the  agreement 
between  the  carrier  and  the  owner  the  peremptory  requirement  that 
the  arrangement  shall  not  result  in  any  undue  and  unjust  discrimina- 
tion against  other  shippers  c<Hnpet]ng  with  the  owner  in  the  same  line 
of  business.  The  prohibition  of  inequalities  among  shippers  b  per- 
haps more  fundamental  and  vital  than  any  other  feature  of  the  act 
And  when  a  carrier  undertakes  to  supply  its  needs  by  private  con- 
tract with  a  shipper — ^whatever  may  be  its  purpose,  and  however 
plainly  it  may  be  grounded  in  good  &ith,  or  however  clearly  it  may 
spring  frcMn  the  practical  necessities  of  the  carrier — by  giving  him  cer- 
tain opportunities  and  advantages  in  the  handling  of  his  traffic  over 
its  lines,  those  opportunities  and  advantages  may  not  lawfully  be 
withheld  from  hb  competitors.  However  straightforward  the  rela- 
tion between  a  carrier  and  a  shipper  may  be,  it  b  essentially  wrong, 
and  violates  the  provisions  of  the  statute  against  preferences  and  dis- 
criminaticHis,  when  the  carrier  endeavors  under  such  a  private  con- 
tract to  turn  the  shipper  into  its  agent,  and  thus,  whether  purposely 
or  incidentally,  gives  him  privileges  and  advantages  in  connection 
with  the  transportation  of  hb  property  that  are  withheld  from  hb 
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competitors.  If  such  a  transaction  is  conceived  in  bad  faith  and 
works  unlawful  results,  it  is  manifestly  unlawful.  But  good  faith 
will  not  save  it  from  like  condemnation  if  it  involves  preferences 
and  discriminations  that  are  undue  and  unjust  It  is  not  the  inten- 
tion of  the  parties  but  the  actual  results  that  flow  from  the  arrange- 
ment that  constitute  the  test.  And  we  find  that  the  terms  under 
whidi  the  defendant  carriers  accept  the  sugar  of  Arbuckle  Brothers 
at  their  regular  stations  west  of  the  river  do  result  in  inequalities, 
preferences,  and  discriminations,  and  are  unduly  and  unjustly  prej- 
udicial to  the  rights  of  the  complainant  as  a  shipper  of  sugar  over 
the  lines  of  the  defendants  in  competition  with  Arbuckle  Brothers 
in  the  same  markets. 

We  are  told  that  the  contention  that  a  discrimination  is  being  prac- 
ticed against  the  complainant  ^^  could  be  forcibly  urged  ^  ^  ^  if 
the  refinery  of  the  ccmiplainant  had  been  located  within  the  lighterage 
limits,'^  and  that  the  ^'  trouble  of  the  complainant  springs  from  its 
location  without  the  free  lighterage  limits."  So  far  as  the  record 
gives  us  any  light  on  the  matter  the  complainant  is  not  seeking  to 
ship  its  refinery  over  the  lines  of  these  defendants;  the  whereabouts 
of  the  refinery  is  therefore  wholly  nonessential  and  of  no  possible  con- 
cern to  anyone.  It  is  the  sugar  that  the  complainant  is  offering  for 
shipment,  and  it  is  offered  from  a  point  that  is  within  the  lighterage 
limits.  It  may  have,  been  manufactured  in  the  Philippines,  or  brought 
in  from  Porto  Bico,  or  imported  from  Germany.  This  particular 
sugar  happens  to  have  been  refined  at  Yonkers.  But  wherever  it  may 
have  been  made,  the  relevant  fact  from  a  transportation  point  of  view 
is  that  at  a  given  moment  a  quantity  of  sugar  is  at  Pier  24  ready  for 
shipment  to  interstate  destinations  on  the  lines  of  these  defendants. 
It  matters  not  how  it  got  there,  whether  by  lighter  or  by  cart  or  by 
wheelbarrow ;  it  is  ready  for  shipment  at  that  point  At  the  same 
time  a  like  quantity  of  sugar  is  ready  at  the  Arbuckle  dock  for  ship- 
ment over  the  same  lines  and  to  ccHnpete  in  the  same  markets.  Under 
every  principle  of  equality  embodied  in  this  legislation  the  defendants 
must  deal  with  the  two  shippers  on  exactly  equal  terms.  They  must 
themselves  lighter  the  sugar  to  their  regular  freight  stations  across 
the  river  with  their  own  equipment,  or  must  accord  to  each  shipper 
the  privilege  of  doing  the  lightering  in  his  own  way ;  and  if  under 
section  15,  or  under  any  other  provision  of  the  act,  they  pay  an  allow- 
ance to  one  of  the  two  shippers,  on  the  theory  that  he  has  furnished 
a  facility  and  performed  a  part  of  the  transportation  service  for  the 
defendants,  they  must  make  a  like  allowance  to  the  other  shipper  who 
has  done  precisely  the  same  thing.  To  say  that  the  defendants  have 
made  an  agent  of  one  shipper  to  do  the  littering  for  it  and  have  not 
established  that  relation  with  the  other  serves  but  to  emphasize  the 
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discrimination,  and  seems  neither  to  reach  the  equity  and  common 
justice  of  the  situation,  nor  to  constitute  even  a  superficial  c<Hnpliance 
with  the  equality  of  privilege,  service,  and  rate  that  the  law  requires 
of  carriers  in  their  contact  with  interstate  shippers. 

The  sugar  of  the  two  competing  shippers  gets  into  the  actual  physi- 
cal possession  of  the  defendants  on  the  Jersey  shore  under  practically 
similar  conditions,  and  if,  as  the  defendants  contend,  the  Arbuckle 
sugar  commences  to  move  at  the  Arbuckle  dock,  it  must  be  remem- 
bered that  the  defendants  also  contend  that  their  transportation  for 
the  general  public  also  extends  to  and  cmnmences  at  every  other  pier 
and  dock  within  the  lighterage  limits  that  they  have  established. 
If,  then,  the  defendants  permit  Arbuckle  Brothers  to  furnish  the 
lighterage  facilities  for  their  own  sugar  and  perform  the  lighterage 
service  across  the  river,  and  if  this  is  to  be  regarded  as  a  part  of  the 
transportation  offered  by  the  defendants  under  their  tariffs,  it  is  diffi- 
cult to  see  upon  what  theory  the  defendants  may  defend  their  refusal 
to  recognize  the  lighters  hired  by  the  complainant  as  its  facilities  in 
performing  for  the  defendants  a  similar  part  of  the  transportation 
service.  It  seems  to  us  very  clear  that  the  payment  of  allowances 
to  one  of  these  competing  shippers,  for  a  service  of  transporta- 
tion alleged  to  be  performed  by  them  for  the  defendants  with  their 
own  facilities,  creates  a  present  actual  and  substantial  inequality  that 
is  unlawful  under  the  act,  when  similar  allowances  are  refused  to 
the  other  and  competing  shipper  for  an  exactly  similar  service.  The 
suggestion  that  if  the  Arbuckle  dock  should  now  be  purchased,  or 
rented  and  operated  by  the  defendants,  and  if  the  defendants  should 
use  their  own  lighters  in  moving  the  Arbuckle  sugar  across  the 
river,  the  disadvantage  under  which  the  complainant  rests  would 
not  be  removed,  does  not  meet  the  conditions  that  actually  exist  and 
which,  in  our  judgment,  present  an  actual  present  undue  discrimination 
in  the  relations  of  the  defendants  with  the  two  shippers.  The  Arbuckle 
sugar  moves  either  from-  the  Jersey  side  or  the  New  York  side  of 
the  river.  If  its  transportation  commences  at  the  New  Yoi^  side, 
as  the  defendants  contend,  then  it  appears  that  Arbuckle  Brothers, 
besides  being  paid  for  using  their  own  dock  as  a  receiving  staticHi 
for  their  own  sugar,  are  also  accorded  the  privilege  of  providing  the 
lighters  and  performing  a  part  of  the  transportation  service  on  the 
sugar,  namely,  from  the  dock  to  the  regular  receiving  stations  of  the 
defendants  west  of  the  river ;  it  also  appears  that  they  are  well  and 
amply  paid  for  this  service  and  the  use  of  their  facilities.  The  com- 
plainant, on  the  other  hand,  does  precisely  the  same  thing  from 
another  dock  within  the  lighterage  limits  and  is  refused  any  oxn- 
pensaticm  at  alL  That  is  the  actual  situation  before  us  as  revealed 
npon  the  record.    And  it  is  that  situation  with  which  we  must  deal. 

V  shall  not  undertake  at  this  time  to  consider  what  rate  question 
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or  other  problem  might  be  presented  if  the  defendants  should  buy 
or  lease  and  operate  the  Jay  Street  terminal  for  themselves  and  per- 
fbnn  the  lighterage  to  and  from  that  terminal  with  their  own  equip- 
ment  and  with  their  own  employees.  If  the  present  allowances  paid 
to  Arbuckle  Brothers  are  a  fair  measure  of  what  it  would  really  cost 
the  defendants  to  put  the  Arbuckle  sugar  on  the  Jersey  side  with 
their  own  equipment,  the  question  might  arise  as  to  the  reasonable- 
ness, frcxn  the  standpoint  of  these  competing  refineries,  of  having 
identical  rates  on  sugar  from  both  sides  of  the  river.  But  no  such 
question  is  before  us  at  this  time. 

On  the  whole  record  wc  hold  that  when  the  complainant,  as  herein- 
before described,  tenders  its  sugar  to  the  defendants  on  lighters  at 
their  regular  receiving  stations  on  the  Jersey  shore  it  most  be  received 
and  carried  thence  to  destination  on  rates,  terms,  and  conditions  that 
are  no  less  favorable  to  the  complainant  in  any  particular  than  the 
rates,  terms,  and  conditions  governing  and  surrounding  the  sugar 
traffic  of  Arbuckle  Brothers  brought  by  them  on  floats  and  lighters 
to  the  same  stations  for  carriage  to  the  same  destination. 

The  complainant  also  charges  that  a  similar  allowance  paid  to  the 
owners  of  the  so-called  Brooklyn  Eastern  District  terminal,  owned  by 
Havemeyer  interests,  also  subjects  it  to  undue  prejudice  and  disad- 
vantage. It  is  at  this  dock  that  the  output  of  the  American  Sugar 
Befining  Company  is  largely  handled.  But,  although  our  under- 
standing had  been  to  the  contrary,  we  were  told  at  the  hearing  that 
the  Havemeyers  owned  only  an  insignificant  amount  of  the  capital 
stock  of  tliat  company.  Accepting  these  statements  at  their  face 
value,  we  need  not  at  this  time  consider  that  phase  of  the  complaint. 
Nor,  in  view  of  our  conclusions  herein,  is  it  necessary  to  consider  the 
petition  for  a  rehearing  of  the  former  case  imder  this  title  to  which 
allusion  has  been  made. 

An  order  will  be  entered  in  conformity  with  these  conclusions;  and 
upon  the  filing  of  a  detailed  statement  properly  checked  by  the  de- 
fendants a  further  order  will  be  entered  allowing  reparation  to  the 
complainant  in  accordance  with  the  prayer  of  its  petition. 

Knapp,  Chairman^  dissenting: 

I  do  not  perceive  that  the  record  in  this  case  presents  any  different 
question  from  the  one  decided  in  the  former  case  between  the  same 
parties,  17  L  C.  C.  Rep.,  40.  Indeed,  in  one  aspect  the  facts  now.  pre- 
sented seem  to  me  less  favorable  to  complainant,  since  it  appears  in 
this  proceeding,  by  the  explicit  avowal  of  its  counsel  during  the  oral 
argument,  that  the  transfer  of  the  Jay  Street  terminal  to  the  de- 
fendant carriers  and  its  operation  by  them  would  result  in  no  benefit 
to  complainant  This  being  so,  as  must  be  assumed  from  the  admis- 
sion made,  I  do  not  see  how  the  ownership  and  operation  of  that 
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terminal  by  Arbuckle  Brothers  constitutes  undue  preference  to  them 
or  undue  prejudice  to  complainant.  I  therefore  dissent  upon  the 
general  grounds  set  forth  in  the  majority  report  in  the  former  case. 

Proutt,  Commissioner y  also  dissenting: 

I  do  not  agree  to  the  disposition  made  of  this  case,  and  while  the 

opinion  of  the  Commission  in  the  original  case,  Federal  Sugar  Refin-^ 

ing  Co.  v.  B.  <&  0.  R.  R.  Co.^  17  I  C.  C.  Rep.,  40,  ^yes  a  correct  and 

perhaps  sufficient  account  of  the  question  presented,  I  wish  to  add 

a  word  in  view  of  the  claim  that  this  record  presents  a  new  state  of 
facts. 

So  far  as  disclosed  there  are  three  sugar  refineries  in  New  Yoric 
and  vicinity,  namely,  the  Federal  Sugar  Refining  Company,  the  com- 
plainant, whose  factory  is  located  at  Yonkers,  N.  Y.,  and  Arbuckle 
Brothers,  and  the  American  Sugar  Refining  Ccnnpany,  the  factories 
of  the  two  latter  being  located  in  Brooklyn,  N.  Y.  The  complainant 
contends  that  the  defendants  by  their  rates  discriminate  against  it 
in  favor  of  its  two  competitors. 

Yonkers,  where  the  factory  of  the  complainant  is  located,  is  with- 
out the  free  lighterage  limits  of  New  York,  while  the  plants  of  Ar- 
buckle Brothers  and  the  American  Sugar  Refining  Company  are  both 
situated  within  those  limits.  The  original  ccHnplaint  alleged  that 
Yonkers  should  also  be  included  within  these  lighterage  limits,  and 
the  discrimination  alleged  in  that  complaint  was  the  failure  of  the 
defendants  to  so  extend  their  lighterage  service. 

Upon  a  full  presentation  of  the  matter  the  Commission  held  that 
the  New  York  lighterage  limits  ought  not  to  be  extended  to  include 
Yonkers,  and  that  the  defendants  were  within  their  lawful  ri^ts  in 
declining  to  embface  the  factory  of  the  ccmiplainant  within  those 
limits.    This  must  be  kept  continually  in  mind. 

It  is  equaUy  important  to  have  ever  in  view  the  full  significance 
of  that  holding.  From  all  points  within  the  lighterage  limits  the 
New  York  rate  of  the  defendants  applies,  but  that  rate  does  not  ap- 
ply from  points  without  those  limits  unless  the  point  is  located  upon 
the  line  of  some  one  of  the  defendants.  Under  this  rule,  the  pro- 
priety of  which  is  unquestioned,  the  American  Sugar  Refining  Com- 
pany and  Arbuckle  Brothers  are  entitled  to  have  their  sugar  light- 
ered free  at  the  New  York  rate  to  the  rail  termini  of  the  defendants 
in  Jersey  City  and  Holx^en. 

The  plant  of  the  complainant  at  Yonkers  is  up(m  the  tracks  of  the 
New  York  Central  system,  and  its  product  for  all  points  readied 
through  that  system  and  its  connectiims  can  be  loaded  frcnn  the  store- 
house into  the  car,  but  there  are  many  points  which  can  not  be  satia- 
factorily  reached  by  this  route,  and  ior  whidi  the  complainant  finds 
*^  necessary  to  make  use  of  the  lines  of  the  defendants;  and  in  that 
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event  the  sugar  of  the  complainants  must  be  transported  by  lighter 
from  the  plant  at  Yonkers  to  the  rail  termini  at  Jersey  City,  in  the 
same  way  that  the  sugar  of  its  competitors  must  be. lightered  from 
their  plants  to  Jersey  City,  but  inasmuch  as  its  plant  is  without  the 
free  lighterage  limits  the  complainant  is  put  to  the  expense  of  that 
lighter  service. 

Arbuckle  Brothers  and  the  American  Sugar  Befining  Company 
have  therefore  a  transportation  advantage  over  the  complainant  with 
respect  to  their  sugar  shipped  by  the  defendant  lines  through  Jersey 
City,  which  arises  out  of  tiie  location  of  their  plants  and  which  this 
Conmiission  has  held  and  still  holds  is  legitimate.  The  Federal 
Sugar  Befining  C(Hnpany  has,  doubtless,  from  its  location  at  Yonkers 
certain  advantages  over  its  rivals.  Its  factory  may  have  cost  it  less ; 
its  rents  may  be  less;  it  may  find  labor  conditions  more  favorable. 
It  has  immediate  access  to  the  rails  of  one  of  the  great  railroad  sys- 
tems of  this  continent  and  for  all  points  upon  that  system  or  its 
connections  its  product  can  be  transferred  from  the  warehouse  to  the 
car.  But  to  offset  these  advantages  it  labors  under  the  transporta- 
tion disadvantage  of  being  compelled  to  lighter  its  own  product  to 
Jersey  City,  while  the  product  of  its  rivals  is  carried  free. 

It  is  repeated  through  page  after  page  of  the  majority  opinion  that 
the  complainant  is  at  a  transportation  disadvantage  in  comparison 
with  its  competitor,  Arbuckle  Brothers.  Most  certainly  it  is,  and  this 
Commission  has  held  that  this  disadvantage  is  not  improper. 

Starting,  then,  with  the  proposition  that  with  respect  to  all  sugar 
handled  over  the  lines  of  the  defendants  through  their  rail  terminals 
upon  the  west  bank  of  the  Hudson  Biver,  the  complainant  is  properly 
at  a  disadvantage  as  compared  with  its  competitors  located  in  Brook- 
lyn, it  may  be  asked.  What  further,  disadvantage  against  the  com- 
plainant does  the  record  in  this  case  disclose  t  If  any,  it  arises  out 
of  the  following  situation : 

Arbuckle  Brothers  own  an  extensive  dock  in  Brooklyn  and  the  float- 
ing equipment  for  lightering  to  and  from  that  dock.  An  arrange- 
ment has  been  made  by  these  defendants  with  Arbuckle  Brothers 
onder  the  terms  of  whidi  tra£Sc  of  all  kinds  is  handled  over  this  dock 
to  and  from  the  rail  termini  of  the  defendants  at  Jersey  City.  The 
dock  is  known  as  the  Jay  Street  terminal  of  these  defendants.  Ar- 
buckle Brothers  are  the  agents  of  the  various  defendants  in  the  oper- 
ation of  that  terminaL  As  compensation  for  the  lightering  of  this 
traffic  and  the  transaction  of  the  terminal  business  ccmnected  with 
receiving  and  delivering  the  same,  Arbuckle  Brothers  are  paid  a 
fixed  sum  per  100  pounds,  which  is  8  cents  where  the  traffic  is  in- 
tended for  certain  destinations  and  4^  cents  for  certain  other 
destinations. 

With  respect  to  this  contract  certain  facts  should  be  noted. 
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It  applies  to  all  traffic  of  all  kinds,  both  in  and  out,  originating  at 
or  int^ded  for  that  part  of  Brooklyn.  As  I  remembcor  the  testimony 
about  one-third  of  the  outbound  traffic  consists  of  the  product  of  Ar- 
buckle  Brothers,  the  other  two-thirds  being  miscellaneous  business. 
A  much  less  per  c^it  of  inbound  business  is  for  Arbuckle  Brothers. 

When  outbound  traffic  is  presented  for  shipmoit  over  the  line  of  one 
of  the  defendants  a  bill  of  lading  is  issued  in  the  name  of  that  de- 
fendant This  is,  of  course,  signed  by  an  employee  of  Arbuckle 
Brothers  for  the  railroad  c(»npany,  but  it  is  in  all  respects  the  act 
of  the  company  and  binding  upon  it  If,  for  example,  a  consign- 
ment of  sugar  were  to  be  offered  for  shipment  by  Arbuckle  Brothers 
over  the  line  of  one  of  these  defendants  and  if  that  sugar  were  lost 
in  transit  from  the  dock  to  the  Jersey  shore,  the  railroad  would  be 
responsible  to  the  consignee  for  the  delivery  of  the  property.  Under 
the  contract  between  Arbuckle  Brothers  and  the  railroad,  the  railroad 
would  have  a  claim  against  Arbuckle  Brothers  for  the  amount  of 
the  loss,  but,  as  between  the  shipper  and  the  railroad,  Arbuckle 
Brothers  are  unknown. 

The  price  paid  is  by  the  hundred  pounds  and  depends  not  on  the 
character  of  the  traffic  but  on  the  d^tination,  being  3  cents  per  100 
pounds  in  some  instances,  and  4^  cents  in  others.  It  is  in  no  sense  an 
allowance  to  Arbuckle  Brothers  for  the  lighterage  of  their  sugar, 
except  as  that  sugar  may  constitute  about  one-third  of  the  total  out- 
bound business  handled  through  that  terminal. 

The  case  finds,  and  this  is  not  disputed,  that  under  the  actual  work- 
ing of  this  contract  Arbuckle  Brothers  do  not  receive  an  excessive 
return  for  the  service  performed. 

Just  how,  then,  does  this  contract  violate  the  act  to  regulate  com- 
mercet 

To  permit  a  shipper  to  receive  from  a  railroad  compensation  for 
any  part  of  the  service  of  transportaticm  undertakoi  by  the  railroad 
is  a  fruitful  source  of  favoritian  and  discrimination.  This  has  al- 
ways been  recognized  by  all  students  of  the  subject,  and  Congress,  in 
view  of  this  fact,  mi^t  very  well  have  prohibited  all  transactions  of 
this  kind.  Had  it  done  so  the  mere  fact  that  Arbuckle  Brothers  are 
the  owners  of  a  substantial  part  of  the  traffic  moving  through  this 
terminal  would  render  the  operation  of  the  contract  unlawfuL 

Congress  has  not  done  this.  The  C(Hnmission  in  calling  the  atten- 
ti<Hi  of  Congress  to  the  wrongs  which  grew  out  of  this  connection  be- 
tween the  shipper  and  the  railroad,  itself  stated  that  there  might  be 
instances  in  which  it  was  for  the  interest  of  the  general  public  that 
Bome  portion  of  the  transportation  service  should  be  performed  by  the 
owner  of  the  property,  and  that,  for  this  reason,  the  better  way 
seemed  to  be  to  make  sure  that  the  compensation  paid  the  shipper  for 
the  performance  of  this  service  was  not  extravagant.    Whether  in- 
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fluenced  by  this  saggestion  or  not,  Congress  did,  in  the  Hepburn 
amendment  of  1906,  provide  that  where  the  shipper  rendered  a  part 
of  the  transportation  service  the  Conmiission  might  inquire  what 
would  be  a  reasonable  compensation  for  that  service  and  fix  a  limit 
which  should  not  be  exceeded  by  the  carrier,  thereby  expressly  recog- 
nizing the  right  of  the  carrier  to  employ  the  shipper  about  the  trans- 
portation of  his  own  property,  provided  the  compensation  paid  for 
that  service  was  not  unreasonable. 

This  very  instance  before  us  furnishes  a  good  illustration  of  the 
necessity  for  this  provision.  Dockage  property  in  Brooklyn  is  ex- 
tremely valuable,  and  it  might  be  both  difficult  and  expensive  for 
these  various  defendants  to  create  proper  freight  terminals  in  that 
locality.  This  dock  with  its  floating  equipment  was  available.  It 
gave  to  the  public  facilities  much  needed,  and  it  enabled  the  defend- 
ants to  provide  those  facilities  on  favorable  terms  to  themselves. 
There  is  no  apparent  reason  why  these  defendants  should  not  be 
allowed  to  select  this  economical  and  efficient  method  of  affording 
adequate  public  facilities  for  receiving  and  delivering  freight  in  this 
locality,  unless  some  wrong  is  done  to  some  member  of  the  shipping 
public 

While,  however,  it  seems  plain  to  me  that  Congress  has  not  pro- 
hibited arrangements  of  this  kind  when  no  element  of  wrong  is 
involved,  I  do  not  think  that  such  a  situation  is  lawful  if  it  creates 
an  undue  discrimination  in  favor  of  the  party  who  handles  the 
business  and  receives  the  compensation,  even  though  the  compensation 
be  not  excessive.  There  is,  therefore,  the  further  question  of  fact, 
Does  the  operation  of  this  contract  give  to  Arbuckle  Brothers  an 
advantage  over  the  Federal  Sugar  Refining  Company?  If  it  does, 
in  my  opinion  it  should  be  prohibited;  if  it  does  not,  then  in  the 
interest  of  the  public  and  of  these  defendants,  it  should  be  sanctioned. 

It  is  said  that  Arbuckle  Brothers  get  free  transportation  for  their 
sugar  from  this  dock  to  Jersey  City,  while  the  complainant  is  obliged 
to  lighter  its  sugar  at  its  own  expense.  This  certainly  is  true,  but 
for  the  reason  that  the  factory  of  Arbuckle  Brothers  is  within  the 
lighterage  limits  while  that  of  the  complainant  is  without — a  situa- 
tion which  this  Commission  has  approved. 

It  is  suggested  that  Arbuckle  Brothers  are  large  shippers,  while 
the  complainant  is  a  small  shipper.  The  record  does  not  show  the 
relative  shipments  of  these  two  refineries ;  nor  did  I  suppose  that  this 
was  material.  It  has  been  my  understanding  that  under  this  act 
which  we  administer  great  shippers  and  small  shippers  stand  exactly 
alike.  I  had  not  supposed  hitherto  that  if  a  great  shipper  happened 
to  be  located  within  the  free  li^terage  limits  of  New  York  his 
greatness  was  a  reascm  for  depriving  him  of  the  benefit  of  free 

lighterage. 
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It  is  said  that  Arbuckle  Brothers  handle  their  own  sugar.  But 
how  does  this  benefit  Arbuckle  Brothers,  provided  the  sum  which  they 
receiye  for  that  service  is  no  more  than  a  reasonable  one  t 

It  is  urged  that  the  compensation  paid  is  more  than  is  reasonable. 
It  is  quite  possible  that  the  amount  received  per  100  pounds  for  han- 
dling this  sugar  is  more  than  would  be  just  if  nothing  but  the 
Arbuckle  sugar  was  handled  through  the  Jay  Street  terminal,  but 
the  contract  for  the  operation  of  that  terminal  applies  to  the  entire 
traffic,  of  which  the  Arbuckle  sugar  is  but  a  fraction.  That  traffic 
is  of  all  kinds  and  the  expense  of  handling  some  kinds  much  exceeds 
that  of  others.  What  Arbuckle  Brothers  gain  on  sugar  is  lost  on 
other  kinds  of  business,  provided  the  entire  result  is  not  too  favorable. 
If  the  defendants  have  a  legal  right  to  make  tiiis. arrangement  we 
must,  in  passing  upon  it,  consider  it  as  a  whole,  and  not  select  a  par- 
ticular item  of  traffic  in  inquiring  whether  the  price  paid  for  the 
service  is  too  high. 

Several  things  conclusively  show  that  the  trouble  of  the  complain- 
ant springs  from  its  location  without  the  free  lighterage  limits,  and 
not  from  the  circumstance  that  the  Jay  Street  terminal  is  operated  by 
Arbuckle  Brothers. 

Counsel  for  the  complainant  deliberately  stated  upon  the  argument 
that  his  client  would  be  in  no  respect  benefited  if  the  operation  of 
that  terminal  were  to  pass  into  the  hands  of  a  third  party  or  were 
to  be  taken  over  by  the  defendants  themselves.  If,  then,  the  com- 
plainant  is  not  damaged  by  the  arrangement  as  it  exists,  why  should 
we  interfere  with  that  arrangement  which  appears  to  be  for  the 
common  benefit  of  the  public  and  of  the  railways? 

The  situation  of  the  American  Sugar  Refining  Company  is  equally 
in  point.  Most  of  the  raw  sugar  which  is  refined  is  received  or  may 
be  received  by  water,  and  much  of  the  product  may  be  sent  out  by 
water.  A  sugar  refinery  is  almost  of  necessity  accessible  to  extensive 
dockage  facilities,  and  this  is  true  in  case  of  the  American  Company. 
These  docks  were  owned  and  operated  by  Havemeyer,  the  president 
of  that  company,  and  the  complainant  made  the  same  claim  upon 
the  hearing  with  respect  to  the  Sugar  Trust  that  it  made  with  respect 
to  Arbuckle  Brothers,  upon  the  theory  that  Havemeyer  was  the  prin- 
cipal owner  of  the  American  Sugar  Refining  Company.  It  turned 
out  in  evidence  that  the  stock  holdings  of  Mr.  Havemeyer  in  that 
company  were  insignificant,  and  his  connection  with  the  company 
has  since  been  entirely  severed,  so  that,  to-day,  there  is  no  community 
of  ownership  between  the  person  operating  the  terminal  through 
which  its  sugar  is  handled  and  the  refining  c<xnpany  itself. 

It  was  practically  conceded  by  the  complainant,  and  is  perfectly 
evident  without  any  ccmcession  that  the  American  Sugar  Refining 
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Company  enjoys,  under  the  present  arrangment,  precisely  the  same 
advantage  over  the  complainant  as  do  Arbuckle  Brothers,  and  it  is 
further  evident  that  both  companies  would  enjoy  this  advantage 
were  Arbuckle  Brothers  compelled  to  retire  from  the  operation  of  the 
Jay  Street  terminal. 

It  may  be  suggested  in  this  connection  that  the  Sugar  Trust  would 
not  be  likely  to  sit  idly  by  if  the  arrangenent  at  the  Jay  Street 
terminal  worked  a  discrimination  against  it,  in  favor  of  its  most 
active  rival. 

Since  the  promulgation  of  the  opinion  of  the  Commission  in  the 
original  case  a  new  feature  has  been  introduced  into  this  situation, 
to  which,  perhaps,  some  reference  should  be  made. 

Originally  the  complainant  lightered  its  sugar  from  its  factory 
at  Yonkers  to  the  rail  termini  of  the  defendants  at  Jersey  City  by 
the  steamer  Ben  Franklin.  The  various  packages  were  marked 
by  the  complainant  and  put  on  board  the  steamer  at  Yonkers.  The 
skipper  was  provided  with  bills  of  lading  or  receipts  for  signature 
by  the  various  railroads  over  which  the  shipments  were  to  pass,  and 
he  transported  these  packages  from  Yonkers  to  Jersey  City,  made 
delivery  to  the  various  railroads,  and  obtained  his  receipts,  which 
were  returned  to  the  complainant. 

At  the  present  time  the  packages  are  marked  and  loaded  upon  the 
Ben  Franklin  at  Yonkers,  precisely  as  before;  but  the  cargo  is  now 
consigned  to  the  complainant  at  Pier  24,  which  is  on  the  New  York 
side  of  the  Hudson  Biver  and  within  the  lighterage  limits.  The 
steamer  proceeds  to  Pier  24  and  ties  up,  whereupon  a  representative 
of  the  complainant  steps  on  board,  gives  the  captain  of  the  Ben 
Franklin  a  receipt  for  his  cargo,  and  delivers  to  him  the  blank 
receipts  or  bills  of  lading  which  were  formerly  put  into  his  possession 
at  Yonkers.  After  this  has  been  done  the  steamer  proceeds  to  Jersey 
City  and  makes  delivery  to  the  various  rail  lines. 

It  is  claimed  by  the  complainant,  and  apparently  found  by  the 
Commission,  that  this  amounts  to  a  transportation  of  this  sugar  from 
Pier  24  to  Jersey  City. 

The  transaction,  in  fact,  is  precisely  the  same  now  that  it  was 
formerly,  except  that  the  steamer  now  stops  at  Pier  24.  Great  stress 
is  laid  in  the  opinion  upon  the  fact  that  the  Ben  Franklin  is  actually 
made  fast  to  the  wharf,  but  to  my  own  mind  it  would  subserve  exactly 
the  same  purpose  if  she  were  to  whistle  in  midstream  when  passing 
that  pier.  It  is  impossible  for  me  to  understand  how  any  perform- 
ance of  this  character  can  change  the  actual  relation  of  these  parties 
when  the  thing  accomplished  is  in  both  cases  identicaL 

If  the  complainant  saw  fit  to  put  its  sugar  onto  Pier  24  and  to 
notify  the  defendants  to  come  there  and  receive  it,  a  different  ques- 
tion might  be  presented.    Their  traffic  would  then  be  within  the  free 
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lighterage  limits,  and  it  is  possible  that,  having  selected  docks  adja- 
cent to  the  refineries  of  the  competitors  of  this  complainant,  the 
defendants  could  not  refuse  to  take  the  sugar  upon  this  dock. 

In  order  to  avoid  all  misapprehension,  let  me  repeat  that  we  ought 
not,  in  my  opinion,  to  sanction  the  arrangement  for  the  operation 
of  the  Jay  Street  terminal,  if  that  results  in  discrimination  against 
this  complainant  It  is  evident  that  this  situation  mi^t  take  vari- 
ous forms,  where  it  could  be  forcibly  urged  that  such  discrimination 
existed.  If,  for  example,  the  refinery  of  this  complainant  had  been 
located  within  the  lighterage  limits,  and  these  defendants  by  selecting 
for  their  terminals  in  Brooklyn  docks  adjacent  to  the  refineries  of 
its  two  competitors  had  compelled  this  complainant  as  a  practical 
matter  to  lighter  its  product  to  the  Jersey  shore,  either  because  that 
could  be  done  more  cheaply  than  to  deliver  it  at  the  Brooklyn  termi- 
nals or  because  those  terminals  were  operated  by  its  competitors,  who, 
by  handling  the  tra£Sc  of  the  complainant,  would  acquire  an  improper 
biowledge  of  its  business,  serious  questions  would  be  presented ;  but 
there  is  nothing  of  the  kind  in  this  case.  The  only  disadvantage  here 
which  has  been  pointed  out  or  which  can  be  pointed  out  arises  from 
the  location  of  the  complainant  without  the  lighterage  limits.  That 
was  its  complaint  in  the  original  case,  and  that  is  the  gravamen  of  its 
complaint  here.  Since  the  Commission  has  decided  that  the  free 
lighterage  limits  of  New  York  ought  not  to  be  extended  so  as  to 
include  Yonkers,  and  since  it  appears  that  the  arrangement  at  the 
Jay  Street  terminal  b  in  the  general  public  interest,  I  do  not  think 
this  Commission  should  make  any  order  which  will  prevent  these 

defendants  from  continuing  that  arrangement. 
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No.  3376. 
AUDLEY  HILL  &  COMPANY  ET  AL. 

V. 

SOUTHERN  RAmWAY  COMPANY. 


SubmUUd  February  1, 1911.    Decided  February  IS,  1911. 


1.  The  presumption  of  reasonablenees  arising  from  the  long  existence  of  a  rate  does 

not  necessarily  attach  when  the  rate  was  established  by  the  carrier,  in  the 
exercise  of  its  discretion,«to  meet  competitive  conditions. 

2.  Bate  of  20  cents  per  100  pounds  on  bananas  from  Charleston,  8.  0.,  to  Augusta,  Qa.» 

not  found  to  have  been  unreasonable.    Complaint  dismissed. 

R.  J.  SauthaU  for  complainants. 
R.  WalUm  Moore  for  defendant. 

Report  of  thb  Commission. 

Bt  the  Commission: 

Complainants,  Audley  Hill,  trading  under  the  name  of  Audley  Hill 
&  Company,  and  Arthm*  H.  Merry,  trading  under  the  name  of  Merry 
&  Company,  are  engaged  in  the  wholesale  produce  business  at  Augusta, 
Ga.  By  joint  petition,  filed  July  6, 1910,  they  attack  the  reasonable- 
ness of  freight  charges  collected  from  them  by  defendant  for  trans- 
porting a  number  of  carloads  of  bananas  from  Charleston,  S.  C,  to 
Augusta,  Ga.    Reparation  is  asked. 

Between  May  4, 1909,  and  January  7, 1910,  Audley  Hill  ^  Company 
shipped  from  Charleston,  S.  C.,  to  Augusta,  Ga.,  12  carloads  of  ba- 
nanas, aggr^ating  248,400  pounds,  and  between  November  9,  1909, 
and  December  31, 1909,  Merry  &  Company  shipped  between  the  same 
points  4  carloads  of  bananas,  aggregating  87,900  pounds.  Freight 
chaiges  amounting  to  $496.80  and  $175.80,  respectively,  were  col- 
lected on  basis  of  rate  of  20  cents  per  100  pounds. 

Charleston,  S.  C,  and  Savannah,  Ga.,  are  competitors  for  general 
business  at  Augusta  and  for  a  long  time  have  had  the  same  rates  to 
that  city.  The  testimony  is  that  between  Savannah  and  Augusta 
the  rates  are  controlled  by  water  competition  of  the  Savannah  River. 
No  bananas  move  from  Savannah  to  Augusta  either  by  rail  or  by 
water  as  the  character  of  the  commodity  requires  peculiar  facilities 
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for  its  handling  in  bulk  and  such  facilities  do  not  exist  at  Savannah. 
The  water  competition,  therefore,  is  potential  only,  with  respect  to 
bananas,  but  it  receives  consideration  in  fixing  the  banana  rate. 
From  early  in  1902  until  May  3,  1909,  a  rate  of  15  cents  obtained  on 
bananas  to  Augusta  from  both  Charleston  and  Savannah*  In 
territory  intermediate  to  Augusta,  Ga.,  and  Columbia,  S.  C,  there  is 
naturally  competition  among  banana  dealers  of  the  two  cities. 
From  Charleston  to  Columbia  there  is  no  water  competition  and  the 
rate  for  a  number  of  years  was  20  cents,  although  the  distance  is  about 

9  miles  less  than  to  Augusta. 

This  situation  obtained  for  a  long  period,  and  the  testimony  is 
that  the  Columbia  shippers,  in  November,  1908,  complained  to  the 
South  Carolina  railroad  commission  alleging  discrimination  against 
Columbia  as  compared  with  Augusta,  and  thereupon  the  South 
Carolina  commission,  on  February  25,  1909,  established  a  rate  of  15 
cents  from  Charleston  to  Columbia.  On  the  assumption  that  the 
complaint  of  the  Columbia  shippers  would  have  been  satisfied  by  plac- 
ing Columbia  and  Augusta  on  a  parity,  defendant  increased  the  rate 
from  Savannah  to  Augusta  to  20  cents,  a  like  increase  being  made 
from  Charleston  to  Augusta,  effective  May  3,  1909.  With  the 
Augusta  rate  thus  raised  to  equal  the  former  Columbia  rate,  defend- 
ant then  appUed  to  the  South  Carolina  commission  for  authority  to 
restore  the  20-cent  rate  to  Columbia,  but  the  application  was  denied. 
On  February  18, 1910,  defendant  restored  the  15-cent  rate  to  Augusta, 
and  that  rate  is  still  effective.     Except  for  an  interval  of  less  than 

10  months— May  3,  1909,  to  February  18,  1910 — the  15-cent  rate 
to  Augusta  has  been  continuously  in  effect  for  more  than  nine  years. 
Defendant  asserted  that  it  would  not  have  been  changed  but  for  the 
aforesaid  action  of  the  South  Carolina  commission,  and  contended 
that  the  15-cent  rate  was  unreasonably  low. 

Although  the  Commission  has  held  that  the  long  existence  and 
use  of  a  rate  is  an  important  fact  tendixig  to  show  that  it  is  suffi- 
ciently high  and  properly  requires  the  carriers  to  explain  or  justify 
an  increase  thereof,  the  evidential  force  of  such  a  showing  is  weak- 
ened when  the  rate  has  been  established  on  account  of  competitive 
conditions  which  the  carrier,  in  the  exercise  of  its  discretion,  might 
lawfully  meet  but  which  it  might  not  be  required  to  meet.  In  Lind- 
say Bros.  V.  B.  dk  0. 5.  W.,  16  I.  C.  C.  Rep.,  6,  we  said: 

While  water  competition  may  be  availed  of  by  a  carrier  as  its  justificatioii  and 
excuse  for  rates  that  are  lower  than  would  otherwise  be  lawful  under  sections  2,  3,  or 
4  of  the  act,  the  existence  of  such  competition  is  not  in  itself  a  ground  upon  which  a 
shipper  may  demand  a  lower  rate.  It  is  the  privilege  of  a  carrier,  in  its  own  interest, 
to  meet  such  competition,  but  it  is^ot  the  privilege  of  a  shipper  to  demand  less  than 
normal  rates  because  of  the  existence  of  a  competition  which  the  carrier  in  its  own 
behalf  does  not  choose  to  meet. 

20 1.  C  a  Rep. 


▲X7DLEY  HHJi  A  00.  V.  BOVTBXBOi  BY.  00.  227 

See  also  Breese^  Trenton  Mining  Co.  y.  Wabash  B.  B.  Co.,  19 1.  C.  C. 
Rep.,  598. 

The  testimony  is  that  bananas  are  peirishable  and  have  to  be  moved 
with  passenger-train  dispatch  in  refrigerator  cars,  for  which,  empty  or 
loaded,  a  rental  of  three-fourths  of  a  cent  per  mile  is  paid.  At  the 
expense  of  the  carriers,  these  refrigerator  cars  are  equipped  with  slats, 
bulkheads,  and  false  floors.  In  many  instances  these  cars  are  re- 
turned empty,  and  a  sufficient  supply  must  be  parked  at  the  port 
awaiting  arrival  of  the  vessel.  Complainants  obtain  their  bananas 
principally  from  Mobile,  but  occasionally  from  New  Orleans  or  Balti- 
more. The  banana  movement  from  Charleston  is  sporadic  and  light, 
fruit  vessels  not  plying  there  with  any  regularity.  Nevertheless, 
several  years  ago  defendant  constructed  a  fruit  whaj^  at  that  port  at 
an  expenditure  of  $25,000. 

Under  Southern  Classification  bananas  take  the  third  class  rate, 
which  from  Charleston  to  Augusta  is  28  cents.  Under  the  Georgia 
classification  bananas  are  sixth  class  and  take  a  rate  of  28  cents  for  the 
distance  from  Charleston  to  Augusta. 

Upon  the  whole  record  we  are  of  the  opinion  and  find  that  defend- 
ant's rate  of  20  cents  per  100  pounds  is  not  shown  to  have  been 
unreasonable  or  excessive.  The  complaint  must  be  dismissed,  and  it 
will  bo  so  ordered. 

20 1.  C.  G.  Rep. 
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No.  3263. 
CRESCENT  LUMBER  COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SxibmiUed  February  1, 1911.    Decided  February  t4, 1911. 


Two  routes,  over  which  the  same  rate  applied,  were  available  from  points  of  origin 
to  destination.  Over  one  of  said  routes  reconsignment  in  transit  was  permitted 
by  proper  tariff  publication,  but  such  reconsignment  was  not  permitted  over 
the  other  route;  Held,  That,  in  the  absence  of  routing  instructions  by  the  ship- 
per, or  notice  that  its  shipments  were  to  be  reconsigned  in  transit,  the  initial 
earner  is  not  liable  in  damages  for  kilure  to  forward  the  traffic  over  the  route 
via  which  the  reconsignment  privilege  was  available. 

6.  B.  Neville  for  complainant. 

B.  Walton  Moore  for  Illinois  Central  Railroad  Company  and  New 
Orleans,  Mobile  &  Chicago  Railroad  Company. 

Report  of  the  Commission. 

Bt  the  Commission: 

Complainant  is  engaged  in  the  lumber  business  at  Meridian,  Miss. 
Its  petition,  filed  May  4, 1910,  alleges  the  collection  from  it  by  defend- 
ants of  excessive  freight  charges  on  eight  carloads  of  yellow-pine 
lumber  shipped  from  points  in  Mississippi  to  Cypress,  HI.,  and  thence 
reconsigned  to  various  destinations.  The  complaint  was  filed  with 
the  Commission  informally  on  March  12, 1909.    Reparation  is  asked. 

Between  June  12,  1907,  and  August  27,  1907,  complainant  shipped 
from  several  stations  on  line  of  defendant  New  Orleans,  Mobile  & 
Chicago  Railroad  eight  carloads  of  rough  yellow-pine  lumber  con- 
signed to  itself  at  C3rpre6s,  HI.,  "care  of  Chicago  &  Eastern  lUinois 
Railroad."  C3rpre6S  is  reached  only  by  the  Chicago  &  Eastern  Illi- 
nois Railroad,  and  to  that  point  two  routes  taking  the  same  rates 
were  avaUable,  one  via  Meridian,  Miss.,  and  the  Mobile  &  Ohio  RaU- 
road,  the  other  via  Ackerman,  Miss.,  and  the  lUinois  Central  Railroad. 
No  intermediate  routing  was  designated  by  the  shipper,  but  the  lum- 
ber was  loaded  in  cars  which  the  New  Orleans,  Mobile  &  Chicago  had 
received  from  the  Illinois  Central  and  which,  under  car-service  rules, 
ad  to  be  retiuued  via  the  Illinois  Central.    Accordingly,  the  initial 

20LaaBe|i. 


0BB80EKT  LtTMBBB  00.  V.  1.  0.  B.  B.  00.  229 

carrier  routed  each  shipment  via  Ackerman  and  the  Illinois  Central, 
and  the  latter  road  hauled  the  traffic  through  Cairo  to  Carbondale, 
thence  south  to  Marion,  HI.,  the  nearest  junction  with  the  Chicago  & 
Eastern  Illinois.  Each  car,  upon  arrival  at  Marion,  was  tendered  by 
the  Illinois  Central  to  the  Chicago  &  Eastern  Illinois.  Six  were 
refused  and  two  that  had  been  accepted  were  returned,  the  basis  for 
this  action  being  that  there  was  no  lumber  industry  at  C3rpress,  and 
the  Chicago  &  Eastern  Illinois  would  not  accept  cars  consigned  to 
that  point  xmless  accompanied  by  ixistructions  for  reconsignment. 
Cypress  was  a  fictitious  destination,  and  complainant's  only  object 
in  first  consigning  the  shipments  to  that  point  was  to  conceal  from 
its  customers  the  source  of  supply.  On  all  cars  so  consigned  it  was 
complainant's  custom  to  send  request  for  reconsignment  to  the  agent 
of  the  Cincinnati,  Hamilton  &  Dayton  Railroad  at  St.  Louis,  who  had 
undertaken  to  transmit  such  request  to  the  Chicago  &  Eastern  HU- 
nois.  The  Cincinnati,  Hamilton  &  Dayton  was  compensated  for  this 
service  by  receiving  a  portion  of  the  haul  whenever  practicable. 

On  various  dates  subsequent  to  the  arrival  of  the  cars  at  Marion  and 
refusal  by  the  Chicago  &  Eastern  Illinois  to  accept  them,  the  agent 
of  the  Cincinnati,  Hamilton  &  Dayton  at  St.  Louis  gave  to  the  Illinois 
Central  orders  to  reconsign  the  cars.  BiUs  of  lading  were  then 
issued  by  the  Illinois  Central  for  the  movement  to  the  new  destina- 
tions and  seven  of  the  cars  were  transported  to  Chicago  via  that  line, 
Chicago  being  the  final  destination  of  six  of  the  shipments.  One  car, 
destined  to  St.  Clair  Springs,  Mich.,  moved  from  Chicago  via  the 
Grand  Trunk  and  Michigan  Central,  while  the  other,  destined  to  Cleve- 
land, Ohio,  moved  via  lUinois  Central  to  Tuscola,  HI.,  thence  via 
Cincinnati,  Hamilton  &  Dayton  and  Wheeling  &  Lake  Erie.  At 
destinations  charges  were  assessed  at  a  combination  of  joint  rates 
based  on  Marion. 

The  reparation  asked  is  based  on  the  joint  rates  from  points  of 
origin  to  final  destinations  applicable  via  Meridian  and  the  Mobile  & 
C^o.  The  tariff  naming  those  rates  provided,  effective  July  13, 1907, 
that  such  shipments  might  be  reconsigned  in  transit  at  the  through 
rate,  a  charge  of  $5  per  car  being  made  for  the  privilege.  To  this 
tariff  the  Illinois  Central  was  not  a  party.  The  tanff  naming  the  rate 
via  the  route  of  movement  did  not  allow  reconsignment  at  the  through 
rate.  The  action  of  the  Chicago  &  Eastern  lUinois  in  refusing  ship- 
ments at  Cypress  is  therefore  immaterial,  the  question  being  whether 
or  not  the  shipments  were  nusrouted  by  the  initial  carrier.  As  pre- 
viously stated,  two  routes  taking  the  same  rate  were  available.  The 
initial  carrier  can  not  be  charged  with  knowledge  of  complainant's 
desire  to  reconsign  the  shipments,  and  in  the  absence  of  specific  rout- 
ing by  shipper  we  hold  that  the  initial  carrier  was  justified  in  routing 
these  cars  as  it  did. 
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Under  the  circumstances  we  are  of  opinion  and  find  that  the 
charges  on  complainant's  shipments  were  collected  in  accordance  with 
the  tariff  in  force  and  that  such  charges  are  not  shown  to  have  been 
unreasonable  or  excessive.  The  complaint  must  be  dismissed,  and  it 
will  be  so  ordered. 


No.  8488. 
CRESCENT  LUMBER  COMPANY 

V. 

MOBILE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


SubnUtted  December  S,  1910.    Decided  February  IS,  1911. 


A  tranBit  prlvUege  that  was  effective  for  eighteen  months  and  withdrawn 
tlirongh  misnnderstanding  between  carriers,  and  after  a  period  of  two  and 
one-half  months  restored  and  continued  in  effect,  can  not  be  regarded  in  the 
same  light  as  a  newly  established  transit  privUege  and  does  not  come  within 
the  inhibition  regarding  the  retroactive  application  of  snch  privUegea. 
Reparation  awarded  because  of  unreasonable  charges  on  a  shipment  mov- 
ing during  poiod  within  which  transit  privilege  was  not  allowed. 

O.  B.  NeviUe  for  complainant. 

R.  Walton  Moore  for  Mobile  &  Ohio  Railroad  Company. 

Repobt  of  thb  COMMISaiON. 

By  thb  Commission  : 

Complainant  is  engaged  in  the  lumber  business  and  has  its  princi- 
pal office  at  Meridian,  Miss.  By  petition  filed  July  80,  1910,  it 
attacks  the  reasonableness  of  a  combination  rate  of  41  cents  per  100 
pounds  charged  for  carriage  of  a  carload  of  yellow-pine  lumber  from 
Eddy,  Ala.,  to  Columbus,  Ohio,  which  was  miUed  in  transit  at 
Meridian,  Miss.,  and  asks  reparation  to  basb  of  joint  rate  of  28  cents, 
with  transit  privilege.  The  complaint  was  first  presented  to  the 
Commission  informally  December  24,  1908. 

On  September  21,  1907,  complainant  shipped  over  the  lines  of 
defendants  from  Eddy,  a  station  on  the  Alabama  A  Mississippi  Rail- 
road, one  carload  of  rough  yellow-pine  lumber,  weight  84,000  pounds, 
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consigned  to  Cypress,  HI.,  to  be  dressed  en  route  at  Meridian.  Be- 
fore arrival  at  Cypress  the  car  was  reconsigned  to  Columbus.  Charges 
amounting  to  $127.55  were  assessed.  The  only  rate  applicable  was 
a  combination  rate  of  41  cents,  under  which  the  charges  should  have 
been  as  follows: 


Bddy  to  Vincjffar  Bend 

Vinecmr  Bend  to  Meridian. 
Meridian  to  Columbus 

Total 


Rate 
per  100   Weight, 
pounds.' 


Cents. 

6 

8 

28 


Pimndi. 
84,000 
84,000 

180.000 


ChaiKei. 


117.00 
27.20 
84.00 


41 


128.20 


*  If  inlmnm  on  dressed  weight. 

There  was  also  effective  at  time  of  shipment  a  joint  rate  of  28 
cents  from  Eddy  to  Columbus,  but  the  tariff  which  provided  for  dress- 
ing at  Meridian  had  no  application  to  shipments  originating  on  the 
Alabama  &  Mississippi  Railroad.  From  March  3,  1906,  to  August 
21, 1907,  however,  the  joint  rate  of  28  cents  on  lumber  from  stations 
on  the  Alabama  &  Mississippi  Railroad,  including  Eddy,  to  Cypress, 
Columbus,  and  other  points  on  and  north  of  the  Ohio  River,  carried 
the  privilege  of  dressing  at  Meridian.  Under  the  transit  provision 
this  rate  applied  as  follows:  Eight  cents  on  the  rough  weight  to 
Meridian  and  20  cents  on  the  dressed  weight  out,  minimum  30,000 
pounds.  On  August  21,  1907,  due  to  misunderstanding  between  the 
carriers,  this  transit  privilege  was  withdrawn,  but  was  restored  cm 
the  4th  of  the  following  November  and  is  still  effective. 

The  joint  rate  of  28  cents  from  Eddy  to  Columbus  has  been  con- 
tinuously in  force  for  nearly  five  years,  and,  except  for  an  interval 
of  about  two  and  one-half  months,  during  which  period  complainant's 
shipment  moved,  the  tariff  provided  for  dressing  in  transit  at  Merid- 
ian. A  transit  privilege  which  was  effective  for  eighteen  months 
and  through  misunderstanding  between  the  carriers  was  withdrawn 
for  a  period  of  two  and  one-half  months  and  then  restored  and  con- 
tinued in  effect,  can  not  be  regarded  in  the  same  light  as  a  newly 
established  transit  privilege  and  does  not  come  within  the  Commis- 
sion's  rule  against  awarding  reparation  which  amounts  to  the  retro- 
active applicaticm  of  a  transit  privilege. 

Under  all  the  circumstances  we  are  of  the  opinion  and  find  that 

the  charges  paid  by  complainant  were  unreasonable  and  excessive 

to  the  extent  that  they  exceeded  $87.20,  based  on  rate  of  28  cents  per 

100  pounds,  and  that  complainant  is  entitled  to  reparation  in  the  sum 

of  $40.85,  with  interest  thereon  from  October  81,  1907.    An  order 

will  be  entered  accordingly. 
20Lac.B^ 
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No.  8474. 
WALTER  F.  BOYLE 

V. 

GREAT  FALLS  &  OLD  DOMINION  RAILROAD  CX)MPANT. 


Bulnnmed  October  28, 1910.    Decided  Pebmary  IS,  1911. 


Defendant's  system  of  commutation  fares  does  not  unduly  discriminate  against 

complainant  or  the  community  in  which  he  resides. 

Walter  F.  Boyle  for  complainant  in  perscm. 
WUton  J.  Lofinbert  for  defendant 

Refobt  of  thb  Commission. 

By  the  Commission: 

Complainant  is  a  resident  of  McLean,  Ya.,  a  station  on  the  Great 
Falls  &  Old  DcHninion  Railroad.  His  petition  alleges,  in  substance, 
that  the  commutation  fares  between  Washington,  D.  C.,  and  stations 
in  defendant's  so-called  third  zone  are  unreasonable  and  unjustly 
discriminatory  as  compared  with  similar  fares  between  Washington 
and  stations  in  defendant's  second  zone ;  that  restriction  of  the  com- 
mutation fare  to  tickets  good  for  only  52  trips  per  month  is  unrea- 
sonable and  that  defendant  should  be  required  to  issue  commutation 
tickets  which  will  permit  a  round  trip  each  day  in  the  month.  At 
the  hearing  complainant  stated  that  he  did  not  consider  the  fares 
excessive  in  themselves,  but  that  he  believed  the  adjustment  to  be 
unduly  preferential  to  the  second  zone. 

The  defendant  operates  an  electric  or  trolley  line  which  extends 
from  the  western  part  of  the  city  of  Washington  across  the  Potomac 
River  and  thence  to  Great  Falls,  Va.,  a  distance  of  about  15  miles. 
For  purposes  of  rate  making  the  line  is  divided  into  five  zones  of 
about  3  miles  each.  The  single  fare  between  stations  in  any  one  zone 
is  5  cents,  and  5  cents  is  collected  for  each  zone  beyond ;  that  is  to  say, 
the  fare  from  the  first  to  the  second  zone  is  10  cents,  to  the  third  zone 
15  cents,  etc,  except  that  in  the  first  zone  defendant  sells  six 
tickets  for  a  quarter,  the  fare  established  by  law  within  the  Dis- 
trict of  Columbia.     The  commutation  fares  between  Washington  and 
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points  in  the  several  zones,  and  the  cost  per  trip  under  those  fares, 
areas  follows: 

Fare$from  and  to  WcuhingUm. 

Oostper 
trip. 

Ztmt  1,  Waihlngton  to  Cherrydale.  InclostTe. 
Zone  2.  Harrison  to  CbMtorbiook,  indiuiTe. . 

Zones,  El  Nldo  to  Balls  HIU,  indnsiTe 

Zone  4,  HiUffer  to  BeUeTlew,  indnsiTe 

Zone  6,  Rooky  Ron  to  Qreat  Falls,  indnsive.. 


McLean,  the  station  at  which  complainant  resides,  is  in  the  third 
sone  and  aboat  7  miles  from  defendant's  terminal  in  Washington. 
If  he  rode  only  between  McLean  and  the  Washingtim  terminal  he 
would  receive  864  miles  of  transportation  for  $3.90  under  the  52-trip 
commutation  fare ;  but  on  the  trip  to  Washington  he  is  entitled  to  a 
transfer  that  is  good  within  the  District  of  Columbia  on  the  lines 
of  the  Capital  Traction  Company.  As  a  matter  of  fact  he  uses  this 
transfer  for  a  2i-mile  ride  to  the  Post  Office  Department,  whidi  is 
approximately  the  center  of  the  business  section.  The  result  is  that 
for  $3.90  per  month  he  rides  429  miles  at  a  rate  of  less  than  a  cent 
per  mile.  Transfers  would  be  of  no  advantage  on  the  outbound  trip, 
and  complainant  uses  one  of  the  car  tickets  above  referred  to  from 
the  Post  Office  Department  to  defendant's  terminal.  Upon  the  facts 
before  us  that  fare  can  not  be  condanned  as  unreasonable  for  the 
service  performed ;  and  the  carrier's  annual  reports  indicate  that  its 
entire  schedule  of  fares  has  resulted  in  a  relatively  smaU  return  up<m 
the  amount  of  money  said  to  have  been  invested  in  the  railroad. 

As  we  have  noted  complainant  conceded  that  the  only  ground  up<m 
which  the  fares  to  and  from  the  third  zone  could  be  allied  to  be  un- 
lawful was  by  comparison  with  the  relatively  lower  fares  to  and  from 
the  second  zone.  As  will  be  observed  by  examination  of  the  table 
above  set  forth,  the  52-trip  c(»nmutation  fare  trom  the  first  zone  is 
$1.56,  and  the  increases  above  that  amount  are:  Second  zone,  52 
cents  more  than  first  zone;  third  zone,  $1.82  more  than  second  zone; 
fourth  zone,  78  cents  more  than  third  zone;  fifth  zone,  $1.04  more 
than  fourth  zone.  Complainant  contends  that  the  ratio  of  increase 
for  each  succeeding  zone  should  be  the  same. 

The  record  shows  that  the  number  of  commutation  tickets  sold  in 
the  zones  from  1  to  6,  respectively,  for  the  month  of  October,  1910| 
were  4, 144,  43,  21,  and  18.  SubstantiaUy  the  same  relation  between 
the  number  of  tickets  sold  from  each  zone  has  existed  since  Decem- 
ber 1, 1908.  Defendant  contends  that  the  &re  fnmi  the  second  zoiie 
is  too  low  and  ought  to  be  increased*  In  its  answer  it  states  that  the 
c(Hnmutati<m  fares  were  agreed  upon  after  hearing  before  the  Corpo- 
ration Commissicm  of  Virginia;  that  the  fare  submitted  for  approval 

20LaaBe|i. 


284  IKTEB8TATB  OOMMBBOB  COMMISSIOK  BEP0BI8. 

was  $2.60;  and  that  at  the  request  of  that  commission  the  fare  was 
reduced  to  $2.08. 

Whether  or  not  a  rate  adjustment  results  in  undue  discrimination 
against  a  particular  person  or  locality  is  a  question  of  &ct  whidi 
must  be  decided  upon  consideration  of  all  the  circumstances  brought 
to  our  knowledge.  Upon  this  record  we  can  not  find  that  the  present 
adjustment  of  commutation  fares  is  unduly  prejudicial  to  OMnplain- 
ant.  Nor  do  we  find  that  the  sale  of  commutation  tickets  providing 
for  only  52  trips  per  month  is  unjust.  The  practice  is  common  to  all 
zones,  and  is  designed  to  permit  use  of  the  commutation  fares  on  all 
working-days.  Having  found  no  apparent  violation  of  the  act,  it 
is  unnecessary  in  this  connection  to  consider  defendant's  suggestions 
respecting  the  scope  of  the  Commission's  authority  over  commutation 
fares.    The  c<Hnplaint  will  be  dismissed. 

20  L  C.  C  Bep. 


L 


MT78B  BBOTHEBS  CO.  V.  0.,  B.  I.  A  P.  BY.  CO.  285 


No.  8498. 
MUSE  BROTHERS  COMPANY 

V. 

CHICAGO,  ROCK  ISLAND  &  PACIFIC  RAILWAY 

COMPANY. 


Submitted  December  15,  1910.    Decided  February  24,  1911. 


The  proTision  in  a  tariff  on  low-priced  cotton-factory  products  specifically 
namedt  requiring  the  articles  to  be  plainly  marked  on  the  outside  of  pack- 
ages and  stated  in  shipping  receipt  or  bill  of  lading,  not  found  to  be 
unreasonable.    Ck>mplaint  dismissed. 

O.  M.  Stephen  for  complainant. 

W.  F.  Dickinson  and  Wallace  T.  Hughes  for  Chicago,  Rock  Island 
&  Pacific  Railway  Company. 

Repobt  of  th£  Commission. 

By  the  Commission: 

The  complainant,  a  corporation  with  its  place  of  business  at  Jmic- 
tion  City,  Ark.,  engaged  in  buying  and  selling  dry  goods,  alleges 
by  petition  filed  August  29,  1910,  that  unreasonable  transportation 
charges  were  assessed  on  a  shipment  of  four  cases  and  five  boxes  of 
cotton  fabrics  shipped  to  it  at  Junction  City  from  Memphis,  Tenn. 
Reparation  is  asked. 

The  shipment  weighed  3,840  pounds  and  the  rate  charged  was  82 
cents  per  100  pounds,  making  a  total  of  $31.49.  It  was  stated  upon 
the  hearing  that  a  further  bill  had  been  rendered  upon  basis  of  a 
rate  of  $1.02  per  100  pounds,  which  was  the  rate  applicable  under 
the  tariff,  but  there  is  no  evidence  that  this  bill,  if  presented,  has  been 
paid.  The  particular  ground  upon  which  this  case  rests  is  the  asser- 
tion by  complainant  that  the  tariff  effective  at  the  time  this  shipment 
moved  named  a  commodity  rate  of  58  cents  per  100  pounds,  which 
was  applicable  to  this  shipment.  The  provision  for  this  OHnmodity 
rate  in  the  tariff  reads  as  follows : 

Ootton-factory  products  as  shown  below,  any  qnantity : 

Any  of  tbe  foUowing-named  articles,  made  wboUy  of  cotton,  when  qpedflc 
names  of  articles  are  plainly  marked  on  oatslde  of  packages,  and  stated  in 
shipping  receipt  or  bill  of  lading  (marking  or  describing  packages  as  contain- 
ing **  cotton-flactory  products  **  will  not  be  sufficient). 
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Then  follow  34  specific  items,  such  as  backhands,  webbing,  calicoes, 
canton  flannels,  etc. 

No  bill  of  lading  was  presented  at  the  hearing.  The  statement  of 
the  complainant's  witness  is  that  the  shipment  was  billed — and  the 
freight  bill  so  shows — as  "cotton  fabrics.''  The  witness,  who  is 
not,  and  was  not  at  the  time,  connected  with  the  complainant,  and 
who  had  no  personal  knowledge  of  the  facts,  said : 


Tbe  shipper  states  that  they  have  a  rubber  stamp,  stating  that  "This 
contains  nothing  but  cotton  fabrics  in  the  original  piece."  This  is  stamped  on 
all  shipments.  *  *  *  I  can  state  from  my  own  information,  because  I  waa 
at  one  time  located  ta  Memphis  and  solicited  business  from  these  people,  and 
I  know  that  to  be  a  fact,  that  they  label  their  packages  and  have  this  rubber 
stamp.  ♦  ♦  ♦  I  can't  state  what  it  [the  shipment]  consisted  of  specifically, 
but  the  shipper — the  receiver  states  that  it  consisted  of  cotton  fabrics  in  the 
original  piece,  exclusively. 

When  asked  if  he  knew  whether  the  specific  articles  in  the  ship- 
ment would  come  under  the  designation  prescribed  by  the  tariff,  he 
answered:  "No;  I  couldn't  say  to  that  positively."  It  can  not  be 
seriously  contended  that  evidence  of  this  character  even  tends  to 
prove  the  material  questions  of  fact  here  involved,  namely,  the  actual 
contents  of  this  shipment,  whether  the  cases  or  boxes  were  marked 
so  as  to  show  their  contents,  or  whether  the  contents  were  stated  in 
the  shipping  receipt  or  bill  of  ladings  as  required  by  the  tariff. 

Upon  the  hearing  counsel  for  complainant  asserted  that  the  pro- 
vision  in  the  tariff  requiring  the  names  of  articles  to  be  plainly 
marked  on  outside  of  package  and  to  be  stated  in  the  shipping  receipt 
or  bill  of  lading  was  unreasonable  in  itself  and  because  it  did  not 
apply  to  all  territory. 

In  the  New  England  states  and  in  other  territory  cotton  fabrics 
move  upon  class  rates,  while  in  portions  of  the  southern  territory 
special  commodity  rates,  lower  than  class  rates,  are  applied  to  the 
coarser  and  cheaper  cotton  products.  Counsel  for  defendant  stated 
that  this  commodity  rate  is  intended  to  apply  only  to  coarser  and 
cheaper  cotton-factory  products,  and,  as  these  are  shipped  in  boxes  or 
cases,  the  requirement  that  the  package  should  show  on  the  outside 
the  specific  contents  by  naming  the  articles  imder  the  general  desig- 
nations named  in  the  tariff  is  proper  for  the  protection  of  the  car- 
rier. There  are  cotton  products  of  a  higher  grade,  and  it  is  not 
intended  that  they  should  be  carried  at  the  low  commodity  rate 
named.  To  require  a  compliance  with  this  provision  by  the  shipper 
does  not  appear  to  the  Commission  to  be  unreasonable  or  unduly 
discriminatory.  The  complaint  must  be  dismissed,  and  it  wiU  be  so 
ordered. 
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No.  8258. 
W.  L.  GUMM 

V. 

EL  PASO  &  ROCK  ISLAND  RAILWAY  COMPANY  ET  AL. 


Submitted  January  10,  1911.    Decided  February  24,  1911. 


A  rate  of  94  cents  per  100  ponnds  charged  for  the  transportation  of  empty 
beer  bottles  in  carloads  from  Capitan,  N.  Mex.,  to  El  Paso,  Tex.,  found  to 
be  unreasonable  in  so  far  as  it  exceeds  15  cents  per  100  pounds  in  carloads, 
minimum  weight  20,000  pounds,  which  is  established  as  the  maximum  rate 
for  the  future  from  Capitan  and  points  intermediate  to  Kl  Paso. 

Rufus  B.  Daniel  for  complainant. 
Hawkina  dk  Franklin  for  defendants. 

Repobt  of  the  Commission. 

Bt  the  Commission  : 

Complainant,  who  is  engaged  in  business  at  Carrizozo,  N.  Mez., 
filed  a  petition  May  8, 1910,  assailing  as  unreasonable  and  unlawfol  a 
rate  of  94  cents  per  100  pounds  charged  for  the  transportation  of 
a  carload  of  empty  beer  bottles,  from  Capitan,  N.  Mex.,  to  El  Paso, 
Tex.  Reparation  is  asked,  and  the  petition  contains  a  prayer  that 
the  Commission  establish  a  lawful  and  reasonable  carload  rate  and 
minimum  for  the  future  on  the  traffic  in  question  from  Capitan  and 
points  intermediate,  to  El  Paso. 

On  August  3,  1908,  complainant  made  a  shipment  of  76  barrels 
of  empty  beer  bottles,  weighing  10,000  pounds,  from  Capitan  to 
El  Paso,  upon  which  charges  of  $94  were  collected  at  a  rate  of  94 
cents  per  100  pounds,  which  was  the  first  class  rate  for  a  distance 
of  105  miles.  Capitan  is  ihe  terminus  of  the  Capitan  branch  and  is 
21  miles  from  Carrizozo,  a  junction  with  the  main  line,  which 
latter  point  is  144  miles  from  El  Paso.  The  bottles  were  shipped  in 
uncovered  barrels. 

Between  the  points  mentioned  the  carload  rate  on  iron,  scrap,  and 
junk,  minimum  weight  30,000  pounds,  is  10  cents, which  yields  a  revenue 
for  the  service  invcdved  of  $30  per  car.  Defendants'  rate  on  liunber 
for  the  same  distance  is  21  cents,  on  wheat  22}  cents,  and  on  hay  and 
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on  grain,  except  wheat,  18^  cents.  Defendants  assert  that  Capitan  is 
located  on  a  branch  line  and  that  the  volume  of  traffic  is  light. 

The  revenue  on  junk  at  the  established  rate  and  minimum  is  1J2 
cents  per  ton  per  mile,  while  the  revenue  on  the  shipment  in  question 
is  approximately  12  cents.  Empty  beer  bottles  are  a  low-grade  c<xn- 
modity  and  are  sometimes  classed  with  junk.  As  above  noted,  the 
rate  on  junk  between  the  points  named  is  10  cents,  with  a  minimum 
weight  of  30,000  pounds.  A  rate  of  15  cents  on  empty  beer  bottles, 
with  a  minimum  weight  of  20,000  pounds,  would  yield  a  per-ton-per- 
mile  revenue  of  1.8  cents,  or  6  mills  higher  thto  the  earnings  at  the 
rate  accorded  to  junk. 

Upon  the  record  in  this  case  and  upon  the  consideration  of  further 
matters  within  the  knowledge  of  the  Commission  pertaining  to  like 
traffic,  we  are  of  opinion,  and  so  find,  that  the  rate  of  94  cents  per 
100  pounds  on  carloads  of  empty  beer  tx)ttles  from  Capitan  and  points 
intermediate  to  El  Paso  was,  and  is,  unjust  and  unreasonable,  to  the 
extent  that  it  exceeds  15  cents  per  100  pounds  assessed  upon  a  mini- 
mum weight  of  20,000  pounds,  and  an  order  will  be  entered  establish- 
ing a  rate  for  the  future  not  exceeding  that  amount  from  Capitan 
and  points  intermediate  to  El  Paso.  Beparation  on  the  basis  above 
stated  will  be  awarded  complainant  for  the  shipment  involved  in 

the  sum  of  $64,  with  interest  from  August  10, 1908. 

20 1. 0. 0.  Bep. 
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No.  3313. 
DANVILLE  BRICK  COMPANY 

V. 

CHICAGO  &  NORTH  WESTERN  RAILWAY  COMPANY  ET  AL. 


SufmiUed  December  tl,  1910.    Decided  February  t4f  1911. 


Rate  of  9  cents  per  100  pounds  on  paving  brick,  Danville,  111.,  to  Cedar  Rapids,  IowEi 

not  found  unreasonable.    Complaint  dismissed. 

Oharlea  Oanradis  and  W.  E.  McOomacJc  for  complainant. 

C.  A.  Viias  and  Edward  M.  Hyzer  for  Chicago  and  North  Western 
Railway  Company. 

W.  F.  Dickinaon  and  WalUice  T.  Hughes  for  Chicago,  Rock  Island 
&  Pacific  Railway  Company. 

A.  P.  Humburg  and  W.  S.  Horton  for  Illinois  Central  Railroad 
Company. 

Oiennan,  Oary,  Walker  cfe  Howe  and  0.  E.  BuUerfidd  for  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  and  Chicago, 
Indiana  &  Southern  Railroad  Company. 

Report  of  thb  Commission. 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  at  Danville,  HI.,  in  the 
manufacture  and  sale  of  brick  and  tile.  The  major  portion  of  its 
product  is  paving  brick.  Its  petition,  filed  June  6,  1910,  alleges,  in 
substance,  that  defendants'  rate  of  9  cents  per  100  pounds  for  the 
transportation  of  paving  brick,  in  carloads,  from  Danville,  HI.,  to 
Cedar  Rapids,  Iowa,  was  and  is  unreasonable,  and  asks  reparation 
on  basis  of  a  rate  of  7  cents  in  connection  with  certain  shipments 
made  between  the  points  named  during  1909. 

Early  in  1909  complainant  was  negotiating  for  the  sale  of  a  large 
quantity  of  paving  brick  to  a  firm  of  contractors  in  Cedar  Rapids, 
Iowa,  the  brick  to  be  used  in  paving  the  streets  of  that  city.  On 
April  20, 1909,  complainant  addressed  to  the  assistant  general  freight 
agent  of  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway 
Company  a  letter  reading  as  follows: 

Please  quote  us  best  rate  to  Cedar  Rapids,  Iowa,  and  Newton,  Ul. 
20LaaBep. 
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To  which  said  agent  made  the  following  reply,  under  date  of  April 
24, 1909: 

Your  request  of  the  20th.    Rate  on  common  building  brick,  Danville,  111.,  to 
Cedar  Rapids,  Iowa,  is  $1.40  per  net  ton. 

Thereupon  without  further  investigation  respecting  the  rate  appU- 
cable  to  the  kind  of  brick  it  proposed  to  ship,  complainant  entered 
into  a  contract  with  Dearborn  &  Jackson,  of  Cedar  Rapids,  to  sell 
that  firm  a  quantity  of  brick  sufficient  to  pave  approximately  75,000 
square  yards  of  street  surface  and  guaranteed,  among  other  things, 
that  the  freight  rate  from  Danville  to  Cedar  Rapids,  to  be  paid  by 
the  piuxjhaser,  should  not  exceed  $1.40  per  ton,  or  7  cents  per  100 
pounds.  Under  the  contract  453  carloads  of  paving  brick  were 
shipped  by  complainant  from  Danville  to  Cedar  Rapids  during 
July,  August,  September,  October,  and  November,  1909,  over  various 
routes  formed  by  defendant  lines,  upon  which  the  tariff  rate  of  9 
cents  per  100  pounds,  or  $1.80  per  ton  was  collected  from  the  con- 
signee. The  freight  charges  in  excess  of  the  amoimt  which  would 
have  accrued  \mder  the  rate  named  in  the  contract  of  sale,  $5,896.62, 
were  charged  to  and  paid  by  complainant  in  accordance  with  its 
agreement.  Following  this  transaction  complainant  filed  its  peti- 
tion seeking  reparation  upon  the  theory  that  the  rate  charged  was 
unreasonable  to  the  extent  that  it  exceeded  7  cents  per  100  poimds. 

Before  considering  the  comparatively  small  amoimt  of  evidence 
bearing  directly  upon  the  reasonableness  of  the  rate  attacked,  it 
will  be  convenient  to  dispose  of  the  contention  upon  which  com- 
plainant's counsel  appears  to  place  most  reliance,  as  indicated  by 
the  petition  and  briefs.  From  March  23,  1905,  until  January  1, 
1910,  defendants  maintained  rates  of  9  cents  on  paving  brick  and  7 
cents  on  common  building  brick  from  DanviUe  to  Cedar  Rapids. 
On  November  28,  1909,  defendants  filed  a  tariff,  effective  January  1, 
1910,  which  canceled  the  7-cent  rate  on  common  building  brick  and 
left  the  9-cent  rate  applicable  to  all  grades  of  that  commodity  except 
bath  and  enameled  brick.  Counsel  for  complainant  asserts  that 
this  action  was  taken  in  conformity  with  the  decision  in  MeiropciUan 
Paving  Brick  Co.  v.  Ann  Arbor  R.  B.  Co.,  17  I.  C.  C.  Rep.,  197,  de- 
cided November  26,  1909,  in  which  the  Commission  expressed  the 
opinion  that  there  is  no  transportation  reason  for  making  different 
rates  on  different  grades  of  fire,  building,  and  paving  brick,  and 
that  in  adjusting  their  tariffs  to  the  Commission's  decision  defendants 
wrongfully  increased  the  rate  on  common  building  brick  to  9  cents 
instead  of  decreasing  the  rate  on  paving  brick  to  7  cents.  This 
assertion  is  negatived  by  the  facts  above  stated,  for  it  b  absurd  to 
assume  that  defendants  could  have  filed  on  November  28  a  trunk-Hne 
^  prepared  in  conformity  with  a  decision  reached  two  days  earlier 
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and  not  announced  by  the  Commission  until  several  days  after 
the  new  tariff  had  been  filed.  Furthermore,  the  order  in  the  Metro- 
politan case  appUed  only  to  traffic  from  Central  Freight  Association 
territory  to  Trunk  Line  territory,  and  although  the  principle  an- 
nounced in  that  case  is  of  general  appUcation  it  did  not  require  the 
carriage  of  other  grades  of  brick  at  the  rates  established  for  common 
buflding  brick.     In  the  Metropolitan  case  the  Commission  said: 

In  the  consideration  of  these  questions  common  building  brick,  so  called,  has  no 
place.  This  grade  of  brick  is  produced  from  ordinary  clay  at  kilns  in  practically  every 
community,  and  moves  on  local  rates  for  short  distances  only.  There  is  little  or  no 
movement  of  common  brick  from  any  point  in  Central  Freight  Association  territory 
to  Trunk  Line  territory.  It  was  agreed  by  all  parties  that  any  adjustment  of  the 
classification  or  of  rates  applicable  thereto  should  not  include  common  building  brick. 

Therefore  it  is  unnecessary  to  consider  the  elaborate  argmnent  of 
counsel  for  complainant  based  upon  the  theory  that  the  order  in  the 
Metropolitan  ca^e  is  controlling  in  this  case. 

Defendants'  testimony  is  that  the  7-cent  rate  on  common  building 
brick  was  established  to  permit  the  movement  to  Iowa  points  of  a 
cheap  grade  of  building  brick  produced  at  Chicago,  and  that  it  was 
through  inadvertence  extended  to  other  points  in  Illinois  by  an 
'^  appUcation  sheet,"  which  is  the  usual  means  of  applying  Chicago 
rates  from  points  grouped  with  that  city;  and  that  common  brick 
seldom  moves  as  great  a  distance  as  that  from  Danville  to  Cedar 
Rapids.  Complainant's  testimony  indicates  that  paving  brick,  which 
is  worth  about  twice  as  much  per  thousand  as  common  bidlding  brick, 
does  not  ordinarily  move  more  than  250  miles  from  DanviUe. 

The  short-line  distance  from  Danville  to  Cedar  Rapids  is  290  miles, 
over  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  and 
Chicago,  Rock  Island  &  Pacific  Railway.  Under  the  9-cent  rate  the 
revenue  per  ton  per  mile  over  the  short  line  is  6.2  mills.  It  does  not 
appear  that  any  of  the  traffic  passed  over  the  short-line  route.  Over 
the  routes  actually  taken  the  revenue  per  ton  per  mile  was  as  low  in 
some  instances  as  4.5  mills.  The  average  revenue  per  ton  per  mile 
of  all  the  defendants  upon  all  traffic  for  the  year  ended  Jime  30, 1910, 
was  6.8  mills.  The  total  freight  charges  paid  upon  the  453  carloads 
involved  in  this  complaint  were  $26,538.21,  the  average  car  loading 
65,000  poimds  and  the  average  gross  earnings  $58.58. 

Complainant  called  attention  to  the  fact  that  one  or  more  of 
defendants  participate  in  certain  rates  on  paving  brick  from  points  in 
Illinois  and  Ohio  to  points  in  Wisconsin  and  Minnesota  which  produce 
less  revenue  per  ton  per  mile  than  the  rate  here  in  question.  An 
examination  of  the  cases  in  which  brick  rates  have  been  before  the 
Commission  discloses  instances  where  rates  producing  ton-mile 
revenue  both  higher  and  lower  than  that  resulting  from  the  9-cent 
rate  have  been  approved.    But  the  revenue  per  ton  per  mile  under 
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any  freight  rate  is  in  itself  far  from  being  conclusive  evidence  of  the 
reasonableness  of  a  particular  rate.  As  was  said  in  Business  Men's 
Asso.  V.  O.,  St.  P.,  M.  db  0.  By.  Co.,  2  I.  C.  C.  Rep.,  52: 

The  rule  that  the  rate  per  ton  per  mile  must  be  less  for  the  greater  difitance  is  one  of 
the  tests  by  which  the  rates  can  be  carefully  scanned  in  themselves.  It  is,  however, 
like  looking  at  them  with  a  microscope.  It  ignores  all  other  tests  except  that  which 
it  alone  furnishes.  It  ignores  all  surrounding  circumstances  and  conditions  and  etery 
factor  of  every  kind  and  description  that  enters  into  the  making  of  the  rate,  no  matter 
how  compulsory  or  imperious  that  fetctor  may  be. 

Complainant  testified  that  the  cost  of  producing  its  paving  brick 
was  $10.70  per  1,000  and  the  selling  price  of  the  brick  in  question 
$14.50  per  1,000,  f.  o.  b.  Danville.  There  are  factories  in  Danville 
which  produce  building  brick,  the  value  of  the  common  brick  being 
about  $5  per  1,000  and  of  facing  brick  about  $7  per  1,000. 

In  Official  Classification  territory  brick  is  rated  sixth  class,  and 
the  sixth  class  rate,  Chicago  to  New  York,  is  25  cents.  The  brick 
rate  fixed  by  the  Commission  between  those  points  in  the  Metro- 
politan  case,  supra,  was  21  cents,  or  84  per  cent  of  the  class  rate 
which  would  be  applicable  in  the  absence  of  a  commodity  rate.  In 
Western  Classification  brick  are  given  dass-E  rates.  The  dass-E 
rate,  Danville  to  Cedar  Rapids,  is  11  cents,  and  the  9-cent  commodity 
rate  on  brick  is  81  per  cent  of  that  amoimt.  That  is  to  say,  the 
commodity  rate  fixed  by  defendants  in  this  case  bears  substantially 
the  same  relation  to  the  class  rate  which  would  apply  in  the  absence 
of  a  commodity  rate  as  the  commodity  rate  fixed  by  the  Commission 
bears  to  the  class  rate  in  Official  Classification  territory. 

Complainant  has  alleged  in  his  petition  that  the  9-cent  rate  is 
unduly  discriminatory,  but  no  facts  are  of  record  which  prove  that 
allegation.  In  the  sale  of  paving  brick  at  Cedar  Rapids  the  prin- 
cipal points  with  which  complainant  must  compete  are  Braal  and 
Clinton,  Ind.,  from  which  the  rates  are  10^  cents  per  100  poimds; 
Crawfordsville,  Terre  Haute,  and  Veedersbiug,  Ind.,  from  which 
the  rate  is  lfO\  cents  per  100  pounds;  and  Galesbiug,  HI.,  frt)m  which 
the  rate  is  6^  cents.  The  distance  from  the  point  last  named  to 
Cedar  Rapids  is  141  miles;  and  the  resulting  revenue  per  ton  per 
mile  9.2  mills.  The  rates  from  Danville,  therefore,  seem  to  be 
fairly  adjusted  with  res]>ect  to  rates  from  competing  points. 

Upon  the  facts  of  record  in  this  case,  as  well  as  our  general  knowl- 
edge of  brick  rates,  we  are  not  convinced  that  the  9-cent  rate  is  or 
was  unreasonable,  and  an  order  will  be  entered  dismissing  the  com- 
plaint. 
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No.  8400. 

IN  RE  INVESTIGATION  OF  ADVANCES  IN  RATES  BY 
CARRIERS  IN  OFFICIAL  CIASSIFICATION  TERRI- 
TORY. 


Submitted  January  19,  IDll.     Decided  February  22,  1911. 


1.  Carriers  In  Official  Classification  territory  filed  tariffs  with  this  Commission 

naming  increases  upon  all  class  rates  and  upon  one-half  of  the  com- 
modity rates  within  that  territory.  The  Commission,  under  provisions 
of  the  Mann-Elk  ins  low,  instituted  proceedings  of  inquiry  into  the  rea- 
sonableness of  such  increased  rates,  and,  pending  such  investigation,  the 
carriers  voluntarily  postponed  the  effective  dates  of  the  tariffs  filed. 
After  full  hearing  and  investigation  of  the  matter  and  upon  all  the  facts 
and  circumstances  disclosed  by  the  record;  Held,  That  there  is  no  evi- 
dence before  the  Commission  which  establishes  the  necessity  for  higher 
rates.  The  probability  is  that  increased  rates  will  not  be  necessary  in 
the  future.  In  view  of  the  liberal  returns  received  by  these  carriers  In 
the  past  10  years,  they  should  be  required  to  show,  with  reasonable  cer- 
tainty, the  necessity  before  the  increase  is  allowed.  If  actual  results 
should  demonstrate  that  the  Commission's  forecast  of  the  future  is  wrong, 
there  might  l>e  grounds  for  asking  a  further  consideration  of  this  subject 

2.  The  act  to  regulate  comm^x^e,  as  am^ided  in  regard  to  increased  rates, 

should  not  receive  exactly  the  same  Interpretation  which  has  been  put 
upon  the  English  act  in  regard  -to  advanced  rates.  The  English  act 
creates  a  presumption  that  the  rates  in  effect  on  December  81,  1892,  were 
reasonable  rates,  and  the  justice  of  any  increase  must  be  tried  by  that 
standard,  whereas  the  act  to  regulate  commerce  as  amended  does  not 
intend  to  enact  that  all  rates  in  effect  on  January  1,  1910,  are  just  and 
reasonable.  Upon  the  contrary,  it  is  open  to  any  shipper  or  to  this  Com- 
mission to  attack  such  a  rate  as  unjust  and  unreasonable.  The  only 
effect  of  our  statute  is  to  cast,  in  certain  cases,  the  burden  of  proof  upon 
the  carrier. 

8.  Before  any  general  advance  in  rates  can  be  permitted  it  must  appear  with 
reasonable  certainty  that  carriers  have  exercised  proper  economy  in  the 
purchase  of  their  supplies,  in  the  payment  of  their  wages,  and  In  the 
general  ccmduct  of  their  businesa 

4.  The  (Commission  has  been  compelled  to  dispose  of  this  case  upon  the  evidence 
available,  but  there  is  no  testimony  tending  to  show  the  cost  of  rei>ro- 
ducing  these  properties  It  is  plain  that  a  physical  valuation  would 
introduce  into  the  calculation  a  new  element  which  might  lead  to  a 
different  conclusion.  Congress  ought  to  authorise  a  reproductive  valua- 
tion of  those  railroads  subject  to  Federal  jurisdiction.  The  interest  of 
the  public  ought  not  to  depend  upon  a  valuation  made  entirely  by  the 
owners  of  these  properUMi  no  matter  bow  honestly  the  work  may  be 
prosecuted. 
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5.  These  class  rates  have  been  continuoasly  in  effect  for  the  last  SO  years, 
and  less  complaint  with  respect  to  the  adjustment  of  rates  has  been 
received  from  this  territory  than  from  any  other  with  which  this  Com- 
mission has  to  do.  During  this  long  period  business  has  adjusted  itself 
to  this  scheme  of  rates,  and  the  Commission  is  not  disposed,  upon  the 
mere  suggestion  that  some  better  scheme  might  have  l)een  originally 
devised,  to  subvert  the  conditions  which  have  become  established. 

G.  Commodity  rates  stand  somewhat  different.  An  examination  of  the  sched- 
ules shows  that  most  of  these  commodity  rates  were  carried  under  the 
classification  when  tariffs  were  first  filed  with  this  Commission,  in  1887, 
and  that  the  present  commodity  rates  are  from  10  to  25  per  c«it  lower 
than  the  class  rates  then  applicable.  Carriers  have  frequent  occasion 
to  vary  their  commodity  rates  with  varying  conditions.  While  earnest 
objection  has  been  made  to  the  advance  in  class  rates,  in  only  three  or 
four  instances  has  the  increase  in  commodity  rates  been  especially 
attacked. 

7.  For  these  reasons  the  Commission  disliices  to  tie  up,  by  hard  and  fast  order, 
these  commodity  rates,  and  has  concluded,  as  to  all  the  rates  involved 
in  this  proceeding,  to  simply  require  the  defendants  to  cancel,  on  or 
before  March  10,  1911,  their  advanced  tariffs  on  file  and  to  restore  their 
former  rates,  which  are  the  rates  now  in  effect  If  this  requirement  is 
not  complied  with  the  proposed  rates  will  be  suspended,  the  necessary 
findings  of  fact  made,  and  the  usual  two-years'  order  issued  as  to  all  the 
tariffs  involved. 

Frank  Lyon  for  the  Interstate  Commerce  Commission. 

Louis  D.  Brandeis  for  Traffic  Committee  of  Commercial  Associa- 
tions of  the  Atlantic  Seaboard. 

Francis  B.  James  for  National  Industrial  Traffic  League  &  Ship- 
pers' Association. 

Thome  (&  White  and  S.  U.  Cowan  for  American  National  Live 
Stock  Association  and  others. 

(7.  />•  Chamberiin  and  F.  W.  Bolts  for  National  Petroleum  Asso- 
ciaticm  and  others. 

Bryan^  Christie  cfc  SmaU^  and  P.  W.  Coyle  for  Business  Men's 
League  of  St  Louis. 

William,  H,  Wadhams  for  Independent  Packers. 

Haynie  <&  Lust  for  Illinois  Manufacturers'  Association. 

T,  C.  Spelling  for  Freight  Payers'  League  of  the  United  States. 

John  S.  Dawson  for  Railroad  Ccwnmission  of  Kansas. 

Thome  dk  White  for  Com  Belt  Meat  Producers'  Association  and 
Cooperative  Grain  Dealers'  Association. 

Logan  G.  McPherson  for  Bureau  of  Railway  Economics. 

Walter  L.  Fisher  for  National  Dry  Goods  Association,  Associa- 
tion of  Western  Shoe  Wholesalers,  and  others. 

Francis  /.  Gowen  for  the  carriers  generally. 

George  F.  Browned  and  H.  A.  Taylor  for  Erie  Railroad  Company. 

Hugh  L.  Bond,  jr.,  Irving  Cross,  and  W.  A.  Parker  for  Baltimore 
&  Ohio  Railroad  Company.  20 1,  a  c.  Rep. 
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George  Stuart  Patterson^  Francis  I.  Gowen^  Geo,  V.  Masaey^  and 
Alexander  Minnia  for  the  Pennsylvania  Lines  East  of  Pittsburg. 

Clyde  Brown  and  O.  E.  Butterfield  for  New  York  Central  &  Hud- 
son River  Railroad  Company  and  others. 

A.  P,  Burgwin  for  Pittsburg,  Cincinnati,  Chicago  &  St.  Louis  Rail- 
way Company. 

Clarence  Brown  and  Z.  H.  Alexander  for  Toledo,  St  Louis  & 
Western  Railroad  Company. 

William  S.  Jenney  for  Delaware,  Lackawanna  &  Western  Railroad 
Company. 

Walker  D,  Ilines  for  Delaware  &  Hudson  Company. 

Joseph  I,  Doran  for  Norfolk  &  Western  Railway  Company. 

Edward  D.  Bobbins  for  New  York,  New  Haven  &  Hartford  Rail- 
road Company. 

Messrs.  Clair ^  Burke ^  and  NeiU  for  Order  of  Railway  Conductors, 
Brotherhood  of  Railway  Trainmen,  and  Employees  of  the  Baltimore 
&  Ohio  Railroad  Company,  and  Baltimore  &  Ohio  Southwestern 
Railroad  Company. 

Report  of  the  Commission. 

Proutt,  Commissioner: 

The  Official  Classification  applies  in  territory  which  is  bounded, 
roughly  speaking,  by  Canada  upon  the  north,  the  Atlantic  Ocean 
upon  the  east,  the  Ohio  and  Potomac  rivers  upon  the  south,  and  the 
Mississippi  River  upon  the  west  About  one-fourth  of  the  total 
single-track  railroad  mileage  of  the  United  States  is  embraced  within 
this  territory,  but  owing  to  greatej  density  of  traffic  nearly  one-half 
the  total  gross  operating  income  accrues  within  these  limits.  This 
proceeding  concerns  a  general  advance  in  freight  rates  in  Official 
Classification  territory. 

For  several  years  past  railroads  have  been  insisting  that,  owing  to 
the  enhanced  cost  of  operation,  freight  rates  must  be  increased,  and 
in  the  early  summer  of  1910  tariffs  were  filed  naming  such  increases 
upon  all  class  rates  and  upon  about  one-half  of  the  commodity  rates 
within  the  above  territory.  About  the  same  time  tariffs  were  filed 
advancing  certain  commodity  rates  in  territory  west  of  Chicago,  and 
it  was  said  that,  general  advances  would  be  made  in  all  parts 
of  the  country.  This  led  to  much  popular  indignation.  The  Gov- 
ernment was  asked  to  interfere  upon  the  ground  that  these  advances 
were  by  agreement  among  the  carriers  in  violation  of  the  Sherman 
Antitrust  Act,  and  did  bring  suit  and  obtain  an  injunction  against 
the  advance  in  western  territory.  It  was  given  out  that  similar  pro- 
ceedings would  be  begun  in  Official  Classification  territory. 
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At  the  time  these  tariffs  were  filed  Congress  had  under  c<Misidera- 
tion  certain  amendments  to  the  act  to  regulate  commerce  and  an 
understanding  was  finally  reached  by  which  the  carriers  were  to 
postpone  the  effective  date  of  the  tariffs  which  had  been  filed  until 
such  time  as  Ck)ngress  should  have  oxnpleted  its  deliberations  touch- 
ing the  amendment  of  the  act  and  the  C!ommission  had  been  given 
opportunity  to  take  such  proceedings  as  it  might  be  advised  under 
the  act  as  amended. 

The  amended  act  which  took  effect  June  18,  1910,  conferred  upon 
the  C<»nmission  jurisdiction  to  institute  upon  its  own  motion  pro- 
ceedings of  inquiry  into  the  reasonableness  of  rates,  and  further 
invested  the  Commission  with  authority  to  postpone,  pending  such 
investigation,  the  effective  date  of  tariffs  filed  by  the  carriers.  Act- 
ing imder  this  provision  the  Commission,  on  July  13, 1910,  instituted 
this  proceeding  of  investigation  into  the  reasonableness  of  the  pro- 
posed advanced  rates  in  Official  Classification  territory. 

At  the  time  of  the  institution  of  this  proceeding  the  effective  date 
of  most  of  these  tariffs  was  August  1,  but  carriers,  acting  up<m 
the  suggestion  of  the  Commission,  with  a  view  to  avoiding  the  great 
amount  of  labor  involved  in  suspending  all  the  tariffs  in  issue,  vol- 
untarily postponed  the  effective  date  of  these  advances  until  Novem- 
ber 1,  1910,  and  it  becoming  evident  as  that  date  approached  that 
the  hearing  could  not  be  concluded  within  that  limit,  a  further  vol- 
imtary  postponement  was  made  until  February  1,  1911.  This  case 
was  heard  with  the  Western  Rate  Advance  case^  No.  3500,  20  I.  C.  C. 
Bep.,  807,  and  the  two  cases  were  not  formally  submitted  until  January 
19,  1911.  Since  it  was  impossible  to  reach  and  promulgate  a  decisi<H) 
before  February  1,  carriers  made  an  additional  postponement  to 
March  15,  1911. 

This  case  and  its  companion  case.  No.  3500,  have  been  presented  to 
the  Commission  with  much  care  and  in  great  detail.  The  railways 
have  been  fully  represented  by  counsel  and  have  been  heard  in  case 
of  several  of  the  most  important  railway  systems  throu^  their  presi- 
dents, in  other  cases  through  such  witnesses  as  they  desired  to  pro- 
duce. Eminent  counsel  have  appeared  in  behalf  of  the  shippers  and 
have,  by  the  presentation  of  evidence  and  by  oral  statement,  put  be- 
fore the  Commission  their  view  of  this  matter.  The  attorney  of  the 
Commission  has  also  participated  in  the  proceedings,  and  has  pre- 
pared and  presented  for  ccMisideration  a  great  mass  of  statistical  in- 
formation, mainly  from  the  reports  filed  by  the  various  interested 
carriers  with  this  Commission. 

From  these  sources  a  typewritten  record  of  several  thousand  pages 
has  accumulated,  together  with  an  almost  innumerable  number  of 
exhibits.    Extensive  briefe  have  been  filed;  the  cases  were  orally 
for  eight  days,  and  now  stand  for  disposition. 

20LaaBe|k. 


ADVANCES  IN  RATES — EASTERN  0A8B«  247 

As  already  said,  class  rates  within  the  above  territory  are  generally 
advanced.  This  is  universally  true  of  long-distance  rates  between 
the  middle  west  and  the  Atlantic  seaboard  in  both  directions.  It 
is  also  true  of  most  of  the  shorter  distance  rates,  the  advances  being 
such  as  to  maintain  the  general  relation  which  previously  existed. 
Some  of  the  companies  have  not,  however,  made  corresponding  ad- 
vances in  all  their  shorter  distance  rates,  claiming  that  the  former 
relation  between  such  rates  was  erroneous  and  that  the  shorter  dis- 
tance rates  should  not  be  advanced,  even  though  those  for  the  longer 
distances  are.  About  150  commodity  rates  are  increased,  this  being 
about  one-half  the  total  number  of  commodity  rates  prevailing  within 
the  territory. 

These  advances  do  not  apply  to  most  of  the  commodities  which 
move  in  the  largest  volume.  There  is,  for  example,  no  advance  in 
coal  and  coke,  which  constitute  in  case  of  the  Pennsylvania  Railroad 
nearly  one-half  its  total  tonnage,  and  which  are  large  items  in  the 
tonnage  of  nearly  all  these  defendants.  Grain  and  grain  products 
are  not,  for  the  most  part,  affected.  No  advance  is  made  in  the  rates 
on  pig  iron,  ore,  Imck,  and,  indeed,  on  most  of  the  heavier  and  coarser 
articles.  As  a  result  the  proportion  of  tonnage  affected  is  much  less 
than  the  proportion  of  revenue  and  the  proportion  of  revenue  is  much 
smaller  than  the  niunber  of  articles.  It  is  estimated  that  the  ad- 
vances affect  about  15  per  cent  of  the  total  tonnage  of  this  territory 
and  about  80  per  cent  of  the  total  freight  revenues,  but  if  reference  be 
had  to  the  articles  affected,  it  will  be  found  that  almost  everything, 
with  the  exception  of  a  few  of  the  heavier  and  coarser  articles,  is  by 
this  advance  subjected  to  an  increased  transportation  charge.  It 
may  be  properly  said,  therefore,  that  these  proposed  tariffs  work  a 
general  advance  in  freight  rates  within  the  limits  to  which  they 
apply,  and  such  was  the  professed  intention  of  the  carriers  in  filing 
them. 

These  advances  are  justified  by  the  defendants  upon  the  ground 
that  the  cost  of  operation  has  so  increased  that  although  gross  oper- 
ating income  has  continued  to  grow  the  net  operating  income  has 
become  and  is  insufficient  Some  claim  was  put  forward  by  certain 
carriers  that  certain  of  these  advances  were  justifiable  upon  grounds 
other  than  the  need  of  additional  revenue,  but  this  is  not  much 
insisted  upon.  The  justification  presented  by  the  carriers  is  the 
want  of  additional  revenue,  and  the  question  presented  to  us  is,  Are 
these  defendants  justified  in  laying  this  additional  transportation 
burden  upon  the  public  for  the  purpose  of  obtaining  greater  net 
revenue? 

Strictly  speaking,  this  Commission  has  no  jurisdiction  to  hear 
and  determine  that  question.  We  have  no  authority,  as  such,  to 
say  what  amount  these  carriers  shall  earn,  nor  to  establish  a  schedule 
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of  rates  which  will  permit  them  to  earn  that  amount.  Our  authority 
is  limited  to  inquiring  into  the  reasonableness  of  a  particular  rate 
or  rates  and  establishing  that  rate  or  practice  which  is  found  lawful, 
in  place  of  the  one  condemned  as  unlawful. 

The  reasonableness  of  a  railroad  rate  may  be  presented  in  several 
aspects.  Assiuning  that  the  rates  of  a  railroad  are  to  be  so  adjusted 
as  to  allow  it  a  fair  return  upon  the  value  of  its  property  devoted  to 
the  public  service  the  first  inquiry  should  be,  What  amount  is  this 
railroad  entitled  to  earn?  When  that  amount  has  been  fixed  there 
arises  the  further  inquiry,  From  what  source  shall  this  revenue  be 
derived  ?  A  railroad  is  ordinarUy  a  carrier  of  both  freight  and  pas- 
s^igers  and  of  many  kinds  of  freight.  Now,  how  much  net  return 
ought  its  passenger  business  to  yield  and  how  much  should  be  con- 
tributed by  each  kind  of  freight?  This  problem  is  greatly  compli- 
cated by  the  further  consideration  that  certain  kinds  of  traffic  will 
not  move  at  all  unless  a  certain  rate  is  accorded,  while  the  movement 
of  other  kinds  of  traffic  is  but  little  affected  by  the  amount  of  the 
transportation  charge. 

The  railroad  rates  of  this  country  have  not  been  constructed  as  a 
rule  upon  any  scientific  basis,  and  this  is  especially  true  of  the  inter- 
state rates.  The  traffic  officials  who  have  established  these  rates  have 
generally  done  so  without  any  special  inquiry  as  to  the  total  amount 
of  revenue  which  ou^t  to  be  producSsd  or  as  to  the  part  of  that 
burden  which  a  particular  commodity  ought  to  bear.  This  Com- 
mission is  called  upon  to  deal  with  rates  as  they  exist,  and  in  so 
doing  we  ordinarily  consider  them,  not  from  the  revenue  standpoint* 
but  rather  from  the  commercial  and  traffic  standpoint.  At  the  same 
time  it  is  now  the  settled  law  that  there  is  a  limit  below  which  the 
revenue  of  railways  can  not  be  reduced  by  public  authority,  and  if 
there  were  no  such  constitutional  limitation  it  would  nevertheless 
behoove  every  regulating  body  to  permit  the  existence  of  such  rates, 
when  possible,  as  will  yield  just  earnings  to  the  railways.  The  ques- 
tion of  revenue  is  therefore  fundamental  and  ever-present  in  all 
considerations  as  to  the  reascmableness  of  railroad  rates,  although 
it  may  not  be  and  seldom  is,  where  single  rates  are  presented,  the 
controlling  question. 

While  the  authority  of  this  Commission  only  extends  to  the  pass- 
ing upon  the  reasonaUeness  of  the  rate  presented  for  its  considera- 
tion, it  is  not  confined  to  single  rates.  Any  number  of  rates  may  be 
embraced  in  the  same  complaint,  and  the  duty  of  the  Conmiission  is 
to  consider  and  pass  upon  all  those  so  presented.  When,  as  here, 
there  is  involved  the  propriety  of  advances  which  affect  the  entire 
rate  fabric  within  this  territory,  embracing  one-half  the  tonnage  and 
one-half  the  freight  revenues  of  this  whole  country,  and  when  that 
--'-^nce  is  justified  mainly  upon  the  ground,  not  of  commercial  cmi- 
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diti<Mis,  but  by  lack  of  adequate  revenue  upon  the  present  rate  basis, 
this  Commission  must  determine  the  fundamental  question. 

It  might  not  follow,  even  though  we  were  of  the  opinion  that  these 
carriers  were  entitled  to  additional  revenue,  that  they  ought  to  obtain 
it  from  an  advance  of  these  particular  rates.  We  might  be  of  the 
opinion  that  only  a  portion  of  these  advances  ^ould  have  been  made 
or  that  other  articles  altogether  should  have  been  selected.  It  might 
be  true  that  even  though  there  were  no  need  of  additional  revenue 
some  or  all  of  these  rates  could  be  properly  advanced,  but  as  this  case 
is  presented  and  as  preliminary  to  the  consideration  of  these  further 
questions  we  must  dispose  of  the  basic  question :  Are  these  defendants 
justified  at  this  time  in  demanding  additional  revenues  from  the 
public  for  the  services  which  they  are  rendering? 

Before  attempting  to  state  the  basis  upon  which  that  question  is  to 
be  answered,  certain  preliminary  observations  touching  the  considera- 
tions by  which  this  C(Mnmission  is  to  be  guided  in  its  disposition  of 
this  matter  seem  appropriate. 

Since  the  beginning  of  this  proceeding  great  numbers  of  letters 
and  petitions  have  been  presented  from  individuals,  organizations, 
and  committees  representing  various  interests,  some  urging  that  these 
advances  be  sanctioned,  and  others  protesting  against  them.  It  seems 
to  be  the  popular  impression  that  this  is  in  some  sense  a  political 
question,  which  may  properly  be  disposed  of  in  accordance  witK  the 
wishes  of  the  majority. 

The  railroad  freight  rate  affects  all  classes  of  society,  but  in  differ- 
ent ways.  The  invested*  in  railroad  securities  desires  that  the  rate  be 
liberal  in  order  that  the  integrity  of  his  security  may  be  protected. 
The  railroad  employee  believes  that  the  rate  ^ould  be  advanced, 
since  if  his  employer  has  ample  earnings  he  can  obtain  a  larger  share 
for  himself  in  the  way  of  increased  wages.  The  railroad  supply 
house  approves  the  advance  because  higher  rates  insure  better 
business  for  it 

Upon  the  other  hand,  the  manufacturer  insists  that  higher  rates 
mean  to  him  a  higher  cost  of  production  and  less  profit  in  the  opera- 
tion of  his  factory.  The  merchant  urges  that  to  increase  the  U*ans- 
portation  charge  is  to  increase  the  cost  of  his  commodity  and  to  limit 
the  amount  of  his  sales. 

It  should  be  noted  moreover  in  this  connection  that  those  who  are 
most  affected  by  these  advances  are  usually  not  represented  at  all  in 
such  discussions.  While  it  is  true  that  the  increased  rate  adds  to  the 
cost  of  production  and  while  at  the  outset  this  increased  cost  must 
perhaps  be  borne  by  the  manufacturer  or  wholesaler,  still  in  the 
end  the  freight  rate,  like  every  other  item  of  expense,  finds  its  way 
into  the  price  paid  by  the  consumer.    The  freight  rate  may  limit  the 
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operations  of  a  particular  factory,  or  may  exclude  the  jobber  from  a 
particular  market,  but  the  ultimate  producer  and  consimier  for  the 
most  part  bear  this  burden. 

It  was  objected  in  the  course  of  these  hearings  that  the  interest  of 
the  general  public  in  the  proposed  advances  was  but  slight,  since  the 
additional  transportation  charge  as  applied  to  a  single  article  would 
be  practically  negligible,  but  the  deduction  sought  to  be  made  from 
this  fact  can  not  be  allowed.  Whatever  is  added  to  the  net  revenues 
of  these  defendants  must  be  paid  by  someone.  An  increase  of  1 
cent  per  ton  in  the  rate  of  transportation  would  hardly  be  perceptible 
in  case  of  any  commodity,  and  yet  1  cent  per  ton  upon  the  total  ton- 
nage of  the  railroads  of  the  United  States,  as  shown  by  the  returns  to 
this  Commission  for  the  year  1909  would  amount  to  $8,264,927,  which 
forcibly  illustrates  the  necessity  of  scrutinizing  every  advance,  no 
matter  how  slight 

This  Commission  must  stand  for  the  entire  public,  including  the 
railways.  It  can  not  accede  to  the  mere  wish  of  any  class;  it  must 
recognize  the  just  demands  of  all  classes;  and  it  must  have  in  mind 
those  who  do  not  appear  as  well  as  those  who  are  represented  before  it 

A  somewhat  different  question  is  presented  by  those  who  urge  that 
to  permit  these  advances  in  freight  rates  would  immediately  stimulate 
all  kinds  of  business.  The  assumption  appears  to  be  that  business 
conditions  are  unsatisfactory,  and  that  some  special  effort  is  neces- 
sary to  restore  satisfactory  conditions. 

Next  to  agriculture  our  railroads  are  the  greatest  single  industry. 
In  their  ordinary  maintenance  and  operation  great  numbers  of  labor- 
ers and  vast  quantities  of  supplies  are  used.  Railroad  extension 
would  mean  the  employment  of  additional  laborers  and  the  purchase 
of  additional  material  and  equipment.  Now,  the  thought  seems  to 
be  that  to  permit  these  advances  would  induce  larger  expoiditures 
in  the  maintenance  of  our  present  roads,  and  would  lead  to  extensions 
and  improvements  which  would  in  turn  employ  additional  labor,  put 
into  circulation  additional  money,  and  thereby  improve  general  busi- 
ness conditions. 

So  far  as  such  expenditures  are  legitimate,  they  ought  to  be  encour- 
aged. Our  railroads  should  be  kept  in  a  high  state  of  efficiency,  and 
railroad  charges  should  be  sufficient  to  permit  this.  Necessary  exten- 
sions and  improvements  should  be  made,  and  the  treatment  of  our 
railroads  by  the  public  should  be  such  as  will  inspire  that  confidence 
in  the  investing  public  necessary  to  obtain  the  funds  for  such  addi- 
tions. But  to  the  extent  that  an  artificial  impetus  might  be  given 
to  railroad  building  and  kindred  industries,  the  effect  would  be  in  the 
end  baneful,  even  thou^  the  temporary  result  might  seem  beneficiaL 

It  appeared  upon  this  hearing  that  the  freight  tonnage  of  1907 
was  larger  than  ever  before,  that  this  led  to  an  unprecedented  demand 
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for  raUway  equipment  and  railway  supplies,  and  that  factories  were 
then  provided  to  meet  this  demand,  which  can  not  now  be  fully  util- 
ized. It  was  admitted  by  the  representatives  of  supply  houses  that 
the  productive  capacity  for  railway  equipment  and  supplies  much 
exceeded  that  required  for  the  ordinary  upkeep  of  our  railways,  and 
that  these  facilities  could  only  be  utilized  to  their  full  and  most  profit- 
able extent  in  case  additional  railroads  were  constructed  and  addi- 
tional equipment  required.  We  ought  not  to  impose  upon  the  public 
rates,  otherwise  unreasonable,  for  the  mere  purpose  of  temporarily 
providing  business  for  these  factories,  even  though  the  effect  might 
be  to  stimulate,  for  the  time  being,  other  kinds  of  industry. 

Just  and  reasonable  rates  should  be  allowed,  but  we  should  not  be 
justified  in  permanently  imposing  rates  unduly  high  in  order  that 
business  conditions  might  be  temporarily  improved. 

We  are  told  that  this  increase  in  rates  is  necessary  to  maintain  Uie  | 
credit  of  our  railroads,  and  this  claim  has  been  made  by  high  au- 
thority and  with  much  insistence.  It  is  said  that  our  railroads  owe 
at  the  present  time  large  sums  which  are  being  carried  upon  short- 
time  paper  and  which  should  be  converted  into  funded  indebtedness; 
that  other  large  sums  must  be  had  in  the  immediate  future  for  neces- 
sary extensions  and  improvements;  that  the  money  for  these  pur- 
poses should  come  largely  from  foreign  investors,  since  the  rate  of 
interest  in  England  and  upon  the  C!ontinent  is  lower  than  with  us, 
but  that,  at  the  present  time,  there 'is,  owing  to  the  treatment  of 
our  railroads  by  the  nation  and  by  the  various  states,  a  feeling  of 
distrust  which  has  impaired  the  selling  qualities  of  their  securities, 
and  which  should  be  removed  by  a  decision  of  this  case  in  their  favor. 

It  may  be  admitted  that  it  is  for  the  interest  of  the  general  public, 
as  well  as  the  railroads,  that  their  funded  debt  should  bear  as  low  a 
rate  of  interest  as  possible.  A  very  considerable  part  of  the  saving 
to  railway  companies  in  recent  years  has  come  from  a  reduction  in 
the  rate  of  interest  paid.  In  1895  the  average  rate  paid  by  all  the 
railroads  of  this  country  was  4.69  per  cent;  in  1909  this  figure  had 
been  reduced  to  3.90  per  cent,  and  the  saving  computed  upon  the  in- 
debtedness of  1909  represented  by  this  decrease  in  the  rate  of  interest 
would  have  amounted  to  $77,000,000.  Interest  upon  its  funded  debt 
is  a  fixed  charge  in  the  nature  of  an  operating  expense,  and  in  pro- 
portion as  this  charge  can  be  reduced  benefit  should  accrue  both  to 
the  railway  company  and  its  patrons.  It  must  be  conceded,  there- 
fore, that  railway  rates  and  the  tre|^ent  of  our  railways  should 
be  such  as  will  make  the  long-time  railway  bond,  whi<^  bears  a 
proper  relation  to  the  value  of  the  security,  a  favcMite  with  the  in- 
vesting public. 

This  rec(»xl  does  not  indicate  that  railway  credit  has  been  impaired. 
It  does  appear  that  it  is  impossible  to  sell  a  4-per-cent  bond  at  the 
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same  price  to-day  which  the  same  bond  would  have  brought  10  years 
ago ;  but  this  by  no  means  shows  that  the  reason  for  the  reduced  [Nrioe 
is  want  of  confidence  in  the  security.  This  record  makes  it  plain  that 
a  municipal  bond,  into  the  value  of  which  the  quality  of  the  security 
does  not  enter,  sells  in  the  year  1910  for  a  materially  lower  price  than 
the  same  bond  brought  in  1900.  C!omparisons  which  have  been  intro- 
duced between  the  selling  price  of  railroad  bonds  and  municipal  bonds 
would  seem  to  demonstrate  that  the  price  of  the  railroad  bond  is  bet- 
ter to-day,  as  measured  by  the  price  of  the  municipal  bond,  than  it 
was  10  years  ago,  and  this  would  indicate  that  in  the  last  decade  the 
credit  of  our  railways  had  gained,  not  lost. 

The  general  rate  of  interest  has  advanced  and  the  price  of  a  bond 
bearing  a  given  rate  has  therefore  declined.  This  by  no  means  indi- 
cates an  impairment  of  railway  credit.  There  is  no  reason  to  sap- 
pose  that  railroad  bonds  bearing  a  proper  rate  of  interest  might  not 
readily  be  disposed  of  to-day ;  whether  it  would  be  wise  for  our  rail- 
ways to  sell  long-time  bonds  at  the  present  rate  of  interest^  is  a  ques- 
tion of  financing  upon  which  we  are  not  required  to  express  an 
opinion. 

As  to  conditions  abroad  no  reliaMe  information  is  before  us. 
Whatever  unfavorable  impression  prevails  is  due  largely  to  the 
activities  of  the  railroads  themselves.  Never  before  have  the  net 
earnings  of  the  railroads  of  the  United  States  equaled  those  for  the 
year  1910,  estimated  on  any  basis.  Never  before  has  the  groBS  amount 
paid  in  dividends  been  as  large,  nor  the  average  dividend  rate  as 
high,  as  in  the  year  1910;  and  yet  in  the  face  of  this  unparaUeled 
prosperity  the  press  both  at  home  and  abroad  has  been  filled,  through 
railroad  influences,  with  dire  forebodings  of  coming  disaster.  If  the 
credit  of  American  railways  is  still  sound  either  here  or  in  foreign 
money  markets  it  is  not  because  of  but  in  spite  of  the  dedarations 
of  railroad  operators. 

While  we  have  no  knowledge,  as  already  suggested,  of  conditions 
abroad,  we  have  an  impression  that  the  trouble  with  American  rail- 
way securities  in  foreign  countries  has  been  in  the  past,  and  may  be 
to-day,  not  too  much  Grovemment  regulation  but  rather  the  want 
of  it  Practices  like  those  which  have  disgusted  the  foreign  in- 
vestor  with  American  railway  stocks  and  bonds  in  many  instances 
would  have  been  impossible  under  proper  governmental  snpervisioii. 
When  the  foreign  investor  understands  that  no  dollar  of  stock  or  of 
bonds  can  be  issued  without  the  sanction  of  the  Government  and 
that  every  dollar  of  the  proceeds  from  the  sale  of  stocks  and  bcmds 
must  be  invested  in  the  property  against  which  his  security  standSi 
his  confidence  in  the  American  railway  list  will  be  increased  rather 
than  .diminished. 
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But,  however  all  this  may  be,  a  fundamental  economic  fallacy 
underlies  the  proposition  that  we  should  permit  rates  otherwise  un- 
reasonable for  the  purpose  of  bolstering  up  the  credit  of  our  rail- 
ways. It  would  be  much  better  for  the  Government  to  guarantee 
these  bonds  than  to  permit  the  people  and  the  industries  of  this 
country  to  bear  the  burden  of  unreasonable  transportation  charges. 

We  come  now  to  a  consideration  of  the  facts  upon  which  the  car- 
riers rest  their  justification  for  these  advances,  and  here,  at  the  outset, 
arises  the  inquiry  as  to  just  what  effect  is  to  be  given  to  the  amend- 
ment of  Jime  18, 1910,  providing  that — 

At  any  hearing  involving?  a  rate  increastnl  after  January  1,  1910,  or  of  a  rate 
soogbt  to  be  increased  after  the  passage  of  this  act  the  burden  to  show  that 
the  increased  rate  or  proposed  increased  rate  is  jnst  and  reasonable  shaU  be 
upon  the  common  carrier. 

The  carriers  in  this  proceeding  seek  to  justify  the  proposed  ad- 
vances by  showing  an  increase  in  cost  of  operation  due  to  certain 
increases  in  the  wages  of  their  employees.  The  item  of  labor  makes 
up  nearly  one-half  the  total  cost  of  the  operation  of  a  railroad.  In 
the  spring  of  1910,  consequent  upon  the  demands  of  various  labor 
organizations,  wages  were  generally  advanced  in  Official  Classifica- 
tion territory.  These  advances  were  not  uniform  among  all  classes  of 
labor,  nor  upon  all  lines,  but  they  aggregated  from  5  to  8  per  cent  of 
the  pay  rolls  of  most  of  the  railroads  involved  and  were  therefore 
very  substantial  in  amount. 

There  are  41  principal  operating  companies  in  the  territory  in- 
volved which  have  been  made  defendants  to  this  proceeding.  Each 
of  these  companies  has  shown  the  amount  by  which  its  operating  cost 
for  the  year  1900  would  have  been  increased  had  the  higher  scale 
of  wages  been  in  force  during  that  year,  and  has  also  shown  what  the 
increase  in  freight  revenue  would  have  been  had  the  advanced  rates 
been  in  force  during  the  same  period.  While  the  method  employed 
is  open  to  criticism,  the  results  are  sufficiently  accurate  for  the  pur- 
pose in  view.  These  figures  show  that,  taking  the  41  railroads  to- 
gether, the  increases  in  wages  for  the  year  1909  would  have  amounted 
to  nearly  $35,000,000,  while  the  additional  revenue  from  the  pro- 
posed advances  would  only  have  been  $27,000,000. 

The  defendants,  or  some  of  them,  insist  that  this  showing  fully 
sustains  the  burden  cast  upon  them  by  the  statute  above  referred  to. 
They  do  not,  perhaps,  insist  that  the  Conmiission  should  find,  in 
terms,  that  the  proposed  advanced  rates  are  just  and  reasonable,  but 
they  do  insist  that  upon  that  showing  and  without  further  inquiry 
we  ought  to  either  dismiss  or  stay  the  present  proceeding,  which  is 
upon  our  own  initiative,  and  suffer  the  advanced  rates  to  take  effect. 
Individual  rates  might  be  attacked  by  individual  shippers,  but  the 
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proposition  that  a  general  advance  might  be  made  has  been  estab- 
lished. 

ScHne  suggestion  is  made  that  the  interpretation  which  the  Eng- 
lish courts  have  put  upon  a  somewhat  similar  act  of  Parliament, 
passed  in  1894,  gives  countenance  to  this  assumption.  A  brief  refer- 
ence to  that  act  and  to  the  decisions  under  it  may  be  appropriate. 

The  English  Parliament  has  always  fixed  the  maximum  rates  to 
be  charged  by  the  various  railroads  under  its  jurisdiction,  but,  in 
point  of  fact,  the  actual  rates  have  very  seldom  equaled  these 
maxima.  Under  these  circumstances  the  English  courts  uniformly 
held  that  any  rate  less  than  the  maximum  prescribed  by  Parliament 
was  conclusively  presumed  to  be  reasonable. 

About  1892  Parliament  revised  the  maximum  rates  and  also  the 
classifications,  and  in  so  doing  prescribed  in  many  cases  maximum 
rates  lower  than  those  formerly  in  effect,  and  so  low  as  to  require  a 
reduction  in  some  instances  of  the  rates  actually  charged.  Thereupon 
all  the  railways,  on  January  1,  1898,  advanced  their  rates  up  to  the 
legislative  maximum  in  nearly  all  cases. 

The  effect  of  this  was  to  arouse  a  storm  of  indignation  from  the 
shippers,  which  resulted  in  a  parliamentary  inquiry  and  in  the  act 
of  1894,  providing  that  where  a  railway  rate  had  been  advanced  sub- 
sequent to  Deceml)er  31,  1892,  it  should  lie  with  the  company  making 
the  advance  to  justify  the  "  increase  of  the  rate." 

Under  this  statute  the  English  courts  have  uniformly  held  that 
railways  can  only  justify  an  increase  by  showing  increased  cost  in 
the  handling  of  the  business.  They  may  show  that  this  increase  in 
cost  had  taken  place  previous  to  December  31,  1892,  or  subsequent  to 
that  date,  but  they  must  show  that  there  has  been  an  actual  increase 
in  the  expenses  of  handling  the  business  and  that  increase  must  be 
confined  to  the  particular  traffic  to  which  the  advance  applied.  It 
was  not  enough,  where  the  question  was  upon  an  advance  in  the  coal 
rate,  to  show  that  the  total  cost  of  operation  had  increased  or  that 
total  net  revenues  had  decreased;  it  must  appear  that  the  cost  of 
handling  coal  or,  as  termed  in  the  decision,  "  mineral  traffic,"  was 
greater  by  a  sufficient  amount  to  justify  the  advance. 

Upon  the  assumption  that  the  same  interpretation  should  be  given 
our  statute  as  has  been  put  upon  this  act  of  Parliament,  the  de- 
fendants have  not,  by  the  evidence  above  referred  to,  established 
their  justification.  They  have  shown,  to  be  sure,  a  greater  advance 
in  the  cost  of  operation  than  the  amount  derived  from  the  increase  in 
these  rates,  but  that  increase  in  operating  expenses  applies  to  all 
kinds  of  traffic,  while  these  advances  apply  only  to  particular  traffic. 
There  is  nothing  which  even  tends  to  show  what  part  of  thb 
$85,000,000  is  applied  to  passenger  service  and  what  part  to  freight 
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service,  nor  as  between  the  different  kinds  of  freight  is  there  any- 
thing which  indicates  the  apportionment  of  this  item  of  increase. 
But  these  advances  apply  to  only  15  per  cent  of  the  tonnage  and  80 
per  cent  of  the  revenue  of  these  41  railroads. 

Nor  should  our  statute  receive  exactly  the  same  interpretation 
which  has  been  put  upon  the  English  act  That  act  provides  that 
the  carrier  shall  justify  the  "  increase  of  the  rate."  Our  act  provides 
that  the  burden  of  proof  shall  be  upon  the  carrier  to  show  that  the 
^^ increased  rate"  is  just  and  reasonable.  The  English  act  creates  a 
presumption  that  the  rates  in  effect  on  December  31,  1892,  were  rea- 
sonable rates,  and  the  justice  of  any  increase  must  be  tried  by  that 
standard.  Our  act  does  not  intend  to  enact  that  all  rates  in  effect  on 
January  1,  1910,  are  just  and  reasonable.  Upon  the  contrary,  it  is 
open  to  any  shipper  or  to  this  Commission  to  attack  such  a  rate  as 
unjust  and  unreasonable.  The  only  effect  of  our  statute  is  to  cast,  in 
certain  cases,  the  burden  of  proof  upon  the  carrier. 

The  Supreme  Court  of  the  United  States  had  held  in  Interstate 
Commerce  Commission  v.  Chicago  Oreat  Western  Ry.^  209  U.  S.,  108, 
that  although  a  rate  had  been  advanced  the  presumption  of  lawful- 
ness still  attached  to  the  advanced  rate.  This  Conmiission  had  said 
that  where  a  complainant  attacked  the  rate  of  a  carrier  it  was  in- 
cumbent upon  him  to  introduce  some  testimony  tending  to  show 
the  unlawfulness  of  the  rate  attacked.  Dallas  Freight  Bureau  v. 
M.,  K.  (&  T.  Ry.  Co.,  12  I.  C.  G  Rep.,  427.  The  air  was  filled  with 
rumors  of  advances  in  freight  rates.  Congress  did  not  intend  to  say 
that  all  rates  in  effect  on  January  1, 1910,  were  reasonable,  nor  that 
these  rates  might  not  be  reduced  by  the  Commission  or  advanced  by 
the  railroads;  but  it  did  say  that  if  a  railway  advanced  its  rates  the 
burden  of  proof  should  re^t  with  it  and  not  with  the  shipper  who 
mi^ht  attack  the  advanced  rate. 

The  question  before  the  Commission  is  still  the  same  and  is  upon 
the  reasonableness  of  the  rate  in  effect  if  the  advance  has  taken 
place  or  upon  the  proposed  advanced  rate  if  the  tariff  has  been  sus- 
pended. The  order  of  the  Commission  is  precisely  the  same  as  before. 
If,  in  our  opinion,  the  rate  is  Unreasonable,  we  must  find  what  would 
be  a  reasonable  rate  and  order  the  observance  of  that  rate.  The  char- 
acter of  the  evidence  and  the  considerations  upon  which  we  proceed 
have  been  in  no  respect  changed. 

So  reading  this  amendment,  it  seems  apparent  that  the  carriers 
have  not,  by  showing  that  the  increases  in  wages  more  than  equal  the 
increases  in  rates,  made  out  the  reasonableness  of  the  proposed  ad- 
vanced rat(*8;  and  nothing  could  more  plainly  show  Uiis  than  the 
figures  which  have  been  presented  to  us  with  respect  to  the  net  earn- 
ings of  these  same  41  carriers.  It  appears  that  during  the  year  end- 
ing June  30,  1910,  the  net  earnings  of  these  railroads  aggregated 
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$51,000,000  more  than  during  the  year  1909.  If,  therefore,  the  entire 
advances  in  wages  had  been  in  effect  during  the  whole  year  of  1910, 
instead  of  during  a  few  months  in  the  spring  of  that  year,  the  net 
earnings  for  1910  would  have  exceeded  the  net  earnings  for  1909  by 
$16,000,000.  This  is  not  conclusive  against  the  propriety  of  these 
advances,  for  the  earnings  of  1909  may  have  been  too  small  or  the 
causes  which  contributed  to  the  greater  net  earnings  of  1910  may  not 
be  permanent  in  effect;  but  it  does  show  that  we  can  not  conclusively 
presume  frcmi  an  increase  in  operating  expense  that  there  should  be  a 
corresponding  increase  in  transportation  charge.  It^is  the  net,  not 
the  gross,  which  we  must  consider. 

This  evidence  is  important;  it  strongly  tends  to  support  the  oon* 
tention  of  the  carriers;  it  is  not  conclusive;  we  must  still  examine 
the  entire  record  which  has  been  put  before  us  for  the  purpose  of 
determining  whether  these  proposed  advanced  rates  are,  under  all 
the  circumstances,  just  and  reasonable,  and,  as  we  have  already  seen, 
this,  as  the  question  is  here  presented,  involves,  of  necessity,  the  fun- 
damental question.  Will  the  net  earnings  of  these  defendants,  not- 
withstanding Uiese  increases  in  wages,  be  sufficient  without  an  increase 
in  their  rates  of  transportation? 

The  question,  then,  is,  To  what  net  earnings  are  these  carriers 
properly  entitled !  The  courts  have  often  said  that  a  public-service 
corporation  is  entitled  to  a  fair  return  upon  the  value  of  its  property 
being  devoted  to  the  public  service.  While  this  language  has  been 
used  in  connection  with  proceedings  to  determine  the  point  below 
which  the  revenues  of  public-service  corporations  may  not  be  forced 
by  legislative  action,  it  states  a  rule  of  general  application.  Both 
the  value  of  the  property  and  what  is  a  fair  return  upon  that  value 
must  be  considered. 

Some  states  have  authorized  and  even  instructed  their  railwav 
commissions  to  put  a  value  upon  the  property  of  railways  operating 
within  their  borders.  In  some  instances  the  elements  to  be  considered 
in  determining  that  value  have  been  prescribed  by  statute,  and  the 
effect  of  the  valuation  when  made  is  indicated.  This  Commission 
has  no  such  authority.  We  can  not  in  this  case  fix  in  terms  the 
value  of  any  one  of  these  railroads,  nor  would  that  value,  if  deter- 
mined in  this  case,  be  binding  in  subsequent  proceedings;  but,  mani- 
festly, in  order  to  decide  the  issue  presented  we  must  have  a  general 
notion  of  the  value  of  the  properties  of  these  defendants  and  must 
form  an  idea  of  the  elements  which  should  properly  enter  into  the 
determination  of  that  value. 

Here  we  have  the  benefit  of  the  judgment  of  the  Supreme  Court  of 
the  United  States.  In  Smyth  v.  Ames^  169  U.  S.,  466,  that  court  had 
before  it  a  statute  of  the  state  of  Nebraska  fixing  certain  maximum 
freight  rates  to  be  observed  within  the  limits  of  that  state,  the  ques- 
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tion  being  whether  those  rates  were  so  low  as  to  be  in  violation  of 
the  fourteenth  amendment.  In  disposing  of  the  case  the  court 
elaborately  considered,  both  generally  and  as  applied  to  the  facts  of 
that  particular  record,  the  relation  of  value  to  a  reasonable  rate, 
announcing  its  conclusion  in  a  paragraph  found  on  page  545.  The 
law  as  there  stated  has  never  been  qualified,  and  the  paragraph,  while 
often  quoted,  may  be  repeated  here : 

We  hold,  however,  that  the  basis  of  aU  calculations  as  to  the  reasonableness 
of  rates  to  be  charged  by  a  corporation  maintaining  a  highway  under  legis- 
lative sanction  must  be  the  fair  value  of  the  property  being  used  by  It  for  the 
convenience  of  the  public.  And,  in  order  to  ascertain  that  value,  the  original 
cost  of  construction,  the  amount  expended  in  permanent  improvements,  the 
amonnt  and  market  value  of  its  bonds  and  stoclvs,  the  prestrnt  as  compared 
with  the  original  cost  of  construction,  the  probable  earning  capacity  of  the 
property  under  particular  rates  prescribed  by  statute,  and  the  sum  required  to 
meet  operating  expenses  are  all  mntters  for  consideration,  and  are  to  be  given 
such  weight  as  may  be  just  and  right  in  each  case.  We  do  not  say  that  there 
may  not  be  other  matters  to  be  regarded  In  estimating  the  value  of  the 
property. 

While  the  court  enumerates  the  factors  which  should  be  con- 
sidered in  the  determining  of  the  value  of  the  property  no  attempt 
is  made  to  assign  any  definite  value  to  these  different  factors,  and 
counsel  who  have  argued  this  case  both  for  and  against  the  advances 
are  hopelessly  divided  upon  this  point  It  is  earnestly  insisted  by 
some  that  the  only  test  or  value  is  the  cost  of  reproduction  and  that 
all  other  elements  should,  as  a  practical  matter,  be  disregarded. 
Other  counsel  urge,  with  equal  earnestness,  that  the  money  actually 
invested  in  the  property  affords  the  only  just  basis  upon  which  to 
ounpute  the  reasonableness  of  the  return,  while  still  others  argue 
that  this  Commission  should  prescribe  reasonable  rates  and  that 
the  various  railroads  should  be  allowed  to  earn  what  they  can  under 
those  rates.  It  would  not  be  profitable  to  here  attempt  any  discus- 
sion of  the  questions  raised,  but  we  may  point  out  the  extent  to 
which  the  present  record  contains  information  upon  each  of  the 
various  el^nents  of  value  embraced  in  the  above  enumeration  by 
the  court 

The  first  two  elements — original  cost  of  construction  and  perma* 
nent  improvements — may  be  considered  together. 

Carriers  are  now  required  to  state  in  their  statistical  returns  to 
the  Commission  the  cost  of  their  properties.  If  this  account  were 
correctly  kept  it  would  show  the  money  expended  from  the  first  in 
building  and  equipping  the  railroad. 

In  point  of  fact,  this  item  is  not  reliable.  The  present  railroad 
systems  in  Official  Classification  territory  have  usually  been  formed 
by  the  combination  of  a  large  numl)er  of  smaller  railroads,  which 
were   built    as   independent    properties.      The    Baltimore    &   Ohio 
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system,  for  example,  embraces  more  than  100  such  properties.  The 
only  information  which  the  present  system  has  of  the  original 
cost  of  construction  is  that  derived  from  the  books  of  the  various 
companies  which  have  been  absorbed.  These  books  were  seldcxn 
accurately  kept  and  often  represent  as  money  what  was,  in  fact, 
something  else.  The  beginnings  of  this  account,  therefore,  are  very 
imperfect  and  unreliable. 

Since  1888  carriers  have  been  required  to  make  statistical  returns 
to  this  Commission,  showing,  among  other  things,  the  amounts  in- 
vested from  year  to  year  in  their  properties  and  since  that  date  it 
is  possible  to  determine  with  substantial  accuracy  the  cost  of  the 
improvements  made. 

It  is  also  generally  possible  to  determine  by  an  analysis  of  the 
reports  to  what  extent  these  improvements  have  been  made  from  the 
earnings  of  the  road  and  to  what  extent  the  money  which  has  gone 
into  them  has  come  from  new  capital,  either  stock  or  bonds.  It  was, 
however,  the  custom  of  many  companies  previous  to  1907  to  charge 
as  a  part  of  their  operating  expenses  improvements  to  the  roadway 
and  equipment,  and  this  introduces  an  element  of  uncertainty  into 
the  above  item,  even  in  recent  years. 

It  is  sometimes  possible,  by  reference  to  other  financial  publica- 
tions and  to  their  own  reports  to  stockholders,  to  trace  the  history 
of*  these  properties  for  many  years  previous  to  the  enactment  of  the 
'  act  to  regulate  commerce.  On  the  whole,  it  may  be  said  that  we 
know  something  of  the  actual  cost  of  building  and  equipping  the 
railroads,  in  Official  Classification  territory,  the  extent  of  that  in- 
formation varying  largely  with  different  railroads. 

If  from  the  item  "cost  of  construction"  could  be  subtracted  the 

amount  entering  into  that  item  which  has  come  from  the  operation 

of  the  property  itself,  we  should  have  the  investment  in  the  property; 

that  is,  the  amount  of  money  which  has  been  actually  contributed  to 

the  building  and  maintaining  of  the  railroad,  and  we  were  strongly 

urged  by  certain  counsel  representing  the  shippers  to  adopt  this  as 

the  most  reliable  and  practically  the  sole  test  in  determining  the 

amount  upon  which  a  return  was  to  be  allowed. 

^      Were  it  possible  to  determine  the  exact  amount  of  money  which 

'  has  been  put  into  these  properties,  the  amount  of  return  which  has 

'  been  paid  up  to  the  present  time,  the  degree  of  prudence  with  which 

"  the  property  has  been  constructed  and  operated,  certainly  the  invest- 

'  ment  would  furnish  a  very  satisfactory  basis  for  arriving  at  an 

equitable  return.     But  these  facts  never  can  be  determined  with 

accuracy.    We  can  not  know  even  the  actual  amount  of  money  whidi 

has  gone  into  these  enterprises  from  outside  sources,  nor  the  return 

which  has  been  paid  upon  it,  nor  whether  reasonable  diligence  was 
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exercised  in  the  investment  or  in  subsequent  management.  Disaster 
may  have  come  upon  it,  for  which  the  public  ought  not  to  stand 
accountable.  This  factor  must  be  more  or  less  controlling,  according 
to  the  circumstances  of  each  individual  case. 

The  third  factor  named  by  the  Supreme  Court  is  the  amount  and 
market  value  of  the  stocks  and  bonds.  This  information  can  be 
obtained  with  great  accuracy,  covering  both  the  present  and  a  con- 
siderable number  of  years,  but  no  counsel  in  argument  has  attached 
any  importance  to  the  information  when  obtained.  In  this  feeling 
we  do  not  altogether  share.  It  seems  to  us  that  the  price  at  which 
these  stocks  and  bonds  sell  may  be  a  matter  of  some  significance  in 
determining  the  amount  which  the  railroad  should  be  allowed  to  earn. 

We  are  not  fixing  the  value  of  a  collection  of  ties  and  rock 
and  steel  rails,  but  of  a  railroad  equipped  and  doing  business.  What 
is  that  railroad  worth  as  a  railroad  for  the  transaction  of  a  railroad 
business! 

Most  of  the  great  systems  in  Official  Classification  territory  have 
existed  in  substantially  their  present  form  for  the  past  25  years. 
While  there  is  to-day  no  competiticm  worth  the  name  in  the  railway 
rate,  and  while  there  never  will  again  be  such  competition,  this  has 
not  been  true  of  the  past  Originally  there  was  the  most  active  com- 
petition in  the  rate  of  transportation  by  rail,  and  these  tariffs,  espe- 
cially in  Official  Classification  territory,  are  largely  the  product  of 
that  ounpetition.  There  is  a  strong  presumption  that  rates  so 
arrived  at  are  reaacmable  rates.  Now,  the  market  value  of  the  stocks 
and  bonds  of  eadi  of  these  carriers  represents  the  sum  which  that 
property  will  bring  in  the  open  market  That  is  the  value  which 
has  been  worked  out  in  the  actual  operations  of  recent  years  in  com* 
petition  with  its  rivals,  and  is  at  least  a  strong  index  of  the  value  of 
that  property  in  comparison  with  other  properties  in  this  territory. 
It  is  the  only  way  in  which  the  value  of  these  properties  can  be 
drtermined  by  the  test  of  bargain  and  sale. 

The  market  value  depends  largely  upon  the  rate  which  has  been 
charged,  and  to  assume  that  the  market  value  is  a  fair  index  of  value 
for  rate-making  purposes  is  to  assume  that  the  rates  charged  have 
been,  in  the  main,  reasonable.  In  a  degree  this  presumption  does 
arise  with  respect  to  these  rates  under  consideration.  This  is  not 
the  case  of  a  gas  plant  or  a  water  plant,  which  has  no  competitor  in 
the  service  of  its  particular  community,  and  whose  rates  have  not  in 
fact  been  established  by  legislative  action.  Actual  competition  has 
played  an  important  part  in  working  out  these  transportation  charges 
in  Official  Classification  territory,  although  in  many  instances  the 
effect  of  such  competition  has  been  overcome. 

There  is  another  aspect  in  which  this  stock  and  bond  factor  is 
important    The  Government  has  invited  private  capital  to  invest 
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in  the  construction  and  operation  of  these  public  utilities.  While 
it  might  have  established  the  rate,  it  has  left  that  to  competitive 
forces.  The  public  has  for  many  years  known  the  results  of  the 
operations  of  these  defendants,  and  their  securities  have  thereby  ac- 
quired certain  values  upon  the  market.  At  these  values  enormous 
private  investments  have  been  made.  We  were  told  upon  the  hear- 
ing of  the  extent  to  which  savings  banks  and  insurance  companies 
held  the  securities,  especially  the  bonds,  of  these  railways.  We  know 
that  private  investors  have  bought,  not  for  speculative  purposes,  but 
as  a  legitimate  and  permanent  investment,  large  amounts  of  the  stocks 
of  many  of  these  companies. 

Now,  this  Government  having  permitted  this  to  be  done  can  not 
dose  its  eyes  to  the  fact  that  it  has  been  done.  We  can  not  be  ob- 
livious to  the  effect  of  our  action  upon  the  value  of  these  investments, 
which  have  been  made  in  good  faith.  In  this  view  the  market  value 
of  these  stocks  and  bonds  for  the  last  10  years  certainly,  and  the  effect 
which  our  action  may  have  upon  their  market  value  for  the  future, 
must  be  considered.  We  can  not,  of  course,  allow  such  rates  as  will 
in  all  cases  guarantee  or  perpetuate  the  prices  at  which  these  stocks 
have  been  bought,  but  in  viewing  the  entire  situation  we  should  have 
that  price  in  mind. 

The  next  item  named  by  the  Supreme  Court  is  the  present  cost  of 
reproduction.  This  is  undoubtedly  a  factor  of  great  importance  in 
determining  the  value  of  the  railroads  of  this  country,  upon  which 
earnings  may  be  legitimately  demanded.  The  courts  have  repeatedly 
recognized  this  in  their  decisions  touching  the  rates  of  public-service 
corporations.  Many  states  have  authorized  a  physical  valuaticm  of 
-their  railroads  in  this  view.  This  Commission  has  several  times 
urged  Congress  to  take  steps  looking  to  such  a  valuation,  but  up  to 
the  present  time  this  has  not  been  done. 

It  was  insisted  upon  the  argument  that  this  was  the  (Mily  test  of 
value  entitled  to  serious  consideration,  and  we  were  urged  to  post- 
pone our  determination  of  these  questions  until  such  valuation  could 
be  made.  In  view  of  the  fact  that  the  Supreme  Court  has  not  yet 
apparently  held  that  the  present  cost  of  reproduction  furnishes  the 
only  measure  of  value,  and  especially  in  view  of  the  refusal  of  Con- 
gress to  act  upon  the  suggestion  of  this  Commission  by  taking  steps 
to  procure  such  valuation,  it  would  seem  to  be  our  duty  to  proceed 
with  the  disposition  of  this  case  as  best  we  can  upon  the  present 
record.  While  there  is,  with  respect  to  a  few  of  these  properties,  some 
suggestion  in  testimony  as  to  reproduction  cost,  there  is  no  evidence 
upon  that  point  in  No.  3400  which  merits  serious  consideration,  and 
since  we  are  entirely  without  such  informati(Hi  it  is  useless  to  discuss 
the  many  delicate  and  important  questicms  which  might  be  presented 

if  a  reliable  physical  valuation  were  before  us. 
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The  last  item  is  "  the  probable  earning  capacity  of  the  property 
under  particular  rates  prescribed  by  statute  and  the  sum  required  to 
meet  operating  expenses,"  which  means,  information  necessary  to 
determine  the  net  revenues  which  will  accrue  from  the  application  of 
particular  ratea 

This  information  the  Conunission  has.  The  statistical  returns  re- 
quired from  carriers  under  the  act  show  in  great  detail  the  gross 
income  of  these  carriers,  both  from  operation  and  from  other  sources, 
together  with  their  expenses  of  operation  and  their  various  fixed 
charges.  From  an  analysis  of  these  reports  it  is  possible  to  determine 
with  substantial  accuracy  the  amounts  which  these  defendants  have 
received  in  recent  years  and  what  has  been  done  with  those  amounts. 
While  it  is  not  possible  to  compare  the  present  with  former  years  in 
case  of  some  of  these  systems  since  additional  lines  have  been  taken 
on,  and  the  figures  do  not  therefore  cover  the  same  mileage,  still  it  is 
possible  to  determine  with  considerable  certainty  the  history  of  oper- 
ating expenses  and  of  net  results  to  these  carriers  under  the  rates 
which  have  existed  in  the  past,  and  to  form  an  opinicm,  although  not 
an  exact  one,  with  respect  to  results  for  the  future  under  the  rates  in 
effect  and  under  the  proposed  advanced  rates. 

The  foregoing  are  the  factors  which,  in  the  opinion  of  the  Supreme 
Court,  are  to  be  weighed  in  determining  the  value  of  these  properties 
for  rate-making  purposes.  When  it  is  remembered  that  information 
upon  one  and  perhaps  the  most  important  of  these  heads  is  entirely 
lacking,  that  the  Supreme  Court  itself  has  not  attempted  to  assign  a 
particular  value  to  any  one  of  the  above  factors,  which  must  be 
combined  to  produce  the  result,  that  counsel  after  the  most  careful 
consideration,  both  of  the  law  and  of  the  economic  and  social  prob- 
lems which  underlie  this  subject,  are  hopelessly  divided  as  to  the 
relative  importance  of  these  n^spective  items,  it  will  be  seen  that  any- 
thing like  a  mathematical  conclusion,  or  one  for  which  a  definite 
reason  can  be  assigned,  is  impossible.  Further  reflection  confirms 
what  this  Conmiission,  having  under  advisement  a  similar  question, 
said  In  re  Proposed  Advances  in  Freight  Rates^  9  I.  C.  C.  Rep., 
382,  404 : 

It  is  plain  that  nntti  there  be  fixed,  either  by  legislative  enactment  or  Judicial 
Interpretation,  some  definite  basis  for  the  valuation  of  raUroad  property  and 
some  limit  np  to  which  that  property  shall  be  allowed  to  earn  upon  that  valua- 
tion, there  can  be  no  exact  determination  of  these  questions.  In  the  absence  of 
snch  a  standard  the  tribunal,  whether  court  or  commission,  which  is  called  upon 
to  consider  this  matter,  can  only  rely  upon  the  exercise  of  its  best  judgment. 

We  must  take  the  history  of  these  properties  and,  from  a  consid- 
eration of  all  the  facts  before  us,  arrive  at  some  rough  notion  of 
their  value  for  railroad  purposes.    As  a  parrt  of  that  same  inquiry 
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1  we  must  form  some  idea  of  the  rate  of  rrtum  to  which  the  property 
of  these  carriers  is  entitled. 

Here,  again,  it  should  be  observed  that  this  Commission  has  no 
jurisdiction  to  deal  with  that  questicm  as  such.  We  have  no  authority 
to  say  that  a  railroad  ou£^t  to  earn,  either  as  a  matter  of  right  or  as 
a  matter  of  public  policy,  any  given  per  cent  up<Ni  its  value ;  but  in 
discharging  our  duty,  to  say  whether  these  particular  rates  which  tlie 
carriers  propose  to  establish  are  just  and  reasonable,  we  must  deter- 
mine in  a  general  way  what  a  fair  return  would  be,  and  that  matter 
will  be  next  considered. 

It  now  is  and  long  has  been  the  settled  doctrine  of  our  courts 
that  the  railway  is  a  public  highway.  The  fair  inference  from  those 
decisions  is  that  the  Government  may,  through  the  states  or  the 
Nation,  if  the  Federal  Omstitution  be  broad  enough,  construct  and 
operate  these  public  utilities,  or  it  may  delegate  that  duty  to  private 
individuals.  In  case  the  railroad  is  operated  by  private  capital,  the 
Government  may  prescribe  the  rules  under  which  the  public  service 
shall  be  dischai^^  and  the  rates  which  shall  be  charged  for  that 
service,  subject  to  the  constitutional  limitation  that  the  private  prc^ 
erty  shall  not  be  deprived  of  a  due  return. 

Outside  the  United  States  a  majority  of  railroad  mileage  is  to-day 
owne<l  and  operated  by  the  different  poveniments.  It  has  l)een  our 
policy  from  the  first  to  delegate  this  duty  to  private  individuals,  and 
in  this  way  a  vast  amount  of  private  capital  has  been  induced  to 
invest  in  railroad  construction  and  operation. 

Now,  the  ordinary  considerations  of  justice  require  that  the  money 
so  invested  by  invitation  of  the  Government  should  \>e  allowed 
a  fair  return.  This  does  not  mean  that  we  should  permit  rates  which 
will  guarantee  all  railroad  investment,  nor  which  will  guarantee  any 
raihroad  investment  at  all  times,  but  we  should  allow  rates  which 
will  yield  to  this  capital  as  large  a  return  as  it  could  have  obtained 
from  other  investment  of  the  same  grade.  If  rates  formerly  in  effect 
have  become  insufficient,  then  higher  rates  should  be  permitted. 

Our  railroads  must  be  maintaine<l  in  a  state  of  high  efficiency. 
This  the  public  interest  demands.  Commerce  and  industry  can  not 
afford  to  wait  on  transportation  facilities.  Our  rates  should  be  such 
as  to  render  possible  a  high-class,  not  an  extravagant,  ^*rvice. 

It  was  said  during  the  course  of  these  hearings  that  our  present 
railroad  facilities  were  not  sufficient  to  handle  the  business  now 
offered,  and  that  in  the  interes-t  of  economy,  even  though  bu^-iness  did 
not  increase,  considerable  expenditures  should  be  made.  However 
that  may  be,  it  is  reasonably  certain  that  business  will  increase.  For 
the  14  years,  1896-1909,  the  tonnage  handled  by  our  railroads  in- 
creased 106^  per  cent.    It  is  hardly  probable  that  the  next  14  years 
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will  witness  a.  corresponding  progress,  but  unless  our  national  devel- 
opment has  stopped,  the  business  of  our  railroads  must  continue  to 
grow.  This  will  require  additional  facilities  of  all  kinds.  It  is 
,  generally  conceded  that  within  the  next  few  years,  if  our  means 
of  transportation  by  rail  are  to  keep  pace  with  the  calls  upon  them, 
very  large  sums  must  be  expended  in  the  way  of  new  ccmstruction  and 
new  equipment  While  some  small  portion  of  this  may  come  from 
current  earnings,  the  great  bulk  must  be  new  capital,  and  this  capital 
must  be  obtained  from  the  investing  public.  If,  therefore,  we  are 
to  rely  in  the  future,  as  we  have  in  the  past,  upon  private  enter- 
prise and  private  capital  for  our  railway  transportation,  the  return 
must  be  such  as  will  induce  the  investment.  It  is  therefore  not  only 
a  matter  of  justice,  but  in  the  truest  public  interest  that  an  adequate 
return  should  be  allowed  upon  railway  capitaL 

At  the  same  time  the  railway  rate  is,  in  the  final  analysis,  a  tax  laid 
upon  nearly  every  species  of  property  and  upon  almost  every  sort 
of  activity,  and  there  is  no  reason  why  all  other  kinds  of  property 
should  be  required  to  pay  to  this  particular  species  of  property  an 
undue  compensation. 

These  statements  are  truisms;  the  real  inquiry  is,  How  much? 
Upon  what  considerations  can  we  determine  the  figure  which  is  neces- 
sary to  do  justice  between  the  private  capital  operating  our  railways 
and  the  public  using  those  railways? 

Capital  will  seek  on  the  average  that  investment  which  is  the  most 
satisfactory.  To  divert  private  capital  to  railway  enterprise  it  is 
only  necessary  to  oflfer  an  investment  which  is  more  attractive  or 
equally  attractive  with  other  forms  of  investment  contemporaneously 
presented. 

The  rate  at  which  money  can  be  obtained  depends  upon  the  cer- 
tainty with  which  principal  and  interest  are  likely  to  be  paid,  and 
freedom  from  individual  responsibility  in  making  and  caring  for 
the  investment.  A  high-grade  municipal  bond,  where  the  element  of 
risk  is  eliminated  and  where  the  only  ability  required  from  the  in- 
vestor is  the  capacity  to  cut  off  a  coupon  or  indorse  an  interest  check, 
sells  at  an  extremely  low  rate  of  interest  Now,  in  both  these  re- 
spects the  railroad  investment  is  attractive. 

\Miile  talent  of  the  highest  order  \s  required  to  finance  and  operate 
these  great  enterprises,  and  while  very  large  salaries  are  paid  to 
(he  individuals  who  perform  these  duties,  still  those  salaries  are 
all  a  part  of  operating  expenses  and  are  paid  for  by  the  property 
itself  before  the  net  return  is  computed.  No  ability  is  required  upon 
the  part  of  the  investor. 

The  element  of  risk  is  less  here  than  in  most  industrial  operations. 
In  private  enterprise  there  is  continual  danger  of  competition.    No 
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matter  how  well  established  the  business,  nor  how  profitable  the  pres- 
ent return,  there  is  always  the  hazard  that  some  other  article  may 
take  the  place  of  the  one  produced,  or  that  some  other  factory  may 
produce  the  same  article  at  a  less  price.  This  possible  competition, 
imperils  the  existence  of  the  investment  itself  as  well  as  the  annual 
return. 

No  such  consideration  enters  into  the  business  of  the  railroad,  cer- 
tainly not  of  these  railroads  before  us.  The  main  lines  of  railroad  in 
Official  Classification  territory  have  been  constructed,  and  there  is 
but  little  danger  to  be  apprehended  from  the  construction  of  new 
lines.  There  must  be  extensions  and  additions,  but  these  will  be 
along  and  in  connection  with  the  present  trunk  avenues. 

It  is  certain  that  the  present  business  of  our  great  railroad  systems 
must  continue  and  even  increase.  Unless  our  entire  social  structure 
is  to  be  revised,  unless  our  industrial  and  commercial  processes  are 
to  be  radically  changed,  it  seems  certain  that  the  traffic  of  our  rail- 
roads must  not  only  continue  but  grow.  To  this  there  will  of  course 
be  local  exceptions,  but  broadly  considered,  the  statement  is  true. 

There  is  but  little  competition  in  the  price  at  which  the  commodity 
produced  by  these  railroads,  viz,  transportation,  is  sold;  that  is,  in 
the  rate.  This  was  not  always  so.  In  the  past  the  most  violent  com- 
petition in  railway  rates  has  prevailed,  and  this  competition  has  often 
gone  to  the  point  of  imperiling  the  financial  integrity  of  great  rail- 
road systems;  but  all  that  is  a  thing  of  the  past  The  law  itself 
practically  forbids  it,  and  if  it  were  permitted  by  law  it  is  incon- 
ceivable that  the  practices  of  former  years  would  recur. 

These  carriers  find  no  difficulty  to-day  in  advancing  their  rates, 
as  the  present  proceeding  abundantly  testifies,  and  the  Constitution 
of  the  United  States  protects  them  against  an  unreasonable  reduction 
of  the  rates  which  they  establish. 

What  business  can  be  more  attractive  to  the  investor  than  this,  in 
f  which  no  rival  is  to  be  apprehended,  where  the  amount  of  business  is 
assured,  and  where  the  price  for  the  transaction  of  that  business  is 
protected  by  the  fundamental  law  of  the  land. 

All  this  has  long  since  reflected  itself  in  the  prices  of  railway 
securities.  Ten  years  ago  a  high-grade,  long-time  railroad  bond  like 
the  Si  per  cent  New  York  Central  underlying  mortgage  sold  at  par. 
To-day,  owing  apparently  to  the  increase  in  the  rate  of  interest  a 
similar  bond,  in  order  to  bring  par,  must  bear  a  rate  of  4  per  cent, 
or  perhaps  slightly  more.  These  railroad  bonds  command  nearly  as 
high  a  price  when  no  question  of  local  taxation  intervenes  as  do 
municipal  bonds. 

The  price  of  railroad  stocks  in  the  past  has  not  been  controlled  by 
the  same  considerations  as  that  of  railroad  bonds.    These  stocks  have 
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been  largely  the  subject  of  speculation  and  the  prices  have  been  de- 
termined by  other  considerations  than  the  mere  rate  of  dividend. 
These  conditions  are  changing.  In  Official  Classification  territory 
the  day  of  railroad  construction  and  railroad  consolidation  has  given 
place  to  that  of  railroad  operation.  The  successful  railroad  magnate 
of  the  future  in  this  territory  will  be  he  who  can  operate  his  proper- 
ties most  economically  and  most  satisfactorily. 

Under  the  conditions  of  the  future,  railroad  stocks,  or  at  least  the 
stocks  of  these  railroads  before  us,  are  bound  to  lose  much  of  their 
speculative  character  and  to  assume  more  the  character  of  an  in- 
vestment To-day  a  5  per  cent  nonciunulative  preferred  stock  sells 
for  slighUy  more  or  slightly  less  than  par,  according  to  conditions. 
At  its  present  market  value  the  4  per  cent  preferred  stock  of  the 
Baltimore  &  Ohio  yields  a  return  pf  about  4^  per  cent.  It  seems 
probable  that  any  railroad  stock  which  was  certain  to  pay  a  dividend 
of  5  per  cent  year  after  year  would  sell  readily  at  par. 

It  is  contended  by  the  defendants,  and  this  is  one  of  the  most  im- 
portant questions  before  us,  that  rates  should  be  sufficient  to  enable 
them  not  only  to  pay  their  current  operating  expenses,  their  fixed 
charges,  a  reasonable  dividend,  and  to  maintain  their  properties 
at  the  present  state  of  efficiency,  but  also  to  make  improvements  and 
additions  to  those  properties  of  a  permanent  character.  Those  who 
oppose  an  increase  in  these  rates  answer  that  improvements  of  this 
character  which  add  to  the  permanent  value  of  the  property  ought 
not  to  be  paid  from  the  current  returns  of  the  railroad,  but  should 
rather  be  made  out  of  new  capital,  and  they  point  to  the  previous  de- 
cisions of  this  C(Hnmission  and  to  the  approval  of  those  decisions  by 
the  Supreme  Court  of  the  United  States  as  confirming  that  position. 

In  Central  Yellow  Pine  Asbo.  v.  /.  C.  R.  R.  Co.^  10  I.  C.  C.  Rep., 
505,  this  Commission  had  before  it  an  advance  in  the  rate  on  yellow- 
pine  lumber  frwn  points  of  production  in  the  south  to  the  Ohio 
River.  This  advance  was  justified  by  the  carriers  upon  the  plea  that 
owing  to  increased  cost  of  operation  their  net  returns  were  insuffi- 
cient In  examining  this  matter  the  C<Hnmission  found  that  the 
carriers  had  charged  as  a  part  of  their  operating  expenses  large  sums, 
which  had,  in  fact,  been  devoted  to  the  purchase  of  new  equipment 
and  to  the  making  of  permanent  improvements  to  their  roadway  and 
structures,  and  held  that  these  items  were  not  properly  chargeable 
as  operating  expenses,  for  the  reason  that  the  shipper  of  to-day  could 
not  be  properly  required  to  pay  the  entire  cost  of  an  improvement  or 
addition  which  was  to  be  of  permanent  use.  The  opinion  was  ex- 
pressed that  sufficient  net  returns  would  appear  if  these  items  of 
permanent  expense  had  not  been  included  in  the  cost  of  operation. 
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Suit  was  brought  to  enforce  the  order  of  the  Commission  that  the 
carriers  desist  from  this  advance,  and  in  the  Supreme  Court,  lUinoia 
Central  R.  R.  Co.  v.  /.  C.  C.^  206  U.  S.,  441,  the  raiboads  contended 
that  this  holding  was  manifestly  erroneous,  citing  Union  PaxAfic  R.  R. 
Co.  y.  U.  S.J  99  U.  S.,  402.  The  court,  however,  fully  sustained  the 
Commission,  distinguishing  that  case  from  the  one  at  bar.  The 
language  of  the  court  was  as  follows : 

*  *  *  The  findings  show  that  the  old  rates  were  profitable  and  that 
dividends  were  declared  even  when  permanent  improvements  and  equipment 
were  cliarged  to  operating  expoises.  Bnt  may  they  be  so  charged?  Appellants 
contend  that  the  answer  should  be  so  obviously  in  the  afiOrmative  that  it  should 
be  made  an  axiom  in  transportation.  On  principle,  it  would  seem  as  if  the 
answer  should  be  otherwise.  It  would  seem  as  if  expenditures  for  additions 
to  construction  and  equipment,  as  expenditures  for  original  construction  and 
equipment,  should  be  reimbursed  by»aU  of  the  traffic  they  acconunodate  during 
the  period  of  their  duration,  and  that  improvements  that  will  last  many  years 
should  not  be  charged  whoUy  against  the  revenue  of  a  single  year.  But  It  is 
insisted  that  Union  Pacific  R.  R.  Co.  v.  U.  S.,  09  U.  S.,  402,  estabUshes  the  con- 
trary. That  case  was  not  concerned  with  rates  of  transportation  or  the  rule 
which  should  determine  them  against  shippers.  *  *  *  But  such  is  not 
the  relation  or  concern  of  a  shipper  of  lumber.  His  right  is  inunediate.  He 
may  demand  a  service.  He  must  pay  a  toll,  but  a  toU  measured  by  the  reason- 
able value  of  the  service.  The  elements  of  that  value  may  be  many  and  complex, 
not  always  determinable,  as  we  have  seen,  with  mathematical  accuracy,  but,  we 
think,  it  is  clear  that  instrumentalities  which  are  to  be  used  for  years  should 
not  be  paid  for  by  the  revenues  of  a  day  or  year ;  and  this  is  the  principle  of 
•  returns  upon  capital  which  exists  in  durable  shape. 

It  would  appear  therefore  that  both  the  court  and  the  Conmiis- 
,  sion  are  committed  to  the  proposition  that  in  fixing  a  fair  return  upcMi 
railroad  property  for  the  purpose  of  determining  whether  a  given 
advance  is  reasonable  the  railway  ought  not  to  treat  as  a  part  of  its 
operating  expenses  the  cost  of  permanent  improvements  or  exten- 
sions, and  this  must  of  necessity  mean  that  the  rates  should  not  be 
sufficient  to  allow  both  the  payment  of  dividends  to  stockholders  and 
interest  to  bondholders  and  an  additional  sum  for  the  purpose  of 
improving  and  increasing  the  value  of  the  property.  Theoretically, 
this  would  seem  to  be  just.  Each  generation  may  well  be  required 
to  bear  its  own  burden,  and  the  stockholder  should  not  obtain  both 
an  adequate  dividend  upon  his  stock  and  an  addition  to  the  value 
of  his  property. 

It  is  urged,  however,  that  in  the  public  interest  this  Commissicm, 
for  the  purpose  of  preventing  the  excessive  capitalization  of  our  rail- 
roads, ought  to  adopt  a  different  policy.  Within  certain  limits  it  may 
be  the  right  of  this  Commission  to  consider  this  question  as  one  of 
public  policy  and  not  one  of  strict  legal  right  If  the  true  interest 
of  the  whole  community  requires  it,  we  should  perhaps  allow  these 
railroads  sufficient  earnings  with  which  to  add  to  their  properties  in 
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addition  to  the  payment  of  a  return  to  their  stockholders,  even  though 
there  is  no  strict  requirement  of  law  which  commands  it.  What, 
then,  are  the  reasons  which  have  been  urged  by  the  carriers  for  the 
adoption  of  this  view  at  this  time? 

It  is  contended,  first,  that  our  railroads  can  not  raise  the  necessary    I 
funds  with  which  to  make  improvements  and  extensions  and  that    i 
therefore  they  should  be  allowed  to  impose  rates  which  will  provide 
these  funds.    It  is  said  that  most  of  our  railway  systems  are  covered 
by  a  general  underlying  mortgage ;  that  whatever  improvements  are  . 
made  become,  when  made,  subject  to  the  lien  of  that  m^gage;  and 
that  it  is  therefore  impossible  to  secure  in  any  adequate  way  this 
advance  of  new  money. 

This  argument  does  not  appeal  to  us.  We  doubt  the  practical  diffi- 
culty suggested,  and,  were  it  true,  it  is  not  apparent  that  the  general 
public  should  stand  responsible  for  the  mistakes  which  have  been 
made  in  financing  these  railroad  systems.  As  previously  observed,  it 
would  be  much  better  for  the  Government  to  directly  guarantee  the 
bond  or  loan  the  money  than  to  permit  a  general  schedule  of  unrea- 
sonable rates  for  the  purpose  of  taking  care  of  particular  instances 
of  this  nature. 

It  is  strenuously  insisted  that  railroads  are  being  required  to  expend 
large  sums  in  certain  classes  of  improvements  which  do  not  add  to  the 
revenue-earning  capacity  of  the  property.  Instances  are  the  erection 
of  expensive  passenger  stations  in  large  terminals,  like  the  one  here 
in  Washington,  the  abolition  of  grade  crossings,  the  elevation  of 
tracks  through  towns  and  cities,  the  adoption  of  safety  appliances, 
etc.  There  is  a  public  demand  for  these  improvements  which  often 
takes  the  form  of  a  legislative  enactment  or  a  municipal  ordinanqe, 
and  it  is  insisted  that  the  public  which  demands  should  expect  to  pay 
for  the  improvement. 

By  way  of  illustration,  let  us  take  the  elevation  of  tracks.  Years 
ago,  when  the  railway  was  constructed,  there  were  no  buildings  along 
its  line,  but  in  process  of  time  a  town  has  grown  up,  streets  cross  the 
track  at  frequent  intervals,  and  the  municipality  requires  that  the 
tracks  be  raised,  and  this  is  done  at  a  very  considerable  outlay. 
Now,  the  railroads  urge  that  this  improvement  does  not  add  to  the 
earning  capacity  of  the  road.  It  may  save  a  trifle  in  the  way  of 
gatemen  at  crossings,  and  may  somewhat  reduce  the  casualties  for 
which  the  railroad  is  liable,  but,  on  the  whole,  it  is  an  expenditure 
which  adds  nothing  to  the  net  income  of  the  railway. 

But  just  how  is  that  a  reason  why  this  improvement  should  be  paid 
for  out  of  present  earnings  ?  As  we  imderstand  the  theory  of  the  Com- 
mission in  the  Yellow  Pine  case^  and  the  language  of  the  Supreme 
Court  in  approving  our  holding  in  that  case,  an  expenditure  in  the 
nature  of  a  permanent  improvement,  which  is  to  be  enjoyed  in  the 
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future,  must  not  be  laid  entirely  upon  the  shipper  of  to-day.  Why 
should  the  shippers  of  to-day  pay  for  the  elevation  of  these  tracks! 
The  improvement  will  continue  and  redound  to  the  benefit  of  the 
public  as  long  as  the  railroad  lasts.  If  a  new  railroad  were  to  be 
built  where  that  one  is  the  tracks  would  be  elevated.  Assuming  that 
a  proper  allowance  has  been  made  between  the  difference  of  construct- 
ing the  railroad  at  grade  originally  and  subsequently  elevating  the 
tracks,  the  cost  of  the  road  is  precisely  the  same  as  it  would  be  were  it 
a  newly  constructed  railroad  upon  that  location.  While  the  railroad 
might  very  well  be  permitted  to  charge  against  operation  any  inter- 
ference with  its  traffic  which  is  due  to  the  elevation  of  its  tracks,  or 
the  entire  difference  in  cost  between  the  cost  of  the  road  as  finally 
elevated  and  what  it  would  have  cost  had  it  been  so  constructed  at 
the  beginning,  it  is  difficult  to  see  how  it  can,  upon  the  theory  of  the 
Yellow  Pine  case^  charge  the  entire  expense  of  the  improvement.  In 
other  words,  where  lies  the  difference  between  a  revenue-producing 
and  a  nonrevenue-producing  improvement  ?  So  long  as  the  improve- 
ment is  for  the  future  the  present  must  not  be  entirely  taxed  to  pro- 
vide it.  The  elevation  of  those  tracks  has  added  to  the  cost  of  the 
railroad ;  the  value  of  the  property  which  that  company  is  using  for 
the  public  benefit  has  been  enhanced,  and  this  justifies  it  in  demand- 
ing from  the  public  a  greater  return  than  formerly,  but  not  in 
demanding  the  price  of  the  improvement  itself. 

While  this  would  seem  to  be  the  law  of  the  situation,  there  is  a 
suggestion  of  public  policy  which  might  under  some  conditions  lead 
to  a  different  conclusion.  It  is  a  wise  thing  for  a  nation  as  well  as 
for  an  individual  to  lay  up  something  for  the  future.  This  nation 
in  time  to  come  must  engage  in  active  commercial  competition  with 
the  rest  of  the  world.  We  must  manufacture  and  sell  against  other 
nations.  Railway  rates  will  enter  as  an  important  factor  into  that 
competition.  Not  only  the  rate  upon  the  raw  material  to  the  factoiy 
and  upon  everything  which  enters  into  the  cost  of  living  will  be  of 
consequence,  but  also  the  rate  from  the  factory  to  the  port  Germany 
and  France  to-day  use  their  railroads  to  assist  the  home  manufac- 
turer as  against  his  foreign  competitor  by  allowing  a  special  rate 
upon  articles  for  export. 

In  the  past  we  have  enjoyed  cheap  raw  materials.  Our  food  has 
been  cheap;  our  coal  and  our  ores  have  been  near  the  surface;  our 
lumber  has  been  plentiful.  These  resources  are  being  exhausted; 
the  cost  of  food  is  increasing;  our  forests  are  being  depleted.  We 
must  go  deeper  for  our  coal.  All  this  will  render  the  cost  of  pro- 
duction more  expensive,  and  it  might  be  wise  to  lay  up  in  our  rail- 
roads a  fund  which  should  be  of  assistance  to  future  generations  in 
offsetting  this  tendency  to  increase  the  price,  were  there  any  assur- 
ance that  the  fund  when  provided  could  be  made  available.    There  is 
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the  gravest  doubt  upon  this  point,  for  the  reason  that  whatever  is 
invested  in  these  properties  from  earnings  may  belong,  not  to  the 
public  which  has  paid  for  it,  but  to  the  stockholders  who  have 
already  received  a  full  return  upon  their  investment  in  the  way  of  a 
dividend. 

The  president  of  the  Pennsylvania  Company  testified  that  since  \ 
1887  his  company  had  put  into  the  Pennsylvania  lines  east  of  Pitts-   ' 
burg  $262,000,000  from  earnings.    During  all  that  time  this  company 
has  also  paid  to  its  stockholders  munificent  dividends.     Now,  to 
whom  belongs  this  $262,000,000,  a  sum  which,  according  to  the  statis-  ' 
tical  report  of  the  Pennsylvania  Railroad  Company  to  this  Commis- 
sion for  the  year  ending  June  30, 1910,  equals  nearly  two-thirds  of  the 
total  cost  of  construction  of  the  2,123  miles  owned  by  that  ccnnpany? 

Suppose  this  Commission  were  required  to  fix  a  value  upon  the 
Pennsylvania  lines  east  of  Pittsburg.  Could  any  distinction  be  made 
between  this  sum  which  has  accrued  from  the  operation  of  the  prop- 
erty and  what  has  been  paid  in  from  other  sources! 

We  are  not  required  at  this  time  to  express  an  opinion  upon  that 
point  WTiat  the  claim  of  the  railroads  will  be  when  the  matter 
finally  comes  to  an  issue  is  well  shown  by  a  question  which  was  asked 
upon  the  argument  and  answered  by  that  attorney  who  was  urging 
most  strongly  the  right  of  the  railroad  to  accumulate  a  surplus  for 
this  purpose: 

Qnestion.  The  popular  idea  seems  to  be  tbat  these  properties  ooght  to  be 
physically  valued,  and  that  the  rate  shonld  be  determined  by  the  valiie  of  the 
property  so  fixed.  In  that  case,  would  the  surplus  be  entitled  to  l>e  appraised 
as  a  part  of  the  value? 

Answer.  As  of  tho  date  that  such  a  valuation  takes  place,  the  property  as  it 
stands  l)e]onKs  to  the  stockholders.  Tliat  has  been  in  accordance  with  the 
poUcy  of  the  Government,  and  it  would  take  a  change  in  the  policy  of  the  Got- 
emment  to  change  tlint  leinil  situation.  So  I  think  the  valuation  would  neces- 
sarily be  on  the  property  as  it  stands. 

In  9  I.  C.  C.  Rep.,  »382,  417,  the  Commission,  in  considering  the 
financial  condition  of  the  Lake  Shore  &  Michigan  Southern  Railway, 
said: 

The  Lake  Shore  &  Michigan  Southern,  on  June  30,  1001,  owned  a  majority  of 
the  capital  stock  of  its  competitor,  the  New  York,  Chicago  &  St  Louis  BaUroad 
Oompany,  a  majority  of  the  capital  stock  of  its  connection,  the  Pittsburg  &  Lake 
Erie  RaUroad  Compuny,  almost  one-half  of  the  capital  stock  of  the  Lake  Erie 
&  Western  Railroad  Company,  and  111,224.000  of  the  capital  stock  of  the  Cleve- 
land, Cincinnati,  Chicago  &  St  Louis  Railway  Company,  besides  smaller  hold- 
ings in  other  companies.  These  stocks  had  been  acquired,  in  addition  to  the 
payment  of  dividends  not  less  than  6  per  cent  for  many  years,  out  of  net  earn- 
liigi.  During  the  year  1002  it  purchased,  apparently  out  of  surplus,  $4,728,200 
of  the  capital  stock  of  the  Indiana,  lillnois  &  Iowa  RaUroad  Company,  the  en- 
tire capiUl  being  15,000,000. 
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This  company  after  paying  7  per  cent  dividend  to  its  stockholders  has  a  sur- 
plus each  year  sufficient  to  buy  the  control  of  a  very  considerable  railroad.  Be- 
fore holding  that  its  revenues  ought  to  be  further  increased,  or  that  the  Gov- 
ernment ought  not  to  exercise  any  supervision  over  those  revenues,  it  may  be 
well  to  consider  what  the  l>earing  of  this  process,  continued  for  half  a  century, 
is  to  be  upon  two  of  the  great  economical  problems  before  us,  namely,  the  dis- 
tribution of  wealth  and  the  control  of  the  avenues  of  transportation. 

The  carriers  in  the  proceeding  now  before  us  have  claimed  that 
they  should  be  allowed  to  invest  in  improvements  and  additions  to  the 
property  an  amount  equal  to  that  paid  by  way  of  dividends  to  stock- 
holders. In  the  year  1910  railroad  dividends  aggr^ated  $405,1S1?650. 
If  this  sum  were  to  be  invested  in  our  railways  annually  for  the  next 
half  century  it  would  amount  at  the  expiration  of  that  period  to 
$20^56,582,500,  not  regarding  the  item  of  interest.  This  sum  is  far 
in  excess  of  the  present  total  capitalization  of  our  railroads.  It  is 
not  improbable  that  it  may  equal  the  total  amount  which  will  be  ex- 
pended in  railway  development  in  the  next  half  century,  and  upon 
this  vast  amount  which  has  been  accumulated  in  addition  to  a  fair 
return  upon  the  investment  railway  stockholders  will  claim  a  return. 
Every  dollar  which  has  thus  been  added  to  the  value  of  these  prop- 
erties justifies,  according  to  the  claim  of  these  defendants,  an  added 
net  return,  and  it  is  further  claimed  that  the  Constitution  of  the 
United  States  protects  these  defendants  in  the  right  to  impose  such 
charges  as  will  yield  this  return. 

It  is  evident  that  until  the  status  of  this  surplus  is  determined 
by  legislative  action  or  judicial  interpretation,  this  Commission  can 
not  properly  permit  an  advance  in  rates  with  the  intent  to  produce 
an  accumulation  of  surplus  for  this  purj>o6e. 

It  is  also  said  that  railroads  should  be  allowed  to  accumulate  a  sur- 
plus for  the  purpose  of  providing,  for  the  time  being,  for  the  interest 
charge  on  new  capital,  which  represents  an  improvement  which  is 
necessary,  and  which  will  finally  be  profitable,  but  which  does  not 
^  pay  an  immediate  return. 

To  this  claim  within  certain  limits  we  assent  In  the  development 
of  a  railroad  it  must  often  invest  money  in  permanent  structures  like 
a  passenger  station,  which  will  not  add  for  the  time  being  to  its 
revenues,  although  it  may  do  so  finally.  It  is  reasonable  to  say  that 
such  rates  may  be  charged  as  will  permit  the  accumulation  of  a  fund 
to  take  care  of  cases  of  this  sort  But  to  this  surplus  fund  stock- 
holders should  be  required  to  contribute  by  reasonable  reduction  in 
dividends.  If  such  a  system  of  financing  is  to  be  adopted  as  will 
render  the  payment  of  dividends  upon  connnon  stock  as  certain  as 
those  upon  preferred  stock,  then  the  dividend  to  the  holder  of  the 
common  stock  should  be  no  larger.  20  L  c  c.  Rep. 
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It  is  further  urged  that  there  is  an  item  of  obsolescence  in  the  de- 
velopment of  a  railroad  which  should  be  recognized  in  the  surplus. 
New  methods  demand  new  facilities.  Changed  conditions  require 
changes  in  construction.  That  which  was  right  at  the  outset  becomes 
valueless  and  must  be  replaced  in  process  of  time. 

If  the  accounts  of  a  railway  are  kept  according  to  the  present 
requirements  of  the  Commission  the  cost  of  constniction  as  shown  by 
its  books  can  contain  no  factor  of  obsolescence,  for  when  a  thing  goes 
out  of  service  the  value  of  that  thing  must  be  written  off.  This  has 
not  been  uniformly  true  of  construction  accounts  in  the  past,  and 
there  always  is  this  element  in  the  development  of  a  railway,  as  will 
be  best  understood  by  an  illustration. 

Assume  that  a  railroad  is  originally  constructed  over  a  mountain, 
it  being  more  economical  to  haul  the  traffic  up  and  down  the  steep 
grades  than  to  incur  the  great  outlay  which  would  be  required  by 
constructing  a  tunnel.  With  the  development  of  traffic  the  time  comes 
when  this  mountain  must  be  pierced,  and  a  tunnel  is  accordingly  con- 
structed at  a  large  expenditure.  When  the  tunnel  is  put  into  service 
and  the  line  over  the  mountain  abandoned  the  cost  of  the  tunnel  is 
added  and  the  cost  of  the  abandoned  railroad  subtracted  from  con- 
struction cost,  so  that,  as  shown  by  the  books,  the  cost  of  construc- 
tion is  the  same  as  though  the  tunnel  had  been  built  at  the  outset. 

Now,  it  had  been  certain  from  the  day  of  the  original  construc- 
tion of  that  railroad  that  in  time  the  timnel  must  be  built  Each 
year  the  day  drew  nearer  when  the  line  over  the  mountain  would  no 
longer  be  used,  and  therefore  each  year  subtracted  from  the  value 
of  that  line.  It  may  well  be  said  that  the  railroad  should  be  allowed 
to  accumulate  a  fund  out  of  its  revenues  from  operation  against  the 
time  wlien  this  piece  of  railroad  must  be  entirely  thrown  away. 
Under  our  present  system  of  accounting  railways  are  required  to 
make  a  depreciation  charge  with  respect  to  their  equipment  for  the 
purpose  of  providing  against  contingencies  of  this  sort;  but  they 
make  no  such  charge  with  respect  to  their  way  and  structures,  and  it 
seems  proper  that  the  accumulation  of  a  surplus  should  be  allowed 
in  this  view. 

Then,  too,  a  railroad  must  be  allowed  to  accumulate  a  surplus  in 
good  years  which  will  offset  bad  years,  and  if  its  financial  position 
is  to  be  a  reasonably  strong  one  that  surplus  must  be  large  enough 
to  remove  doubt  from  the  mind  of  the  investing  public  We  think 
that  a  railroad  in  ordinary  years  should  be  permitted  to  show  a 
substantial  surplus  over  and  above  the  payment  of  a  reasonable 
dividend.  Thus  is  necessary  to  provide  for  interest  on  capital  in- 
vested in  improvements  which  will  not  yield  an  Immediate  return, 
to  take  care  of  the  element  of  obsolescence,  and  to  tide  over  years 
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of  depression.  The  amount  of  this  surplus,  if  estimated  in  com- 
parison with  the  dividend  to  stockholders,  must  depend  upon  the 
relation  between  stock  and  bonds  and  between  value  and  capitali- 
zation. 

The  rates  advanced  are  mainly  class  and  commodity  rates  apply- 
ing between  the  east  and  the  west,  and  it  is  well  understood  that  of 
these  rates  the  Chicago-New  York  rate  furnishes  the  base.  Official 
Classification  territory  west  of  Buffalo  and  Pittsburg  is  divided  into 
groups  which  take  a  percentage  of  the  Chicago  rate,  so  that  an  ad- 
vance of  the  rate  between  New  York  and  Chicago  automatically 
works  an  advance  in  all  this  territory.  Since  the  present  relation 
of  rates  must  be  maintained,  and  since  the  same  rat^  must  be  made 
by  all  lines,  it  follows  that  if  any  single  route  be  required  to  main- 
tain the  present  scale  between  New  York  and  Chicago  no  advance 
by  any  line  can  be  made. 

The  question  therefore  arises,  and  is  one  of  very  great  difficulty 
and  importance.  What  line  shall  we  examine  for  the  purpose  of  de- 
termining whether  its  net  revenues  may  properly  be  increased?  The 
Delaware,  Lackawanna  &  Western  carries  a  considerable  amount  of 
this  traffic  from  New  York  to  Buffalo,  and  it  may  be  carried  from 
there  to  Chicago  under  joint  tariffs  now  in  effect  by  the  Lake  Shore  & 
Michigan  Southern.  The  cost  of  the  Delaware,  Lackawanna  &  West- 
em,  as  shown  by  its  statistical  return  for  the  year  1910,  is  $147,880 
per  single-track  mile.  Its  operating  income  for  the  same  year  was 
$16,641  per  mile  as  against  $9,581  per  mile  in  1901.  Its  corporate  in- 
come for  the  year  amounted  to  49.77  per  cent  upon  its  outstanding 
capital  stock,  having  increased  to  that  figure  from  16.63  per  cent  in 
1901.  The  price  of  its  capital  stock  on  December  81,  1901,  was  $258 
per  share  as  compared  with  $526  on  December  7, 1910,  which  was  the 
date  of  the  latest  sale.  Plainly,  this  road  is  suffering  from  no  finan- 
cial strait  which  would  justify  an  increase  in  these  rates  owing  to 
the  increase  in  wages. 

The  Lake  Shore  &  Michigan  Southern  Railway,  whose  financial 
condition  will  be  considered  more  in  detail  later,  makes  almost  as 
favorable  a  showing.  In  the  year  1910  that  company  paid  its  fixed 
charges,  a  dividend  of  18  per  cent  ufK)n  its  capital  stock,  and  had  re- 
maining over  $5,000,000  surplus  for  the  year. 

It  is  plain  that  if  these  two  roads  were  to  be  considered  alone  no 
justification  could  be  found  from  a  revenue  standpoint  for  these 
advances,  and  that  is  the  question  before  us.  On  the  other  hand, 
there  are  lines  operating  in  this  territory  where  the  showing  in 
favor  of  the  advance,  having  reference  to  their  financial  necessities, 
would  be  a  strong  one.  What  lines,  then,  shall  be  examined  for  the 
purpose  of  reaching  a  conclusion  in  this  matter?  20 L  c.  c.  Bep. 
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This  general  question  was  presented  to  the  Commission  in  the 
Spok<me  case^  15  I.  C.  C.  Rep.,  376,  where  it  was  said,  at  page  392 : 

Now,  the  complainants  say  that  It  is  the  baslness  of  the  Commission  to  take 
the  least  expensive  of  these  routes  and  to  determine  these  rates  upon  the  basis 
of  the  investment  in  that  route.  We  should  allow  the  Great  Northern  Com- 
pany, if  that  be  the  least  expensive,  what  will  be  a  fair  return  upon  its  prop- 
erty considering  the  financial  history  of  that  company,  and  no  more,  even 
though  the  rates  thus  established  when  applied  to  the  business  of  its  competi- 
tors would  deprive  them  of  a  fair  return  upon  their  investment. 

The  defendants  Insist  that  exactly  the  opposite  course  should  be  followed. 
They  urge  that  a  railroad  is  entitled  to  a  fair  return  upon  its  investment,  and 
that  this  rule  applies  to  all  railroads  alike.  This  is  the  right  of  the  railroad 
laboring  under  disadvantages  of  location  and  operation,  as  well  as  of  that  one 
more  favorably  circumstanced.  Hence  the  Commission  must  consider  that  rail- 
road whose  net  earnings  will  be  least,  for  if  it  establishes  rates  which  only 
yield  fair  returns  to  the  road  most  favorably  situated,  it  of  necessity  knowingly 
and  int^itionally  deprives  every  other  road  of  a  fair  return  upon  the  value  of 

Its  property. 

******* 

The  city  of  Spokane,  argue  the  complainants,  is  entitled  to  the  cheapest 
means  of  transportation  between  St.  Paul  and  Spokane.  The  Government  may 
construct  a  railway  or  it  may  delegate  that  duty  to  an  agent  If  it  elects  to 
employ  an  agent,  It  may  require  it,  and,  indeed,  must  require  it,  to  establish 
reasonable  rates  with  respect  to  its  own  line,  even  though  this  should  bankrupt 
other  lines  already  in  existence. 

This  claim  finds  some  support  in  Brunswick  d  Topaham  Water  District  v. 
Maine  Water  Company,  99  Me.,  371,  a  well-considered  case,  decided  In  1904. 
That  proceeding  was  for  the  condemnation  by  the  water  district  of  a  portion 
of  the  plant  of  the  Maine  Water  Comimny,  the  question  being  the  basis  upon 
which  damages  should  be  assessed.  The  water  district  claimed  that  the  cost 
of  construction  furnished  the  true  measure  of  damages,  but  the  court  held  that 
the  defendant  was  entitled  to  whatever  its  property  was  fairly  worth  as  a  going 
concern  furnishing  water  to  the  people  of  that  community  at  reasonable  rates. 
Being  inquired  of  what  was  meant  by  a  reasonable  rate,  It  answered  that  the 
cost  to  the  community  of  supplying  itself  by  the  cheapest  means  would  be  a 
Tery  Important  element  In  determining  that  rate. 

These  cases  show,  what  Indeed  must  be  evident  upon  g^ieral  principle,  that 
the  charter  of  a  public-service  corporation  does  not  guarantee  to  it  any  return 
upon  Its  investment  The  public  may  perform  the  same  service  or  it  may 
eharter  another  corporation  for  that  purpose  without  reference  to  the  effect 
upon  the  revenues  of  the  existing  company. 

While,  however,  this  is  the  law,  we  do  not  think  that  the  result  contended 
for  by  the  complainant  of  necessity  follows  when  these  principles  are  applied 
to  the  railways  of  this  country.  There  is  a  wide  difference  between  a  water 
system  which  supplies  a  single  community  and  a  railroad  which  is  part  of  a 
commercial  and  Industrial  whole  supplying  many  communities.  The  city  of 
Spokane  could  not  develop  if  served-by  the  Great  Northern  Railway  alone ;  nor 
ean  we  look  wholly  to  the  Interest  of  Spokane.  The  whole  territory  served  by 
thflfe  d^endant  lines  must  be  considered  and  the  existence  of  aU  these  railroads 
to  that  territory  la  abeolntely  essentiaL  These  railroads  can  not  exist  unless 
rates  are  eetabllshed  which  will  yield  a  fair  return  upon  their  property.  We 
must,  therefore,  In  fixing  these  rates,  have  regard  not  altogether  to  any  one 
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year,  nearly  all  kinds  of  supplies  which  enter  into  the  constructicxi, 
maintenance,  and  operation  of  a  railroad  have  very  mnch  increased 
in  price.  Nearly  one-half  the  cost  of  operation  is  labor,  and  it  is 
said  that  within  that  period  the  wages  of  railroad  employees  have 
advanced  80  per  cent.  We  are  told  that  not  only  has  the  price  of  a 
day's  labor  increased,  but  that  the  efficiency  of  that  labor  for  various 
reasons  has  decreased.  Legislative  enactment,  both  of  the  Federal 
and  of  the  State  Governments,  has  in  the  interest  of  the  public  and 
the  employees  required  the  employment  of  additional  labor.  Laws 
like  the  employers'  liability  act  will  add  to  the  damages  which  rail- 
roads must  pay  for  injuries  to  their  employees. 

The  public  is  demanding  a  better  and  a  safer  railroad,  and  this 
finds  expression  in  the  requirement  for  the  abolition  of  grade  cross- 
ings, the  elevation  of  tracks,  the  use  of  safety  appliances,  the  installa- 
tion of  block  signals,  the  substitution  of  steel  cars  for  wood  cars,  and 
in  a  great  variety  of  other  ways. 

The  economies  just  referred  to,  like  the  reduction  of  grades  and 
the  use  of  larger  equipment,  have  necessitated  large  outlays  of  capital, 
and  upon  this  an  additional  return  must  be  earned. 

Taxes  have  increased  and  are  increasing  more  rapidly  than  the 
value  of  the  property. 

All  these  influences  tend  strongly  toward  higher  freight  rates, 
for  they  not  only  add  to  the  cost  of  operation,  but  they  increase  the 
cost  of  the  plant,  upon  whidi  a  return  must  be  made. 

The  action  of  these  contending  influences  is  extremely  complex  and 
the  result  can  not  be  affirmed  with  certainty  except  frcMn  actual  expe- 
rience.   This  matter  was  considered  by  the  Commission  In  re  South- 
western Rate  Advance  Case^  11  I.  C.  C.  Bep.,  238,  where  we  reached ; 
the  conclusi<»i  that,  althou^  wages  had  increased,  a  dollar  invested ; 
in  labor  moved  a  ton  of  freight  farther  than  under  a  lower  wage  scale./ 
Our  general  conclusion  in  that  case  was  that,  on  the  whole,  increases 
in  supplies  and  labor  had  not  increased  the  operating  cost  per  unit  in 
the  territory  covered  by  that  investigation. 

This  was  in  19(H.  There  is  nothing  in  the  record  before  us  from 
which  we  can  conclude  with  any  certainty  whether  since  then  the 
cost  per  unit  has  increased  or  decreased.  The  carriers  insist  that  it 
has  increased.  Including  taxes  as  a  part  of  the  expense  of  operatimi, 
gross  operating  revenues  have  increased  by  a  much  larger  per  cent 
than  operating  income  in  case  of  nearly  all  these  defendants.  Look- 
ing to  the  Baltimore  &  Ohio,  the  Pennsylvania  Railroad,  and  the  New 
York  Central  &  Hudson  Biver,  we  find  that  in  every  case  the  per- 
centage of  operating  expenses  to  operating  revenues  was  greater  in 
1910  than  in  1904  and  greater  than  the  average  for  the  seven  years. 
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This  would  tend  to  show  that  the  cost  per  unit  had  increased  since 
the  average  receipts  per  ton-mile  upon  these  lines  have  remained 
fairly  constant.  Upon  the  other  hand,  the  Pennsylvania  Railroad 
distinguishes  in  its  accounts  between  the  cost  of  transacting  its 
freight  and  passenger  business  and  states  to  its  stockholders  from 
year  to  year  the  cost  per  ton-mile  of  handling  its  freight  traffic. 
According  to  these  reports,  the  cost  to  that  company  for  the  calendar 
year  ending  December  31, 1909,  was  lower  than  for  any  other  year  in 
its  whole  history,  with  the  exception  of  1901,  when  it  was  exactly  thi* 
same.  And  this  result  was  obtained  although  taxes  were  included  in 
1909  and  not  in  1901.  The  inference  from  the  figures  given  by  the 
Pennsylvania  Railroad  is  that  since  1894  the  unit  cost  of  handling 
freight  upon  that  system  has  remained  about  stationary,  fluctuating 
somewhat  in  either  direction  from  year  to  year. 

The  question  for  Our  consideration  is,  AMiat  is  likely  to  be  the  result 
of  these  contending  influences  for  the  future? 

Beginning  in  1890  the  cost  of  materials  and  supplies  of  all  kinds 
rapidly  advanced  up  to  about  1902,  since  when  there  has  not  been,  on 
the  whole,  much  change.  Supplies  were  somewhat  lower  in  1903 
and  somewhat  higher  in  1907,  but  they  had  fallen  in  1910  to  below 
the  average  for  the  last  five  years.  The  Baltimore  &  Ohio  Railroad 
filed  a  statement  showing  the  unit  cost  of  and  the  total  amount  paid 
for  the  various  supplies  purchased  by  it  in  the  years  1907  and  1910, 
from  which  it  appears  that,  applying  to  the  supplies  actually  pur- 
chased in  1910  the  prices  of  1907,  the  total  would  have  aggregated 
about  $500,000  above  the  amoimt  actually  paid  in  1910.  This  does 
not  include  the  item  of  coal,  in  which  there  may  have  been  some 
trifling  advance  upon  that  system,  and  in  which  a  material  advance 
seems  to  have  occurred  upon  some  western  lines. 

It  seems  probable  that  the  price  of  lumber  of  all  kinds,  of  which 
large  quantities  are  used  in  railway  construction  and  operation,  may 
increase  in  the  future,  since  the  supply  itself  is  limited;  but  this 
increase  is  quite  likely  to  be  offset  by  the  introduction  of  changes  in 
the  use  and  the  substitution  of  one  material  for  another.  The  treated 
tie  will  take  the  place  of  the  untreated  tie;  iron  will  be  used  instead  of 
wood ;  concrete  is  already  being  substituted  for  both  wood  and  iron. 

There  is  also  likely  to  be  some  gradual  advance  in  the  price  of  coal, 
and  this  is,  of  all  items,  the  most  important  to  the  railway.  This 
advance  will  not  be  considerable,  unless  there  should  be  some  general 
increase  in  the  wages  of  mine  workers,  which,  again,  is  hardly  likely 
under  present  conditions. 

It  seems  fair  to  assume,  therefore,  that  the  general  cost  to  the 
railroad  of  its  supplies  will  not  be  greater  in  the  immediate  future 
than  it  has  been  in  the  inunediate  past. 
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The  same  remark  would  seem  to  apply  to  wages  as  they  stand 
after  the  recent  increases.  Railroad  lalxHr,  certainly  organized  rail- 
road labor,  is  probably  as  well  paid,  and  some  say  better  paid,  than 
labor  of  other  kinds,  upon  the  average.  Railroad  employees  will 
hardly  expect  to  receive  wages  which  exceed  those  paid  to  other 
forms  of  labor  for  the  same  grade  of  service,  and  this  Commission 
certainly  could  not  permit  the  charging  of  rates  for  the  purpose  of 
enabling  railroads  to  pay  their  laborers  extravagant  compensation  as 
measured  by  the  general  average  compensation  paid  labor  in  this 
country  as  a  whole. 

It  is  likely,  therefore,  that  the  labor  item  of  these  railroads  will  not 
in  the  immediate  future  much  increase  unless  there  should  be  a  general 
advance  in  all  prices. 

The  demands  of  the  public  will  continue  to  add  both  to  the  expense 
of  operation  and  to  the  cost  of  the  plant  Greater  safety  of  opera- 
tion will  be  insisted  upon  and  this  will  require  the  outlay  of  con- 
siderable simis  upon  way  and  structures,  and  also  extensive  changes 
in  equipment,  and  will  still  further  add  to  the  cost  of  operation  itself, 
by  requiring  the  employment  of  additional  men  and  the  use  of  those 
men  under  different  conditions. 

It  is  also  probable  that  taxes  will  continue  to  increase  more  rapidly 
than  the  increase  in  the  value  of  the  property. 

Just  how  much  all  this  will  add  to  the  cost  of  operation  or  to  the 
capital  account  upon  which  earnings  may  be  demanded  can  not  be 
predicted  with  any  degree  of  certainty. 

It  was  said  by  railway  representatives  that  this  increase  in  ex- 
penses can  no  longer  be  offset  by  the  introduction  of  further  econ- 
omies in  the  future  as  in  the  past,  and  it  seems  probable  that  the 
same  sort  of  economies  can  not  be  relied  upon  to  the  same  extent. 
Grades  have  been  already  reduced  and  curves  eliminated,  so  that 
little  remains  to  be  done  upon  our  first-class  railway  systems  in 
that  direction.  Cars  and  engines  are  about  as  large  as  they  profit- 
ably can  be.  An  examination  of  the  statistics  of  the  Pennsylvania 
Railroad,  the  New  York  Central,  and  the  Baltimore  &  Ohio  shows 
that  for  the  last  five  years  there  has  been  but  little  improvement 
in  car  loading  or  train  loading.  The  president  of  the  Baltimore 
&  Ohio  testified  that  his  road  was  not  yet  in  shape  to  handle  its  traffic 
in  the  most  economical  manner  and  that  a  large  sum  of  money  had 
been  appropriated  for  the  purpose,  in  part,  of  bringing  that  property 
up  to  a  higher  state  of  efficiency,  but  it  is  generally  understood  that 
upon  the  New  York  Central  and  the  Pennsylvania  this  work  has 
been  substantially  finished. 

It  was,  however,  earnestly  insisted  by  the  shippers  that  the  rail- 
road mig^t  and  should  find  other  kinds  of  economies  with  which  to 
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make  good  this  increase  in  wages.  Several  prominent  manufacturers 
testified  that  in  their  business  in  recent  years  wages  had  beea  ad- 
vanced, but  that  they  had  not  been  able  to  make  corresponding  ad- 
vances in  the  price  of  their  product  and  were  therefore  forced  to 
look  about  for  other  ways  in  which  to  take  up  the  increase  in  the 
cost  of  production.  It  was  claimed  that  by  the  introduction  of  what 
was  termed  "  scientific  management,"  the  purpose  of  which  was  in 
various  ways  to  make  labor  more  efficient,  at  the  same  time  increas- 
ing the  wage  paid  the  laborer  himself,  much  more  than  the  amount  of 
these  advances  could  be  saved.  One  gentleman,  who  described  these 
methods,  testified  that  they  had  been  introduced  to  some  extent  into 
the  operations  of  railways  with  remarkable  results,  and  that  from  a 
careful  analysis  and  computation  he  was  satisfied  that  not  less  tiian 
$300,000,000  annually  could  be  saved  by  the  proper  application  of 
these  methods  to  the  business  of  railroading  in  the  United  States. 

It  is  difficult  to  see  exactly  what  application  the  Commission  can 
make  in  this  case  of  this  testimony.  The  witness  who  apparently  had 
most  to  do  with  originating  and  applying  these  methods  testified  that 
they  were  in  actual  operation  in  not  over  one-tenth  of  1  per  cent  of 
all  the  manufacturing  establishments  of  this  country.  The  system  is 
everywhere  in  an  experimental  stage.  To  some  extent  it  has  been 
tried  and  is  now  being  tried  by  our  railways.  The  representatives 
of  railway  labor  who  appeared  before  us  stated  that  these  methods 
could  not  and  should  not  be  introduced  into  railway  wwk.  Upon 
this  record  we  can  hardly  find  that  these  methods  could  be  introduced 
into  railroad  operations  to  any  considerable  extent,  much  less  can  we 
determine  the  definite  amount  of  saving  which  could  be  made.  We 
can  not  therefore  find  that  these  defendants  could  make  good  any 
part  of  these  actual  advances  in  wages  by  the  introduction  of  sci- 
entific management. 

No  general  advance  in  rates  should,  however,  be  permitted  until 
carriers  have  exhausted  every  reasonable  effort  toward  economy  in 
their  business.  The  inducement  to  adopt  methods  of  this  kind  which 
necessity  creates  in  private  occupations  does  not  exist  to  the  same  ex- 
tent in  railroad  operations.  We  can  not  escape  the  impression  that 
railroad  operat<M^  have  not  given  to  this  important  subject  the 
attention  which  it  deserves.  An  examination  of  the  statistics  before 
us  shows  the  widest  divergence  in  the  cost  of  doing  the  same 
thing  upon  different  railroads.  It  appears,  for  example,  that  the  cost 
of  maintaining  locomotives  per  train-mile  for  the  year  1910  was  9.22 
cents  upon  the  Baltimore  &  Ohio  as  compared  with  6.15  cents  upon 
the  Boston  &  Maine.  It  is  impossible  to  resist  the  conviction  that 
our  railroads  have  not  in  the  past  given  sufficient  attention  to  these 
details,  and  while  we  can  not  to-day  upon  this  record  find  that  greater 
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economy  can  be  or  ought  to  be  practiced,  railroads  in  the  future  must 
be  prepared  to  explain  these  apparent  differences  in  their  operating 
costs  and  to  show  reasonable  diligence. 

The  raih'oad  is  a  monopoly.  Its  rates  are  not  made  under  t^e 
influence  of  competition.  The  significance  of  this  is  forcibly  illus- 
trated by  what  developed  at  a  recent  hearing  in  Chicago  touching 
grain  rates  by  lake  and  rail  from  Chicago  to  the  seaboard. 

It  is  well  understood  that  package  freight  is  carried  from  the 
seaboard  to  Buffalo  by  rail  and  from  Buffalo  to  Chicago  by  water 
at  a  rail-and-lake  rate.  The  steamers  which  handle  this  business 
from  Buffalo  to  Chicago  are  all  owned  by  the  railroads,  and  the 
rates  for  the  handling  of  this  traffic  are  made  in  exactly  the  same 
way  that  the  rail  rates  are  and  bear  a  certain  relation  to  the  rail 
rates.  Within  the  last  six  years  these  rates  have  been  twice  advanced, 
in  each  case  the  water  carrier  receiving  the  entire  advance,  and  it 
is  now  proposed  to  advance  them  for  the  third  time. 

Grain  moves  in  large  quantities  from  Chicago  to  Buffalo.  While  it 
is  carried  by  these  boat  lines  which  handle  the  package  freight  to 
some  extent,  it  moves  mainly  by  tramp  vessel  at  rates  which  vary 
from  day  to  day  and  which  are  highly  competitive.  Now,  it  ap- 
peared in  the  investigation  referred  to  that  while  the  rates  upon 
package  freight  upon  the  Lakes  had  been  steadily  advanced,  the  rate 
of  lake  carriage  upon  this  grain  from  Chicago  to  Buffalo  had  within 
the  last  five  years  declined  from  10  to  25  per  cent.  The  vessel  owners 
stated  that  the  equipment  in  which  this  business  was  handled  was 
the  same  now  as  then ;  that  the  wages  paid  their  employees  had  ad- 
vanced, but  that,  owing  to  competition,  it  had  been  found  impossible 
to  increase  the  rate. 

The  transportation  of  this  grain  from  Chicago  to  Buffalo  is  really 
a  part  of  its  through  carriage  to  the  fK)int  of  consumption  beyond 
Buffalo.  It  moves  by  water  up  to  Buffalo  and  by  rail  from  there  to 
destination.  Now,  while  within  recent  years  the  lake  part  of  this 
rate  under  open  competition  has  declined,  the  rail  part  has  increased 
by  nearly  100  per  cent  Seven  years  ago  the  rate  on  ex-lake  wheat 
from  Buffalo  to  New  York  was  3^  cents  per  bushel.  To-day  it  is 
6^  cents.  This  does  not  show  that  the  lake  rate  on  grain  is  suffi- 
ciently high,  nor  that  the  rail  rate  is  too  high,  nor  is  it  certain  that 
this  intense  competition  finally  redounds  to  the  benefit  of  the  public, 
but  it  does  show  the  wide  difference  between  these  railroad  charges 
before  us  and  competitive  prices. 

The  vice  president  of  a  railroad  company  testified  during  the 
hearing  that  his  company  could  buy  locomotives  of  but  two  concerns; 
that  on  account  of  the  freight  rate,  as  a  practical  matter,  it  could 
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buy  Bessemer  steel  rails  of  only  two  companies ;  that  structural  iron 
of  the  larger  sizes  could  only  be  procured  from  four  or  five  compa- 
nies; and  that  in  the  purchase  of  cars  he  was  confined  to  seven  or 
eight  independent  plants.  It  is  well  understood  that  in  recent  years 
the  price  of  structural  steel  in  larger  sizes  and  of  steel  rails  has  been 
uniformly  maintained.  It  is  also  well  understood  that  the  same  men 
who  are  potential  in  the  United  States  Steel  Corporation  and  the 
American  Locomotive  Works  are  influential  in  directing  the  policy 
of  our  railroads. 

Now,  if,  to  use  the  popular  nomenclature,  the  steel  trust  is  to  deter- 
mine the  price  which  shall  be  paid  for  rails  and  for  bridges ;  if  the 
locomotive  trust  is  to  determine  the  price  of  engines,  the  car  trust  of 
cars,  and  the  labor  trust  of  labor,  and  if  the  railways  have  only  to 
meet  the  demands  made  by  these  combinations  and  charge  over  to 
the  public  by  an  increase  of  rates  whatever  is  paid,  a  most  unfortunate 
situation  has  developed.  There  is  nothing  in  all  this  which  enables 
us  to  say  that  railways  do  pay  extravagant  prices,  and  if  we  are  satis- 
fied that  present  rates  do  not  yield  an  adequate  return  we  should, 
notwithstanding  these  conditions  of  monopoly,  unhesitatingly  approve 
an  advance,  but  in  view  of  the  monopolistic  diaracter  of  the  business 
we  should  proceed  with  caution. 

Business,  both  freight  and  passenger,  will  continue  to  increase  but 
not  probably  at  the  same  ratio  as  for  the  past  15  years.  Even  if  this 
increase  in  business  does  not  lessen  the  unit  cost  of  operation  it  ought 
to  contribute  to  the  prosperity  of  the  railways,  since  the  cost  of  the 
plant  does  not,  ordinarily,  increase  as  rapidly  as  do  gross  operating 
revenues.  Thus,  the  amount  of  capital  invested  in  the  railroads  and 
equipment  of  the  United  States,  as  shown  by  their  capitalization, 
increased  in  10  years,  from  1899  to  1900,  but  41  per  cent,  while  the 
units  of  traffic  increased  81  per  cent  and  gross  receipts  88  per  cent. 

This  statement  may  be  somewhat  misleading.  Originally,  the 
capital  accounts  of  our  railways  contained  much  which  did  not  repre- 
sent actual  investment,  but  in  the  last  decade  large  amounts  have 
gone  into  our  railways  from  earnings  which  are  not  represented  by 
increased  capital. 

It  should  also  I>e  noted  that  while  increase  of  business  is  ordinarily 
of  advantage  to  a  railroad  and  should  ordinarily  tend  in  tlie  direction 
of  lower  rates,  there  may  be,  as  applied  to  individual  railroads, 
possibly  as  applied  to  railroads  in  particular  localities,  an  exception 
to  this  rule.    This  thought  may  be  illustrated  by  a  practical  example. 

The  Central  Pacific  Railway  between  Reno,  Nev.,  and  Sacramento, 
CaL,  was  expensive  to  construct  The  grades  are  extremely  heavy; 
there  are  many  miles  of  costly  snowsheds  and  tunnels,  while  the  track 

20 1.  C.  C  Be^ 


282  INTERSTATE  COMMERCE  COMMISSION   REPORTS. 

itself  finds  a  precarious  footing  upon  the  sides  of  the  mountains.  To 
double-track  this  road  or  to  provide  any  considerable  amount  of 
additional  track  would  require  a  large  outlay. 

Between  1896  and  1907  the  business  of  the  Southern  Pacific  over 
this  portion  of  the  Central  Pacific,  as  well  as  over  other  parts  of  its 
system,  largely  increased,  but  it  was  said  in  testimony  before  the 
Commission  that  in  1907  the  practical  limit  of  the  road  between  these 
points  had  been  reached  and  that  if  any  considerable  amount  of 
additional  business  was  transacted  it  must  either  be  at  the  expense  of 
economical  management  or  at  an  enormous  cost  to  provide  additional 
tracks.  Assuming  this  to  be  so,  it  is  evident  that  the  Southern  Pacific 
profited  by  increase  of  traffic  up  to  1907 ;  it  is  equally  evident  that  a 
moderate  addition  to  that  traffic  might  be  a  damage  and  not  an 
advantage. 

Assume,  for  example,  that  the  Southern  Pacific  had  begun  in  1907 
to  double  track  this  piece  of  road  and  had  completed  the  work  in 
1910  at  an  expense  of  $100,000  per  mile.  The  amount  of  traffic 
handled  would  not  have  materially  increased.  The  cost  of  maintain- 
ing the  road  would  be  greater.  The  cost  of  operaticm  would  perhaps 
be  somewhat  less,  since  the  business  could  be  handled  to  better 
advantage.  The  net  result  would  be  practically  the  same,  but  the 
cost  of  the  plant  would  have  been  increased  by  an  amount  requiring 
on  a  4  per  cent  basis  additional  net  earnings  of  $4,000  per  mile. 
When  it  is  remembered  that  the  average  net  earnings  per  mile  of  the 
railroads  of  the  United  States  for  the  year  1909  were  but  $3,505,  it 
will  be  seen  that  a  considerable  period  must  probably  elapse  before 
this  improvement  would  become  a  profitable  one. 

In  this  illustration  increase  of  business  to  a  certain  point  is 
desirable;  beyond  that  pK>int  it  is  undesirable,  unless  that  increase 
can  continue  to  the  further  point  where  the  additional  track  is 
utilized  to  an  extent  which  justifies  the  expenditure.  It  is  manifest 
that  in  determining  a  reasonable  rate  we  could  not  be  guided  justly 
by  conditicms  either  in  1907  or  in  1910. 

There  is  some  reason  to  believe  that  railroads  generally  in  Official 
Classification  territory  were  in  something  the  same  condition  in  the 
year  1907  as  was  this  piece  of  the  Central  Pacific,  according  to  the 
statement  of  its  lessee.  There  had  been  for  some  12  years  a  rapid 
and  constant  development  of  business,  but  the  feeling  had  been 
that  this  increase  could  not  c(M)tinue.  Railroad  operators  as  a  whole 
had  not  felt  justified  in  making  the  outlay  which  would  be  required 
if  the  growth  of  business  was  to  continue.  In  consequence,  the 
facilities  of  all  kinds  in  that  year  were  inadequate  to  the  traffic 
offered.  20  L  c.  c.  Rep. 
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The  business  of  1907  was  in  fact  handled  but  not  in  a  way  satisfac- 
tory to  the  public.  As  this  CcMnmission  well  understands  from  its 
own  investigations,  transportation  conditions  were  deplorable.  A 
continuanoe  of  those  conditions  should  not  have  been  and  would  not 
have  been  tolerated.  It  was  the  duty  of  our  railroads  to  provide  at 
once  increased  facilities.  That  should  have  been  done  even  though 
the  traffic  of  1907  was  not  to  be  exceeded. 

Now,  it  would  be  unfair  to  estimate  a  due  net  return  upon  the 
results  of  the  year  1907.  Upon  the  other  hand,  there  may  be  some 
reason  to  suppose  that  the  outlays  made  since  1907  are  greater  than 
would  be  required  in  view  of  the  business  of  that  year.  It  may  be 
that  the  conditions  to-day  more  nearly  represent  the  situation  as  it 
would  have  existed  upon  the  Central  Pacific  in  1910  had  that  road 
been  double-tracked. 

Statements  filed  by  the  Baltimore  &  Ohio,  the  Pennsylvania  Rail- 
road, and  the  New  York  Central  show  that  upon  these  lines  the 
freight  tonnage  and  the  freight  revenues  of  1907  have  never  since 
been  equaled,  yet  the  Pennsylvania  Railroad  expended  between  June 
30,  1907,  and  June  30,  1910,  according  to  its  construction  account,' 
$68,000,000;  the  New  York  Central,  $38,000,000;  and  the  Baltunore 
&  Ohio  excee<}ing  $16,000,000. 

As  a  general  proposition  it  may  not  be  at  all  certain  but  that  in-' 
crease  of  business  in  densely  populated  sections  may  even  in  the  long 
run  be  a  damage  rather  than  an  advantage,  mainly  by  reason  of  the 
enormous  terminal  expenses  which  are  necessitated  in  caring  for  this 
business.  Within  the  last  seven  years  the  Pennsylvania  Railroad 
has  expended  $100,000,000  in  providing  a  passenger  terminal  in  the 
city  of  New  York,  more  than  the  entire  capitalization  of  the  Pitts- 
burgh, Fort  Wayne  &  Chicago,  over  which  the  greater  part  of  the 
traffic  of  the  Pennsylvania  system  moves  between  Pittsburg  and 
Chicago.  When  its  passenger  improvements  are  completed  in  the 
City  of  New  York  the  New  York  Central  will  have  expended  in  that 
betterment  $82,000,000,  nearly  one-half  the  capitalization  of  that 
magnificent  property,  the  Lake  Shore  &  Michigan  Southern  Railway, 
which  in  the  year  1910  earned  above  its  fixed  charges  a  corporate 
income  exceeding  $16,000,000. 

It  may  be  worthy  of  consideration  just  how  far  these  freight  rates 
can  properly  be  increased  on  account  of  these  extremely  expensive 
improvements  required  by  the  passenger  service  of  those  lines. 

During  the  last  15  years  the  net  result  from  all  these  causes  whidi 
we  have  been  considering,  increased  cost  of  operation,  increased 
wages,  the  public  demand  for  a  better  railroad,  increase  of  traffic, 
and  economies  in  the  handling  of  that  traffic,  has  been  very  greatly 
to  the  benefit  of  the  railroads.    The  improvement  was  especially 
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marked  up  to  1900,  but  since  then,  while  the  year  ending  June  30, 
1908,  was  a  poor  (me,  and  that  ending  June  30,  1909,  not  up  to  the 
average,  there  has,  on  the  whole,  been  a  steady  advance,  so  that  the 
year  1910  saw  the  highest  point  in  net  railroad  earnings,  estimated 
upon  any  basis.  There  has,  however,  entered  into  this  result, 
as  a  mo^  important  factor  which  must  not  for  a  moment  be  lost 
sight  of  by  one  who  would  correctly  forecast  the  future,  an  increase 
in  the  rates  of  transportation.  These  increases  have  mostly  occurred 
since  the  year  1899,  and  have  arisen  in  several  ways. 

In  1896  the  payment  of  rebates  upon  competitive  traffic  was  almost 
universal.  The  effect  of  this  upon  net  revenues  was  fully  appreciated 
by  intelligent  railroad  operators,  and  many  attempts  were  made  to 
stop  the  practice  and  secure  a  maintenance  of  the  published  tariff. 
Beginning  about  1900  these  efforts  bore  fruit  in  certain  quarters  and 
the  rebate  gradually  disappeared,  being  finally  in  main  eliminated 
by  the  Hepburn  amendment  of  1906. 

It  is  impossible  to  say  how  much  has  been  added  to  the  net  receipts 
of  the  railroads  from  this  cause,  but  the  amoimt  is  great  Upon 
certain  kinds  of  traffic  in  Official  Classification  territory  this  has  been 
particularly  true.  We  know  from  the  investigations  of  the  Com- 
mission that  the  Pennsylvania  system  and  the  New  York  C^itral 
bought  a  large  interest  in  the  stocks  of  the  Baltimore  &  Ohio,  the 
Norfolk  &  Western,  and  the  Chesapeake  &  Ohio  for  the  purpose  of 
acquiring  such  an  influence  in  the  management  of  those  companies 
as  would  enable  them  to  compel  an  observance  of  the  published  tariff. 
We  know  that  this  result  did  transpire  and  that  millions  of  dollars 
annually  were  saved  by  this  alone. 

Within  the  last  few  years  a  great  many  concessions  which  competi- 
tion had  forced  in  the  way  of  special  privileges  have  been  withdrawn 
or  are  now  charged  for.  In  former  days  free  storage  was  accorded; 
demurrage  rules  were  but  little  enforced ;  traffic  was  held  indefinitely 
for  reconsignment ;  reconsignment  was  permitted  without  charge; 
switching  was  absorbed;  free  cartage  was  accorded,  etc  To^ay 
storage  and  demurrage  charges  are  rigidly  enforced;  in  some  places 
track  storage  charges  have  been  established;  the  privilege  of  free 
reconsignment  has  been  much  curtailed.  The  same  process  has  gone 
on  in  reference  to  numbers  of  similar  concessions,  and  this,  while  but 
little  in  the  individual  case,  has  amounted  to  much  in  the  aggregate. 

The  tariff  rates  themselves  have  been  in  many  cases  advanced. 
This  has  been  true  of  the  rates  upon  soft  coal  &om  the  mines  to 
tidewater.  It  has  been  true  of  rates  upon  grain  and  grain  products 
frcMn  Central  Freight  Association  territory  and  up<m  ex-lake  grain, 
as  well  as  upon  many  of  the  coarser  commodities.  The  tonnage  of 
these  articles  is  enormous  and  the  resulting  increase  in  revenue  must 
have  been  considerable. 
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While  the  gross  amount  of  the  increase  resulting  from  all  these 
sources  can  not  be  definitely  known,  it  is  indicated  in  Official  Classifi- 
cation territory  by  the  advance  in  the  rate  per  ton-mile.  The  average 
per  ton-mile  rate  of  the  Pennsylvania  in  1900  was  5.04  mills;  in 
1910,  5.80  mills;  of  the  Baltimore  &  Ohio,  in  1900,  4.56  mills;  in 
1910,  5.77  mills;  of  the  New  York  Central,  in  1900,  5.58  mills;  in 
1910,  6.25  mills. 

This  increase  in  the  ton-mile  rates  as  applied  to  the  number  of 
ton-miles  handled  in  1910  would  have  amounted,  in  round  numbers, 
upon  the  Pennsylvania  to  $15,500,000;  upon  the  Baltimore  &  Ohio 
to  $14,550,000,  and  upon  the  New  York  Central  to  $6,099,000.  These 
figures  do  not  exactly  represent  the  value  of  these  increases,  but 
where  the  comparison  is  upon  the  same  system  they  are  roughly  cor- 
rect, since  the  character  of  the  traffic  does  not  change  greatly  from 
year  to  year. 

In  the  future  no  increase  in  revenue  can  be  hoped  for  from  a  more 
thorough  maintenance  of  the  published  rate,  since  that  rate  is  now 
maintained.  Something,  but  not  much,  will  be  gained  by  charging 
for  privileges  not  charged  for  in  the  past.  In  the  main,  whatever 
advance  occurs  in  the  rate  must  be  by  an  increase  in  the  published  ^ 
tariff. 
To  recapitulate: 

The  cost  of  supplies  will  not  much  advance. 

Wages  will  not  much  increase. 

The  demands  of  the  public  will  continue  to  grow. 

Traffic  will  increase,  but  the  same  advantage  may  not  accrue 

to  carriers  in  this  territory  in  the  future  as  in  the  past. 
Something  should  be  expected  from  the  introduction  of  addi- 
tional economies,  but  perhaps  not  to  the  same  extent  as  in 
the  past. 
During  the  last  11  years  the  rate  has  advanced.    Should  it  further 
advance,  which  now  means.  Should  the  published  tariff  be  advanced? 
In  answering  this  question  with  respect  to  the  three  systems  selected 
as  typical,  we  should  inquire: 

What  were  the  net  revenues  for  the  year  1910? 

What  would  those  revenues  have  l>een  had  the  present  wage 

scale  been  applied  to  the  operations  of  that  year? 
Would  the  revenues  resulting  frcMn  the  application  of  the 
present  wage  scale  to  the  operations  of  the  year  1910  have 
been  sufficient  for  that  year? 
Will  the  revenues  which  would  have  resulted  in  1910  from  the 
application  of  the  higher  wage  scale  be  likely  to  increase  or 
decrease  in  the  future,  and  if  sufficient  in  1910  will  they  con- 

tinue  to  be  adequate? 
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In  the  prosecution  of  these  inquiries  we  may  first  take  the  southern- 
most of  these  systems,  the  Baltimore  &  Ohio. 

THE   BALTIMORE   &  OHIO   RAILROAD. 

The  operations  of  this  company  for  the  purposes  of  the  present 
examination  date  from  the  year  1899  when,  after  a  receivership  of 
some  years,  the  property  was  restored  to  its  owners.  The  operations 
for  the  year  1899  are  not  fairly  indicative  of  the  capacity  of  the 
system  and  may  be  disregarded. 

This  company  has  owned  substantially  all  the  mileage  which  it 
operates.  Beginning  with  the  year  1901  that  mileage,  single  track, 
was  3,192  miles,  which  had  increased  in  1910  to  4,333  miles.  Perhaps 
the  fairest  comparison  is  obtained  by  taking  all  tracks,  including  sec- 
ond and  third  and  switch  tracks.  So  computing,  the  road  had  in 
1901  a  mileage  of  5,466  miles,  which  had  increased  in  1910  to  8,215 
miles.  This  shows  an  increase  of  36  per  cent  in  single-track  mileage 
and  50  per  cent  in  all  tracks.  Ordinarily,  railroad  systems  increase 
by  taking  on  outlying  roads  upon  which  the  density  of  traffic  is  less 
than  upon  the  parent  stem,  so  that  the  result  is  rather  to  decrease  than 
to  increase  all-track  mileage  in  proportion  to  the  single  track.  The 
figures  in  case  of  the  Baltimore  &  Ohio  would  indicate  that  the  sys- 
tem had  in  the  10  years  embraced  been  greatly  improved  by  the  con- 
struction of  additional  main  line  tracks  and  of  additional  switch 
tracks. 

The  cost  of  construction  as  given  by  the  books  of  this  company 
is  not  probably  of  much  significance.  Tlie  system  is  made  up  of  a 
great  number  of  smaller  properties  constructed  as  independent  lines. 
According  to  our  understanding,  the  cost  of  construction,  as  shown 
by  the  books  of  the  Baltimore  &  Ohio,  is  simply  an  aggregate  of  that 
shown  by  the  books  of  these  subsidiary  companies  and  under  the 
circumstances  could  hardly  represent  the  actual  fact. 

There  is  also  some  manifest  error  in  the  amount  given  for  the 
year  1910,  since  that  item  declines  from  $406,000,000  in  1909  to 
$281,000,000  in  1910,  while  the  capitalization  of  the  company  in- 
creases $86,000,000  in  the  meantime. 

Taking  the  figures  for  what  they  are  worth,  we  find  the  cost  of 
construction  in  1901  to  be  $267,000,000,  which  had  increased  in  1909 
to  $406,000,000.  Stated  for  single-track  mileage,  this  would  be 
$83,724  per  mile  in  1901  and  $102,747  per  mile  in  1909.  Perhaps  the 
fairer  statement  is  in  terms  of  all-track  mileage,  which  would  give 
$48,897  in  1901  and  $55,280  in  1909. 

The  total  capitalization  of  the  company  in  1901  was  $306,000,000, 

which  had  increased  in  1910  to  $565,000,000.     Stated  in  terms  of 

single-track  mileage,  this  would  be  $95,813  per  mile  in  1901  and 
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$180,410  per  mile  in  1910,  or  in  all-track  mileage  $55,956  in  1901  and 
$68,788  in  1910. 

At  the  outset  this  capitalization  was  niade  up  of  $202,000,000 
funded  debt  and  $104,000,000  capital  stock.  In  1910  the  funded 
debt  had  increased  to  $853,000,000  and  the  capital  stock  to 
$212,000,000. 

It  should  be  stated  that  the  funded  indebtedness  above  given  is 
taken  from  the  return  of  the  Baltimore  &  Ohio  Railroad  to  this 
Commission,  but  is  somewhat  in  excess  of  the  same  figures  given  in 
the  brief  filed  by  that  company. 

The  total  operating  revenues  were  $47,000,000  in  1901  and 
$90,000,000  in  1910,  an  increase  of  more  than  ^3,000,000.  Stated 
in  all-track  mileage,  the  increase  would  be  from  $8,547  per  mile  to 
$10,728. 

The  operating  income  for  1901  was  $15,000,000,  and  this  had  in- 
creased in  1910  to  $24,000,000..  Stated  in  all-track  mileage  this 
would  give  $2,774  per  mile  in  1901  and  $2,915  in  1910. 

Stated  in  percentages  these  increases  are : 

Percent 

In  total  operating  revenues 91.4 

In  total  operating  Income 60.2 

Income  per  single-track  mile 10. 2 

Income  per  all-track  mile ' 5.1 

From  these  figures  it  will  be  seen  that  during  the  decade  operating 
revenues  have  increased  more  in  proportion  than  net  revenues. 

To  this  operating  income  certain  additions  from  rents  and  stocks 
and  bonds  owned  were  made  amounting  to  $857,000  in  1901  and 
$4,000,000  in  1910,  and  total  deductions  in  the  way  of  rents  and  inter- 
est upon  the  funded  and  floating  debt  amounting  to  $8,000,000  in 
1901  and  $12,000,000  in  1910,  leaving,  after  the  payment  of  operating 
expenses,  taxes,  and  all  fixed  charges,  a  corporate  income  for  the  year 
1901  of  $7,805,000  and  for  the  year  1910  of  $16,256,000,  which 
amounted  in  1901  to  7.48  per  cent  upon  its  capital  stock  outstanding 
and  in  1910  to  7.66  per  cent,  and  these  percentages  are  just  about 
the  average  for  the  entire  10-year  period. 

The  fact  that  the  corporate  income  was  as  large  in  proportion  to 
outstanding  capital  stock  in  1910  as  in  1901,  although  net  income 
had  not  increased  as  rapidly  in  propK>rtion  as  gross  income,  is  ac- 
counted for  by  the  further  fact  that  the  fixed  charges  of  the  company, 
including  rents  and  interest  upon  its  funded  debt,  had  not  increased 
in  the  same  ratio  with  operating  expenses.  It  would  further  ap- 
pear to  be  true,  although  in  the  confused  state  of  the  returns  of  this 
company  it  can  not  be  affirmed  with  certainty,  that  gross  income  had 
increased  during  the  10  years  by  a  larger  per  cent  than  the  total  in- 
crease of  capitalization. 
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The  preferred  stock  of  this  company  is  4  per  cent,  noncumulatiye, 
and  this  dividend  has  been  paid  regularly  since  the  reorganization  in 
1899,  leaving,  after  the  payment  of  the  same,  a  large  amount  avail- 
able for  dividends  upon  common  stock  or  the  improvement  of  the 
property.  This  preferred  stock  has  sold  at  about  $90  per  share, 
yielding  approximately  4i  per  cent. 

The  common  stock  sold  in  the  year  1899  for  about  $54.  This  price 
had  risen  to  $98  in  1901,  and  it  has  since  sold,  according  to  the  mar- 
ket, at  from  $85  to  $114.    It  now  stands  at  about  $107. 

There  is  nothing  before  us  to  show  the  terms  of  the  reorganization. 
There  was  no  foreclosure  sale,  and  whatever  was  done  in  the  way  of 
changing  or  scaling  securities  was  by  agreement.  It  does  not  appear 
what  the  $152,000,000  of  common  stock  actually  represents,  nor  what 
it  cost  the  owners  of  that  stock,  by  the  terms  of  the  rdorganizatioiu 
The  capital  account  materially  exceeds  the  cost  of  production,  as 
shown  by  the  books  of  the  company,  and  the  per  mile  capitalization 
strikes  us  as  rather  high. 

We  express,  however,  no  opinion  as  to  the  relation  between  the 
value  and  the  capitalization  of  this  property.  We  accept  for  the 
purposes  of  this  investigation  that  capital  account  as  we  find  it,  and 
certainly  the  stockholders  of  the  Baltimore  &  Ohio  Railroad  Com- 
pany can  not  claim,  upon  this  record  that  this  property  should  be 
allowed  to  make  earnings  in  excess  of  what  would  yield  a  fair  return 
upon  that  basis. 

It  should  be  noted  that  the  dividend  upon  the  preferred  stock, 
$59,000,000,  is  virtually  a  fixed  charge  and  ought  not  properly  to  be 
accounted  as  part  of  the  dividends  paid.  To  every  practical  intent 
it  is  a  portion  of  the  underlying  liability  which  must  be  taken  care 
of  before  the  common  stock  receives  any  return. 

This  company  has  in  the  last  11  years  paid  the  interest  upon  its 
funded  debt,  the  dividend  of  4  per  cent  upon  its  preferred  stock,  and 
the  following  dividends  upon  its  common  stock : 


Year. 

Per  cent. 

Year. 

Pweent. 

i9no 

4 

1        190G 

S* 

mji 

2 

1907 

« 

1902 

4 

1908 

6 

1903 

4 

1909 

6 

1004 

4 

1010 

6 

1905 

4i 

In  addition  to  this  it  has  invested  in  the  improvement  of  the 
property  from  earnings  over  $34,000,000. 

If  this  company  is  to  preserve  its  financial  integrity  upon  the  basis 
of  its  present  capitalization  and  maintain  its  credit,  it  is  probable  that 
it  must  be  allowed  to  earn  a  sufficient  amount  to  pay  its  interest,  its 
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preferred  dividends,  a  dividend  upon  its  common  stock,  and  have 
remaining  a  substantial  surplus.  The  credit  of  the  company  can  not 
be  maintained  for  year  after  year  upon  any  other  basis.  We  are  of 
opinion  that  the  sum  remaining  after  the  payment  of  fixed  charges, 
including  as  a  fixed  charge  the  dividend  upon  the  preferred  stodc, 
should  be  equivalent  to  brtween  7  and  8  per  cent  upcm  the  common 
stock.  It  should  have  sufficient  earnings  so  that  it  may  pay  a  divi- 
dend of  5  per  cent  upon  its  common  stock  and  carry  2^  per  cent  to 
surplus  or  pay  6  per  cent  upon  its  ccnnmon  stock  and  carry  1^  per 
cent  to  surplus.  This  is  upon  the  assumption  that  the  capitalization 
does  not  exceed  its  actual  value. 

Assuming  that  the  Baltimore  &  Ohio  may  properly  earn  7|  per 
cent  upon  its  common  stock  after  the  payment  of  fixed  charges  and 
taxes,  can  it  do  that  upon  the  rates  now  in  effect  ? 

For  the  year  ending  June  80,  1910,  the  corporate  income  of  this 
company  after  the  payment  of  operating  expenses,  taxes,  inter- 
est upon  the  funded  debt,  was  $16,256,000.  The  dividend  upon 
its  preferred  stock  was  $2,360,000,  leaving  applicable  to  dividends 
upon  the  common  stock  or  surplus  $13,896,000. 

This  company  estimates  that  the  increase  of  wages  would  have 
added  to  its  pay  roll  for  the  year  1909  $2,000,000.  The  business  for 
the  year  1910  exceeded  that  for  the  year  1909  and  the  increase  in 
wages  would  therefore  be  more  than  $2,000,000,  but,  upon  the  other 
hand,  the  operations  of  1910  involved  three  months  during  which 
the  higher  wages  were  actually  in  effect  It  seems  reasonable  to 
suppose  that  had  the  increased  scale  of  wages  been  in  force  during 
the  entire  fiscal  year  ending  June  30,  1910,  the  operating  expenses 
would  have  been  increased  by  not  to  exceed  $2,000,000,  and  therefore 
that  there  would  have  been  left  frcMn  the  operations  of  that  year 
$11,896,000  applicable  to  the  common  stock. 

A  dividend  of  6  per  cent  upon  the  common  stock  is  $9,120,000;  a 
dividend  of  5  per  cent,  $7,600,000.  Had,  therefore,  the  increased 
scale  of  wages  been  in  effect  during  this  year  the  Baltimore  &  Ohio 
might  have  paid  upon  its  common  stock  a  dividend  of  6  per  cent,  car- 
rying to  surplus  $2,776,000,  or  it  might  have  declared  a  dividend  of 
6  per  cent  and  carried  to  surplus  $4,296,000.  In  our  judgment,  these 
net  earnings  would  be  extremely  liberal  to  that  property  considering 
its  present  capital  account  and  its  past  history. 

It  is  claimed,  however,  that  the  year  1910  was  abnormal  and  can 
not  be  taken  as  the  measure  of  future  years,  and  two  reasons  for  this 
are  urged  by  the  Baltimore  &  Ohio.  First,  it  is  said  that  the  cost 
of  operation  in  proportion  to  gross  inccHue  will  be  greater  in  years  to 
oome  than  it  was  this  year,  and,  second,  that  the  company  has  added 
to  its  capital  account  by  the  issue  in  May,  1910,  of  $40,000,000  of 
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notes  bearing  interest  at  4}  per  ooit,  whidi  most  speedily  beootne  a 
fixed  charge  npon  the  pr(^>erty  and  which  will  in  the  near  future 
increase  its  fixed  charges  by  $1,800,000  annually. 

If  the  business  of  subsequent  years  is  the  same  as  in  1910,  there 
will  be  an  increase  in  operating  exp^ises  of  at  least,  and  perhaps 
somewhat  in  excess  of,  $2,000,000  owing  to  increased  wages,  but  this 
increase  has  been  allowed  for  in  the  figures  above  given,  and  just  why 
should  there  be  or  just  why  is  it  {oobable  that  there  will  be  any 
increase  beyond  that! 

We  have  prepared  the  figures  showing  the  expense  per  mile  run  of 
maintaining  the  various  kinds  of  equipment,  and  we  find  that  the 
expense  for  the  year  1910  is,  in  case  of  locomotives,  upon  the  Balti- 
more &  Ohio,  higher  than  for  any  other  year  in  the  preceding 
10  years,  and  much  above  the  average;  that  for  passenger-train  cars 
it  is  substantially  the  average;  and  that  for  frei^t-train  cars  it  is 
substantially  above  the  average  and  higher  than  any  year  widi  one 
exception  in  the  ten. 

Looking  to  cost  of  maintenance,  we  find  that  renewal  of  rails  per 
train-mile  in  1910  was  above  the  average  for  the  10-year  period  and 
above  any  year  in  the  period  with  three  excq>ti(His;  that  the  cost  of 
ties  was  much  above  the  average  for  the  period  and  above  any  year 
with  a  single  exception;  that  renewals  of  ties  exceeded  the  average 
and  exceeded  any  year  with  two  exceptions;  that  the  ooet  of  renewal 
of  bridges  and  culverts  was  above  the  average  and  above  any  single 
year  with  one  exception. 

Now,  in  view  of  these  facts  is  it  reaaonaUe  to  suppose  that  in  the 
immediate  future  the  cost  of  operaticm,  aU  other  things  remaining 
equal,  will  substantially  increase! 

The  ratio  of  operating  expenses  to  operating  revenues  iqpoo  this 
system  has  steadily  increased  during  the  last  10  years,  but  the  causes 
whidi  have  Cfpented  to  work  this  increase  will  not  be  effective,  cet- 
tainly  to  the  same  extent^  in  the  future.  The  public  demand  for  a 
higher  standard  of  railroading  will  tend  to  increase  operating  oosif 
and  it  may  be  that  new  econcmiies  can  not  be  found  idiidi  will  alto- 
gether oflbet  this  demand.  It  is  not,  therefore,  improbaUe  that  the 
ratio  of  <^>erating  expenses  to  total  operating  revenues  may  slightly 
advance  as  time  goes  on,  but  there  is  no  apparent  reason  why,  for  the 
next  few  years,  this  ratio  upcm  this  system  should  exceed  that  of  1910 
except  in  so  far  as  the  increase  of  wages  will  affect  it. 

It  is  urged  that  the  seven  months  beginning  April  1, 1910,  do  not 
diow  as  favorable  n^  results  as  the  correeponding  period  in  1909, 
after  all  allowance  has  be»i  made  for  increase  of  wages,  but  if  an  ex- 
amination of  the  figures  presented  in  this  proceeding  demonstrates 
anything  it  is  that  no  reliable  inference  can  be  drawn  even  from  a 
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single  year,  much  less  from  only  a  few  months.  The  average  per 
cent  of  operating  expenses  to  operating  revalues  in  case  of  this  com- 
pany for  the  entire  10-year  period  was  66.84;  for  the  first  5  years, 
64.54 ;  for  the  last  5  years,  68.56 ;  for  the  year  1910,  70.09.  Consider- 
ing the  nature  of  the  traffic  handled  by  this  company,  it  does  not 
seem  probable  that  the  figure  for  1910  will  be  much  exceeded  in  the 
near  future  except  as  affected  by  the  wage  increase. 

The  Baltimore  &  Ohio  Company  has  issued  its  notes  for  $40,000,000, 
bearing  interest  at  4^  per  cent,  and  when  this  money  is  expended  the 
interest  charge  will  be  increased  by  $1,800,000  annually.  Is  this  a 
reason  why  at  this  time  these  rates  should  be  advanced  ? 

We  have  already  noted  that  the  number  of  tons  of  freight  handled 
by  the  Baltimore  &  Ohio  and  the  amount  received  for  that  service  in 
1907  was  greater  than  in  any  subsequent  year.  Between  June  30, 
1907,  and  June  30,  1910,  that  company  spent  apparently  about 
$20,000,000  upon  its  property.  When  this  additional  $40,000,000  has 
been  expended  it  will  have  laid  out  $60,000,000,  which  is  about  one- 
seventh  of  its  cost  of  construction  as  shown  in  the  year  1907.  This 
additional  outlay  is  intended  to  enable  that  company  to  handle  its 
business  more  economically,  and  thereby  increase  its  revenue,  and, 
further,  to  take  care  of  additional  business  which  is  certain  to  come 
to  it  The  net  revenues  of  the  company  will  be  increased  by  both 
these  causes,  although  that  increase  may  not  come  the  same  year  that 
the  money  is  expended,  and  the  interest  does  become  a  fixed  charge 
from  the  first.  We  were  told  that  one  purpose  in  creating  a  surplus 
was  to  take  care  of  situations  of  this  character,  and  to  that  claim  we 
have  assented.  The  Baltimore  &  Ohio  in  the  last  11  years  has  carried  ^ 
to  surplus  over  $22,000,000.  Why  should  not  this  surplus  take  care, 
for  the  time  being,  of  this  outlay.  That  is  the  purpose  of  a  surplus, 
and  the  Baltimore  &  Ohio  has  an  adequate  surplus  to  that  end. 

Let  it  be  carefully  noted  that  this  company  in  the  year  1910  after 
allowing  for  the  wage  increase  might  have  paid  a  dividend  of  6  per 
cent  upon  its  common  stock,  the  interest  on  this  new  obligation  of 
$40,000,000,  and  still  had  remaining  nearly  $2,500,000  surplus. 

Should  the  cost  of  operation  continue  to  increase  this  company 
may  find  it  necessary  in  the  future  to  make  a  general  advance  in  its 
rates  in  order  to  maintain  its  credit  upon  the  basis  of  its  present/^pi- 
talization,  but  this  record  does  not  contain  any  satisfactcHy  evidence 
that  this  is  now  necessary. 

THB  PENNSYLVANIA  RAILBOAD  OOMPAKT. 

The  Pennsylvi^ia  Railroad  Company  in  1901  operated  8,756  miles, 
single  track,  as  compared  with  3,970  miles  in  1910.  During  the  same 
period  its  all-track  mileage  had  risen  from  7,637  to  9,876,  from  which 
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it  appears  that  there  was  an  increase  of  but  6  per  cent  in  its  operated 
single-track  mileage,  while  its  all-track  mileage  increased  29  per  cent, 
showing  an  extensive  development  of  the  system. 

In  1901  the  funded  debt  was  $98,000,000;  in  1910,  $293,000,000. 
Its  capital  stock  in  1901  was  $152,000,000 ;  in  1910,  $113,000,000.  The 
mileage  owned  in  1901  was  but  567  miles,  which  had  increased  in 
1910  to  2,123  miles,  and  while  we  have  been  furnished  with  no  detail 
as  to  the  financial  operations  of  this  company  during  the  decade,  it 
would  seem  probable  that  a  large  part  of  this  increase  in  capitaliza- 
tion was  due  to  a  change  in  the  manner  by  which  the  properties 
making  up  its  mileage  were  controlled. 

Operating  revenues  were  $95,000,000  In  1901,  and  $166,000,000  in 
1910,  an  increase  of  74.4  per  cent,  while  net  revenues  during  the  same 
period  increased  from  $33,000,000  to  $44,000,000,  only  about  33  per 
cent 

The  president  of  the  company  testified  that  since  1887  this  ccnn- 
pany  had  expended  upon  its  property  fr<nn  its  earnings  $262,000,000, 
and  that  during  the  last  10  years  these  expenditures  had  been  ap- 
proximately $110,000,000.  The  company  has  recently  provided  pas- 
senger terminal  facilities  in  New  York  City  at  the  expense  of  some- 
thing over  $100,000,000 ;  but  we  do  not  understand  that  any  consid- 
erable part  of  the  above  expenditures  from  income  has  gone  into  this 
item.  During  this  time  dividends  averaging  at  least  6  per  cent  per 
annum  have  been  paid.  The  annual  average  market  price  of  this 
stock  has  been  from  153  to  119  per  cent  of  par.  It  is  plain  that  in  the 
past  the  returns  to  this  property  from  the  rates  in  effect  have  been 
munificent,  but  it  is  said  that  in  view  of  the  constantly  diminishing 
ratio  between  gross  and  net  operating  revenue  and  of  the  large  in- 
creases in  operating  expenses  due  to  these  wage  increases  the  surplus 
of  even  the  Pennsylvania  Railroad  Company  will  become  a  vanishing 
quantity. 

The  operating  income  of  the  Pennsylvania  Railroad  Company  for 
the  year  1910  was  $44,000,000.  Its  rents  and  interest  aggregated 
about  $21,000,000,  leaving  available  to  dividends  and  surplus  from 
that  source  $23,000,000.  Dividends  declared  during  that  year 
amounted  to  nearly  $22,000,000,  and  a  6  per  cent  dividend  upon  the 
total  amount  of  stock  outstanding  June  30,  1910,  would  be  almost 
$25,000,000.  It  would  appear  therefore  that,  having  regard  only  to 
the  income  of  this  company  from  the  operation  of  its  property,  no 
further  increase  in  operating  expenses  could  be  made  without  impair- 
ing its  dividend-paying  capacity. 

But  the  Pennsylvania  Railroad  Company  is  not  merely  a  railroad 
operator — ^it  is  a  great  stockholding  corporaticm.  It  holds,  for  exam- 
pie,  the  entire  capital  stock  of  the  Pennsylvania  C(Hnpany,  which 
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controls  the  Pennsylvania  lines  west  of  Pittsburg,  that  stock  now 
being  $80,000,000.  The  total  amount  of  its  holdings  of  securities 
outside  of  those  held  in  sinking  and  other  funds,  according  to  its 
report  to  this  Commission  for  the  year  ending  June  30, 1910,  amounted 
to  a  par  value  of  $352,988,780.  Upon  these  various  securities  and 
from  other  sources  it  had  during  the  year  1910  an  income  of  sub- 
stantially $17,000,000.  Presumably  its  capitalization  must  to  a  con- 
siderable extent  have  been  created  for  the  purpose  of  acquiring  these 
stocks  and  bonds,  and  since  no  detail  is  furnished  us  showing  to 
what  extent  the  capitalization  does  represent  the  railroad  property 
and  to  what  extent  the  other  properties  of  this  company,  it  is  fair 
to  consider  in  this  connection  its  income  from  all  sources  in  consid- 
ering its  ability  to  pay  dividends  upon  its  stock. 

So  considered,  it  appears  that  during  the  year  1910  there  was 
approximately  $18,000,000  remaining  after  the  payment  of  taxes, 
rents,  interest,  and  dividends. 

The  Pennsylvania  Railroad  shows  that  the  wage  increase  upon  its 
lines  east  of  Pittsburg  would  have  amounted,  as  applied  to  its  pay 
roll  of  1909,  to  about  $7,000,000.  The  business  handled  in  1910  was 
greater  than  1909,  but  there  were  included  in  the  operations  of  that 
year  three  months  in  which  the  higher  wage  scale  was  in  effect.  It 
is  probable,  therefore,  that  this  company  could  have  paid  the  higher 
wages  in  the  year  1910  and  still  have  had  remaining,  after  the  pay- 
ment of  its  dividends  and  all  fixed  charges,  a  surplus  of  at  least 
$11,000,000. 

It  is  not  claimed  that  this  amount  is  insuflScient,  but  we  are  referred 
to  the  actual  results  during  the  first  seven  months  following  April  1, 
1910,  the  date  of  the  wage  increase,  as  proving  that  the  decline  in 
net  will  be  much  greater  than  that  above  indicated.  These  figures 
show  an  increase  in  gross  of  approximately  $7,000,000  for  the  seven 
months  and  a  decrease  in  net  of  about  $5,000,000.  Projected 
over  the  entire  year,  this  would  foreshadow  an  increase  in  operating 
revenues  of  about  $12,000,000  and  a  decrease  in  net  revenues  of  over 
$9,000,000.  This,  together  with  the  increased  dividend  and  interest 
charges  for  the  year  1910,  would  reduce  the  surplus  of  that  company 
to  not  much  exceeding  $5,000,000. 

Without  expressing  any  opinion  as  to  whether  this  company  might 
or  might  not  well  expect  to  show  a  surplus  in  excess  of  this  amount 
it  should  be  repeated  that  no  definite  conclusion  can  be  drawn  from 
the  results  of  a  single  seven  months.  An  examination  in  case  of  this 
company  of  the  expenses  of  operation  during  the  last  10  years  upon 
the  train-mile  basis  shows  that  those  expenses  for  the  year  1910  were 
generally  much  above  the  average,  usually  above  the  highest  year  in 
the  entire  decade.    While  this  indicates  that  the  expenses  of  opera- 
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tion  of  this  company  are  continually  increasing,  it  also  indicates  that 
those  of  1910  were  not  below  normal. 

While  it  may  be  true  that  in  the  future,  as  in  the  past,  the  ratio  of 
operating  expenses  to  gross  income  will  somewhat  increase,  there  is 
nothing  to  account  for  any  such  increase  as  appears  in  these  seven 
months,  and  we  should  not  be  justified  in  assuming  that  this  increase 
will  continue  until  actual  experience  has  demonstrated  that  fact. 

The  average  operating  ratio  of  this  company  for  the  10-year 
period  was  68.87 ;  for  the  first  6  years  of  that  period,  67.02 ;  for  the 
second  5  years,  70.24;  for  the  year  1910,  70.62.  The  recent  wage 
increase  will  add  to  this  percentage,  but  except  as  affected  by  that 
factor  no  reason  is  apparent  why  in  the  immediate  future  the  ratio 
should  exceed  that  of  the  immediate  past 

Nor,  in  view  of  the  munificent  earnings  of  this  company  in  the  past, 
and  in  view  of  the  fact  that  its  earnings  upon  any  basis  of  computa- 
tion must  still  continue  substantially  above  its  dividends  and  interest 
requirements,  is  there  any  hardship  in  asking  that  these  rate  increases 
be  deferred  until  their  necessity  has  been  shown. 

The  Pennsylvania  lines  west  of  Pittsburg  are  financed  and  con- 
trolled through  the  Pennsylvania  Company.  There  are  two  main 
lines  between  Pittsburg  and  Chicago,  the  Pittsburg,  Cincinnati,  Chi- 
cago &  St.  Louis  Railway,  ordinarily  known  as  the  Pan  Handle,  and 
the  Pittsburg,  Fort  Wayne  &  Chicago,  usually  designated  as  the  Fort 
Wayne  route.  The  Pittsburg,  Cincinnati,  Chicago  &  St  Louis  Com- 
pany operates  its  own  lines ;  the  Pittsburg,  Fort  Wayne  &  Chicago  is 
operated  in  connection  with  other  railroads  by  the  Pennsylvania 
Company. 

THE  PENNSYLVANIA   COMPANY. 

The  Pennsylvania  Company  operates  1,416  miles  of  railway.  Its 
operating  revenues  for  the  year  1910  were  $54,000,000 ;  its  net  operat- 
ing income,  after  the  deduction  of  taxes,  $17,000,000,  which  would 
be  equivalent  to  $11,848  per  mile  upon  its  single-track  mileage  and 
$4,623  up(m  its  all-track  mileage.  These  results  are  extremdy  favor- 
able as  compared  with  similar  earnings  in  case  of  other  roads  simi- 
larly situated. 

The  Pennsylvania  Company  is  a  stockholding  as  well  as  an  oper- 
ating corporation.  According  to  its  report  for  the  year  1910  it  owned 
stocks  in  railway  ccmipanies  aggregating  $207,000,000,  and  railway 
bonds  or  other  obligations  amounting  to  $47,000,000.  From  these 
sources  and  from  other  outside  operations  it  derived  an  inccxne  ex- 
ceeding $13,000,000  during  this  year. 

The  capital  stock  of  the  company  is  now  $80,000,000;  its  funded 
debt,  $136,000,000.  There  is  no  way  of  determining  what  portion  of 
its  indebtedness  or  its  stock  was  issued  on  account  of  the  properties 
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which  it  owns,  and  therefore  we  are  obliged  to  examine  its  entire 
corporate  transactions. 

So  considered,  it  appears  that  in  the  year  1910  the  entire  corporate 
income  of  this  company  amounted  to  $30,000,000;  that  its  rents,  in- 
terest, sinking  fund  charges,  etc.,  amounted  to  $17,000,000,  leaving 
for  the  year  $13,000,000  applicable  to  dividends  and  other  purposes. 

The  capital  stock  of  the  Pennsylvania  Company  is  entirely  owned 
by  the  Pennsylvania  Railroad  Company.  For  some  years  previous 
to  1910  the  amount  of  this  stock  had  been  $60,000,000,  and  it  does 
not  appear  what  consideration  the  Pennsylvania  Railroad  C(Hnpany 
had  paid  for  its  stock.  During  the  year  1910,  $20,000,000  of  new 
stock  were  issued  to  the  Pennsylvania  Railroad  Company  without 
any  present  consideration,  making  the  outstanding  capital  stock 
$80,000,000.  During  the  year  1910  a  dividend  of  5  per  cent  was  paid 
upon  $60,000,000  of  capital  stock  and  a  dividend  of  8  per  cent  upon 
$80,000,000,  aggregating  dividend  payments  of  $5,400,000,  and  leav- 
ing approximately  $7,600,000  by  way  of  surplus. 

The  increase  in  wages  upon  the  lines  operated  by  this  company  for 
the  year  1909  would  have  amounted  to  $1,500,000.  Had,  therefore, 
the  higher  scale  of  wages  been  in  effect  during  the  year  1910  therf^ 
Pennsylvania  Company  would  have  had,  after  the  payment  of  the 
above  dividends  to  its  parent  company,  $6,100,000  by  way  of  surplus, 
an  amount  exceeding  dividends  paid. 

It  has  been  suggested  by  counsel  that  this  company  is  enabled  to 
make  the  above  favorable  showing  by  reason  of  its  fortunate  invest- 
ments and  not  by  the  operation  of  the  Pittsburg,  Fort  Wayne  & 
Chicago  Railroad.  A  sufficient  answer  to  this  suggestion  would  be 
that  its  investments  are  almost  entirely  in  railroad  bonds  and  railroad 
stocks,  and  that  the  accounts  of  this  company  are  so  kept  that  we 
can  not  determine  what  the  net  result  from  operation  is  upon  the  line 
between  Pittsburg  and  Chicago.  We  may,  however,  inquire  whether 
the  owners  of  that  property  are  receiving  under  their  lease  from  the 
Pennsylvania  Company  fair  compensation.  There  might  be  some 
propriety  in  saying  that  if  the  Pennsylvania  Company  had  made  an 
extremely  favorable  bargain  for  the  use  of  this  road  it  should  be 
entitled  to  the  benefit  of  its  good  trade. 

The  Pittsburg,  Fort  Wayne  &  Chicago  extends  from  Pittsburg  to 
Chicago  and  is  the  shortest  line  between  those  points.  It  was  leased 
in  1869  to  the  Pennsylvania  Railroad  Company,  which  subsequently 
assigned  its  interest  to  the  Penn^lvania  Company.  At  that  time 
the  capital  stock  of  the  company  was  $11,000,000,  and  this  record 
indicates  that  the  amount  originally  paid  by  stockholders  for  this 
stock  had  been  very  much  less  than  par.  At  the  date  of  the  lease 
it  was  provided  that  this  capital  stock  should  be  increased  from 
$11,000,000  to  $19,000,000,  and  that  the  lessee  should  pay  by  way 
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of  a  perpetual  rent  7  per  cent  upon  the  par  value  of  this  increased 
stock.  The  lessees  of  this  property  have  for  the  last  40  years  been 
paying,  are  still  paying,  and  must  for  950  years  continue  to  pay,  7 
per  cent  on  all  and  more  than  was  invested  in  this  railroad,  and  also 
7  per  cent  on  $8,000,000  for  which  no  present  consideration  was  paid. 
Whrther  we  examine  the  Fort  Wayne  route  either  from  the  stand- 
point of  the  owners  of  the  Pittsburg,  Fort  Wajme  &  Chicago  Raikoad 
or  from  the  standpoint  of  the  Pennsylvania  Company,  which  now 
operates  it,  there  is  here,  certainly,  no  suggestion  of  any  necessity  for 
increased  revenues  by  reason  of  advanced  wages. 

THE   PITTSBURG,  CINCINNATI,   CHICAGO  A  ST.   LOUIS   RAILWAY   COMPANY. 

This  company  operated,  during  the  year  1910, 1,468  miles,  of  which 
it  owned  1,115.    Its  capitalization,  June  30, 1910,  was : 

Funded  debt - $66, 6S2, 000 

Preferred  stock 27, 474. 000 

Common  stock 35, 667, 000 

This  would  amount  to  a  total  capitalization  per  mile,  single  track, 
of  $116,381;  all  track,  $53,803,  which  would  seem  to  be  high  for  a 
road  of  this  character  in  the  region  through  which  it  extends. 

Its  net  earnings  for  the  year  1910  were  $7,079  per  single-track 
mile,  $3,383  upon  the  all-track  basis. 

During  the  year  the  net  result  from  operation  after  the  payment 
of  taxes  amounted  to  something  over  $10,000,000,  to  which  must  be 
added  about  $1,000,000  derived  from  other  sources,  making  a  total 
corporate  net  income  of  $11,000,000.  Its  rents,  interest,  and  other 
charges  were  for  the  year  about  $5,000,000,  leaving  $5,854,000  avail- 
able for  the  payment  of  dividends  and  other  purposes. 

During  the  year  the  company  paid  a  dividend  of  5  per  cent  upon  its 
common  stock  and  5  per  cent  upon  its  preferred  stock,  leaving  avail- 
able for  surplus  $2,873,000. 

The  advance  in  wages  applied  to  the  pay  roll  of  this  company  for 
the  year  1909  would  have  been  slightly  in  excess  of  $1,000,000.  Had 
the  advanced  wages  been  in  effect  during  that  year  this  company 
would  have  paid  its  fixed  charges,  its  dividends,  and  have  had  re- 
maining something  over  $1,000,000  surplus.  Counsel  for  this  com- 
pany insists  that  it  ought  to  make  greater  earnings  than  this,  esp^ 
cially  in  view  of  the  fact  that  for  many  years  it  paid  no  dividend 
upon  its  common  stock  and  not  the  full  dividend  upon  its  preferred 
stock.  When  the  net  earnings  per  mile,  either  single  track  or  all 
track,  are  considered,  in  view  of  the  high  capitalization  per  mile 
of  this  railroad,  it  is  impossible  not  to  feel  that  its  earnings  for  the 
year  1910,  even  when  reduced  by  the  full  amount  of  these  wage 

^^ances,  still  would  be  extremely  liberal  for  that  property. 
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It  should  also  be  noted  that  the  Pennsylvania  Company  owns  a 
majority  of  the  stock  of  this  company.  The  Pan  Handle  is  a  part  of 
the  Pennsylvania  system  and  is  a  competing  route  between  Pittsburg 
and  Chicago  with  the  Fort  Wayne  route.  It  doubtless  lies  in  the 
power  of  the  Pennsylvania  Railroad  or  the  Pennsylvania  Company  to 
increase  or  diminish  the  earnings  of  these  respective  lines  according  as 
it  diverts  its  traffic  one  way  or  the  other. 

Taking  these  lines  west  of  Pittsburg  as  a  whole  or  considering  the 
Pennsylvania  system,  embracing  lines  both  east  and  west  of  Pittsburg 
as  a  whole,  no  serious  claim  can  be  made  that  this  system  has  justi- 
fied, from  revenue  considerations,  an  increase  in  its  rates  of  trans- 
portation. That  system  as  now  organized  and  capitalized  will  be 
able  to  pay  an  ample  return  to  its  stockholders  and  to  provide  for 
all  needed  enlargements  or  improvements  without  laying  upon  the 
public  any  increased  burden  in  the  way  of  transportation  charges. 

We  ccOTie  finally  to  a  consideration  of  the  New  York  Central  lines. 

THE   NEW   YORK   CENTRAL   A   HUDSON    RIVER   RAILROAD   COMPANY. 

This  company  owns  805  miles  of  single  track  and  operates  under 
contract  2,782  miles,  making  its  total  operated  single-track  mileage 
3,687  miles. 

The  track  owned  has  been  the  same  for  10  years  previous  to  1910, 
but  the  operated  mileage  increased  from  2,890  miles,  single  track,  in 
1901,  to  3,587  in  1910. 

Most  of  its  leased  roads  are  upon  the  payment  of  a  fixed  rental 
which  does  not  vary  with  the  earnings  of  the  property  leased.  In 
some  cases  additional  securities  are  to  be  issued  by  the  lessor  for  the 
purpose  of  improving  the  property,  but  generally  the  New  York 
Central  makes  the  improvements  out  of  its  own  resources,  the  rental 
being  equivalent  to  a  ground  rent. 

The  cost  of  the  road  as  shown  by  the  reports  to  this  Commission 
was  $252,000,000  in  1910;  its  capitalization  $491,000,000,  of  which 
$223,000,000  is  stock.  The  average  annual  market  value  of  this 
stock  for  the  last  ten  years  has  ranged  from  153  to  102,  being  at  the 
present  time  about  113. 

These  figures,  owing  to  the  manner  in  which  this  railroad  system  is 
cheated,  signify  but  little.  It  is  possible,  however,  from  certain  fig- 
ures furnished  the  Commission  by  counsel  for  this  defendant,  to  state 
approximately  the  capitalization  which  stands  against  these  operated 
properties. 

The  New  York  Central  &  Hudson  River  Bailroad  Company  owns 
a  large  part  of  the  stock  of  the  Lake  Shore  &  Michigan  Southern  and 
the  Michigan  Central  Railroad  c<xnpanies.  For  the  purpose  of 
acquiring  and  paying  for  this  stock  collateral  mortgages  were  issued 
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with  the  stock  as  security,  and  the  mortgages  aggregate  about 
$110,000,000.  This  amount  should  therefore  be  subtracted  from  the 
funded  debt  in  order  to  show  that  portion  of  the  debt  which  really 
stands  against  the  operated  lines  of  the  New  York  CentraL 

We  are  informed  that  the  capital  accounts  of  all  the  roads  operated 
under  lease  amount  to  $201,000,000.  This  sum  should  therefore  be 
added  to  the  capitalization  of  this  c<Hnpany.  Adjusting  the  capital 
account  of  the  New  York  Central  by  adding  the  $201,000,000  and  sub- 
tracting the  $110,000,000,  we  find  a  capitalization  of  $580,000,000 
against  a  single-track  mileage  of  3,825  miles,  or  about  $174,000  per 
mile. 

The  New  York  Central  system  embraces  a  large  amount  of  second, 
third,  and  fourth  track,  and  it  is  therefore  hardly  fair  to  compare  the 
capitalization  in  miles  of  single  track  of  this  system  with  most  other 
systems.  A  fairer  basis  is  the  all-track  mileage,  and  so  computed  the 
capitalization  of  these  operated  lines  is  not  quite  $70,000  per  mile. 

It  also  appears  that  the  New  York  Central  &  Hudson  River  Rail- 
road owns,  in  addition  to  its  holdings  in  the  Lake  Shore  and  the 
Michigan  Central,  railroad  stocks  which  have  cost  it  approximately 
$16,000,000,  and  upon  which  it  receives  a  yearly  return  of  $500,000. 

It  owns  of  the  funded  indebtedness  of  various  railway  companies 
$10,700,000,  from  which  it  derives  a  yearly  return  of  $500,000. 

It  also  owns  marketable  stocks  in  railway  companies  not  con- 
trolled or  affiliated  which  have  cost  it  about  $2,250,000,  and  in 
enterprises  other  than  railway  companies  which  have  cost  it  approxi- 
mately $23,700,000,  from  which  it  receives  an  income  of  $1,000,000 
annually. 

If  the  amount  of  the  capitalization  were  to  be  reduced  by  the  value 
of  these  securities,  the  amount  per  mile  would  be  less  than  that  above 
stated. 

The  operating  revenues  of  this  company  increased  from  $54,000,000 
in  1901  to  $101,000,000  in  1910,  an  increase  of  85.2  per  cent,  while  the 
operating  income  increased  from  $17,000,000  in  1901  to  ^,000,000 
in  1910,  or  33.3  per  cent  These  figures  have  less  significance,  since 
during  the  decade  the  system  was  increased  by  the  taking  on  of 
several  important  properties. 

The  net  operating  income  of  this  company  during  the  fiscal  year  1910 
was  $23,000,000,  equivalent  to  $C,414  per  mile  of  operated  mileage, 
single  track,  and  $2,662  per  mile  all  track.  This  net  both  in  all-track 
and  single-track  mileage  is  materially  larger  than  for  any  other  year 
in  the  decade.  The  mileage  of  the  system  has  remained  about  station- 
ary from  1903,  during  which  time  operating  income  has  increased 
from  $19,500,000  to  $23,000,000. 
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Looking  at  the  figures  for  the  New  York  Central  &  Hudson  River 
RaihxNid  upon  the  all-track  basis  we  find  that  net  earnings  per  mile 
in  1903  were  $2,648,  and  that  they  equaled  that  figure  in  no  subse- 
quent year  until  1910,  when  they  were  $2,662,  which  indicates  that 
the  net  earnings  of  the  system  in  proportion  to  its  trackage  facilities 
were  somewhat  better  during  the  year  1910  than  at  any  other  time 
since  it  began  the  operation  of  its  present  mileage. 

It  has  been  already  noted  that  the  greater  part  of  the  operated 
mileage  of  this  system  is  under  lease,  for  which  a  fixed  rental  is 
paid,  and  that  upon  these  leased  roads  the  New  York  Central  &  Hud- 
son River  Railroad  expends  out  of  its  own  funds  large  siuns  in  the 
making  of  improvements,  etc.  We  find  that  during  the  year  1910 
this  company  paid  for  lease  of  railroads  under  rental  $10,000,000,  and 
that  the  interest  accrued  upon  its  funded  debt  was  $10,000,000. 
About  $1,600,000  was  paid  to  other  roads  for  partial  use  of  tracks 
and  facilities,  but  this  amount  was  almost  exactly  offset  by  the  receipt 
of  a  corresponding  sum  for  similar  facilities,  and  the  two  items  may 
be  disregarded. 

Now,  deducting  interest  on  the  funded  debt  and  rents  from  operat- 
ing income  we  have  a  balance  of  only  $3,000,000  to  be  appropriated 
to  the  payment  of  dividends  upon  stock  or  the  improvement  of  the 
property. 

But  this  funded  debt  has  been  increased  by  the  amount  of 
$110,000,000  to  provide  jfor  the  payment  for  the  Lake  Shore  &  Michi- 
gan Southern  and  the  Michigan  Central  stocks.  The  interest  on  those 
bonds  should  therefore  be  deducted  from  the  general  interest  charge, 
and  so  computed  there  would  remain  $7,000,000  for  dividends  and 
surplus,  to  which  should  be  added  about  $2,000,000  from  securities 
owned  other  than  the  above  stocks,  making  a  total  of  $9,000,000.  The 
present  capital  stock  of  the  New  York  Central  outstanding,  accord- 
ing to  its  report  to  this  Commission,  is  $223^000,000.  A  dividend  of 
6  per  cent  upon  this  amount  would  exceed  $11,000,000,  and  a  dividend 
of  6  per  cent,  $13,000,000,  from  all  of  which  it  is  evident  that  if  the 
New  York  Central  was  confined  to  the  income  from  operation  of  its 
system  east  of  Buffalo  it  could  not  maintain  the  payment  of  divi- 
dends at  a  rate  of  even  5  per  cent. 

If  a  reason  is  sought  for  the  inability  of  this  company  to  iow  a 
dividend  upon  its  stock  from  operation  it  will  be  found  in  the  rentals 
paid  and  the  amount  of  its  funded  debt  Its  rentals  are  $10,000,000, 
and  the  interest  on  its  funded  debt,  disregarding  its  collateral 
mortgages,  $6,000,000,  leaving  as  already  noted  but  $7,000,000  from 
operation. 

While  we  do  not  know  exactly  the  proportion  of  this  funded  debt 
which  has  been  created  for  the  purpose  of  making  improvements 
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upon  leased  lines,  it  is  known  to  be  very  considenible.  The  con- 
clusion is  that  the  leases  of  this  company  are  not  profitable  to  it, 
provided  the  New  York  Central  lines  east  of  Buffalo  are  to  be  con- 
sidered by  themselves. 

Some  attempt  was  made  by  the  Commission  to  ascertain  the 
extent  to  which  the  leases  of  this  company  might  show  a  profit  in 
operation,  but  without  much  success.  The  Boston  &  Albany  Railroad 
was  taken  on  in  the  year  1902,  and  since  that  time  the  (^ration  of 
that  road  has  shown  a  deficit  of  over  $3,000,000.  That  deficit  was 
only  $500,000  in  1910,  and  it  is  stated  that  in  the  future  the  balance 
will  probably  be  the  other  way.  In  no  other  case  are  the  operaticHis 
of  a  particular  line,  so  far  as  this  record  discloses,  kept  in  such  a  way 
that  any  reliable  opinion  can  be  formed  as  to  the  net  result  upon  that 
particular  portion  of  the  system.  So  far  as  appears,  these  leases 
have  been  made  in  good  faith  and  were  supposed  to  be  at  the  time 
when  they  were  taken  for  the  interest  of  the  lessee  company.  'If, 
however,  this  company  has  exercised  poor  judgment  in  the  taking  on 
of  these  properties  at  the  rentals  which  are  paid  this  ought  not  to 
permanently  impose  upon  the  shipping  public  an  extravagant  rate. 
We  should  indulge  every  reasonable  presumption  in  favor  of  the  good 
^  faith  and  the  good  judgment  of  those  who  put  together  these  prop- 
erties, but,  certainly,  in  the  final  analysis,  we  can  not  impose  upon 
the  communities  served  by  this  system  an  unreasonable  rate  forever 
simply  because  the  managers  of  this  property  at  some  time  in  the 
past  agreed  to  pay  more  for  the  use  of  a  railroad  than  it  was  or  is 
actually  worth. 

It  is  not  suggested  that  in  making  up  the  New  York  Central 
system  this  has  been  done.  That  system  must  be  regarded  as  an 
entirety.  We  must  consider  the  value  of  the  lines  east  of  Buffalo  in 
connection  with  its  lines  west,  and  so  considering  we  must,  of  course, 
have  regard  to  the  financial  results  of  the  system  as  a  whole.  During 
the  year  1910  the  New  York  Central  &  Hudson  River  Railroad 
received  from  interest  on  bonds  and  dividends  on  stocks  owned  by 
it  $13,000,000,  and  this  amount  must  be  added  to  the  net  operating 
income  for  that  year  out  of  which  the  payment  of  rent,  interest^ 
and  dividends  is  to  be  made.  So  computing,  the  balance  remaining 
for  the  payment  of  dividends  would  be  approximately  $16,000,000. 
Dividends  were  actually  declared  during  the  year,  aggregating 
$11,000,000,  which  left  remaining  for  surplus  $5,000,000. 

The  increase  in  wages  upon  the  New  York  Central  lines  east  of 
Buffalo  upon  the  pay  roll  of  1909  would  have  amounted  to  $3,600,000. 
Assuming,  as  has  been  done  with  other  companies,  that  to  have  ap- 
plied this  increased  scale  for  the  fiscal  year  1910  to  the  business  of 
that  year  would  have  increased  operating  expenses  by  this  amount 
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thus  decreasing  net  operating  income*  by  the  same  amount,  it  would 
appear  that  this  company  might  for  the  year  1910  have  paid  the 
higher  wages,  have  declared  the  dividends  which  it  did  pay,  with 
a  resulting  surplus  of  about  $1,500,000. 

It  is  contended,  however,  that  this  surplus  would  be  altogether 
too  small  and  that  even  this  would  disappear  for  two  reasons.  First, 
the  income  of  the  New  York  Central  from  stocks  and  bonds  for  the 
year  1910  was  increased  nearly  $3,000,000  by  the  payment  of  an 
extra  dividend  of  6  per  cent  upon  the  stock  of  the  Lake  Shore  & 
Michigan  Southern ;  second,  in  the  making  of  its  improvements,  the 
company  has  issued  a  large  amount  of  stocks  upon  which  dividends 
were  not  declared  during  the  year  1910,  but  for  which  provision 
must  be  made  in  the  future.  It  will  also  be  found  necessary  to  pro- 
vide about  $40,000,000  additional  capital  in  order  to  complete  the 
improvements  which  are  now  under  way  in  the  city  of  New  York 
and  at  several  other  points  upon  the  line.  These  additions  to  the 
capital  stock  will  involve,  upon  a  5  per  cent  basis,  an  increase  in 
dividends  of  nearly  $4,000,000.  Had  these  new  capital  charges 
been  outstanding  in  the  year  1910  there  would  have  been  a  deficit 
of  $2,500,000  upon  the  basis  of  a  5  per  cent  dividend. 

With  respect  to  the  first  proposition,  it  may  be  said  that  the 
examination  which  we  have  made  of  the  Lake  Shore  &  Michigan 
Southern  and  to  which  we  shall  presently  refer,  indicates  the  ability 
of  that  company  to  pay  the  advanced  wages  upon  the  present  basis 
of  rates  and  to  continue  the  payment  of  18  per  cent  upon  its  capital 
stock,  if  its  income  is  devoted  to  the  payment  of  dividends  and  not 
expended  in  the  improvement  and  extension  of  its  lines. 

With  respect  to  the  second  contention,  it  is  certainly  true  that 
this  system  will  find  it  extremely  diflScult  upon  the  present  basis  of 
rates  to  maintain  the  payment  of  dividends  upon  a  6  per  cent  basis, 
or  even  a  5  per  cent  basis,  and  to  carry  forward  the  improvements 
which  it  now  has  under  way.  In  determining  whether  thb  company, 
upon  this  showing,  is  entitled  to  an  advance  in  its  rates,  the  char- 
acter of  these  expenditures  must  be  kept  in  mind. 

It  was  stated  that  the  outlays  upon  its  passenger  terminals  in  the 
city  of  New  York  would'  aggregate  $82,000,000,  of  which  $29,000,000 
remain  to  be  expended;  that  its  expenditures  in  recent  years  upon  its 
main  line  amount  to  $27,000,000,  and  that  $4,500,000  would  be  re- 
quired to  complete  the  work  now  in  progress;  that  upon  its  branch 
lines  it  had  laid  out  within  the  same  period  $8,000,000  and  must 
expend  $1,600,000  more  to  finish  the  improvements  already  begun. 
It  was  further  said  that  these  improvements  in  the  city  of  New  York 
were  being  made  not  for  the  present  only,  but  for  all  time. 

When  these  improvements  have  been  completed  the  New  York 
Central  will  be  able  to  handle  a  much  larger  amount  of  business, 
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both  freight  and  passenger,  than  it  has  ever  handled  in  the  past,  and 
to  do  that  business  upon  a  more  economical  basis.  It  is  unfortunate 
for  that  system  that  these  outlays  to  so  great  an  amount  must  be 
made  in  advance  of  the  possibility  of  obtaining  an  immediate  return 
from  the  outlay  itself. 

Another  matter  was  urged  upon  the  attention  of  the  Commission 
in  connection  with  the  capitalization  of  this  company  which  can  not 
be  entirely  ignored. 

The  New  York  Central  &  Hudson  River  Railroad  Company  came 
into  existence  in  1869  by  a  consolidation  of  the  New  York  Central 
Railroad  Company  and  the  Hudson  River  Railroad  Company.  The 
evidence  before  us  fairly  shows  that  the  capital  stock  of  the  New 
York  Central  Company  contained  $9,000,000  which  had  been  issued 
without  the  payment  of  any  present  consideration,  and  that  the 
stock  of  the  Hudson  River  Company  had  been  increased  in  like 
manner  by  something  over  $3,000,000.  At  the  time  of  the  con- 
solidation the  capital  stock  of  the  two  companies  was  further 
increased  without  the  payment  of  any  present  consideration  by  the 
amount  of  substantially  $45,000,000  issued  in  proportions  agreed 
upon  to  the  stockholders  of  the  new  company.  Since  that  date  all 
issues  of  the  capital  stock  of  this  company  have  been  for  cash  at  par 
or  above  par,  but  the  capital  stock  contains  $57,000,000  par  value  for 
'^  which  nothing  was  ever  paid. 

The  dividends  paid  upon  this  capital  stock  for  the  last  40  years 
will  probably  average  6  per  cent.  During  that  time  there  has  been 
actually  paid  in  dividends  to  the  holders  of  this  $67,000,000  of  stock 
at  least  $120,000,000.  Had  the  New  York  Central  &  Hudson  River 
Company,  instead  of  paying  these  amounts  to  its  stockholders,  in- 
vested them  in  its  property,  the  funded  debt  of  that  company  might 
have  been  reduced  by  $120,000,000,  not  having  reference  to  interest. 
If  account  be  taken  of  interest,  the  amount  would  be  much  larger. 

This  company  has,  therefore,  as  a  result  of  this  transaction  a  capi- 
tal stock  $57,000,000  in  excess  of  what  it  would  be  and  either  a 
funded  debt  or  a  capital  stock  at  least  $120,000,000  greater  than 
would  be  the  case  if  the  original  issues  of  stock  had  never  been  made. 

This  Commission,  in  determining  what  the  New  York  Central 
system  shall  earn,  must  take  that  system  as  it  finds  it  It  can  not 
reduce  its  capital  stock  by  $57,000,000,  nor  can  it  take  from  the 
holders  of  its  present  capital  securities  $120,000,000  which  have 
been  paid  in  the  way  of  dividends  upon  this  stock.  The  capitaliza- 
tion may  not  to-day  exceed  the  fair  value  of  the  property ;  but  that 
company  must  operate  its  lines  in  competition  with  the  Pennsylvania 
Railroad  Company,  and  the  rates  up<m  both  routes  must  confessedly 
be  the  same.    In  looking  at  the  financial  condition  of  these  companies 
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for  the  purpose  of  determining  what  that  rate  shall  be,  we  can  not 
entirely  dose  our  eyes  to  bits  of  history  like  that  above  referred  to. 

THE  LAKE  SHORE  A   MICHIGAN  SOUTHERN  RAILWAY  COMPANY. 

Only  a  brief  mention  need  be  made  of  this  property.  The  mileage 
operated  is  1,662.  Its  common  stock  authorized  is  $50,000,000,  and 
the  outstanding  amount  slightly  less.  As  already  seen,  the  New 
York  Central  &  Hudson  River  Railroad  owns  most  of  this  stock, 
which  it  has  pledged  under  a  collateral  trust  deed,  by  the  terms  of 
which  the  amount  of  the  capital  stock  of  the  Lake  Shore  Company 
never  can  be  increased.  There  is  also  outstanding  a  small  amount  of 
stock  upon  which  a  dividend  of  10  per  cent  is  guaranteed.  The 
funded  debt  in  1910  was  $159,000,000. 

For  the  fiscal  year  ending  June  30, 1910,  the  income  from  operation, 
after  deducting  taxes,  was  $15,500,000.  Its  fixed  charges  of  all  kinds 
were  $9,000,000,  leaving  available  for  dividends  and  surplus  $6,500,000. 

This  company  owns  a  large  amount  of  valuable  railroad  stocks  from 
which  it  derived  in  1910  an  income  of  almost  $10,000,000,  making  its 
total  corporate  income  about  $25,000,000,  and  leaving,  after  the  pay* 
ment  of  all  fixed  charges,  $16,312,000  for  dividends  and  surplus. 

During  the  year  the  company  paid  a  dividend  of  18  per  cent  upon 
its  entire  capital  stock  and  expended  upon  its  property  $381,000, 
aggregating  $9,380,000,  and  leaving  as  surplus  $6,931,000. 

Had  the  increased  wage  scale  been  in  effect  during  the  year  1910 
it  would  have  added  to  the  operating  expenses  of  this  company 
$1,500,000,  and  would  have  diminished  its  net  by  that  amount. 
During  the  year  1910,  therefore,  the  Lake  Shore  Company  could  have 
paid  the  higher  wages,  have  declared  its  dividend  of  18  per  cent,  and 
had  remaining  $5,000,000.  It  might  during  that  year  have  easily 
paid  a  further  dividend  of  6  per  cent 

THE  MICHIGAN  CENTRAL  RAILROAD  COMPANY. 

The  mileage  of  this  company  is  1,746  miles,  of  which  270  miles  are 
owned. 

Its  outstanding  capital  stock  is  $18,738,000,  and  this  amount,  for 
the  reason  above  stated  in  case  of  the  Lake  Shore  Company,  can  never 
be  increased.    The  funded  debt  is  $41,000,000. 

During  the  year  ending  June  30,  1910,  the  net  operating  rev- 
enue of  this  company,  after  the  payment  of  taxes,  was  $8,000,000,  tD 
which  should  be  addetl  income  from  other  sources  in  the  amount  of 
$1,000,000,  making  a  total  corporate  income  of  $9,000,000.  Rents, 
interest,  and  other  fixed  charges  aggregated  $5,600,000,  leaving 
$3,400,000  applicable  to  dividends  and  surplus. 

The  company  paid  its  regular  dividend  of  6  per  cent,  amounting  to 
$1424,280.  The  increase  in  operating  expenses,  due  to  increased 
wages  had  the  present  scale  of  compensation  been  in  effect  during 
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the  year  1910,  would  have  reduced  the  net  income  by  $1,000,000,  and 
this  company  would  have  had,  after  the  payment  of  all  its  fixed 
charges  and  its  dividends,  $1,200,000  remaining,  an  amount  in  excess 
of  the  dividend. 

It  is  said  that  owing  to  certain  improvements  which  are  substan- 
tially  completed  the  interest  charges  in  the  future  will  be  somewhat 
greater  than  they  were  during  the  year  1910,  and  it  is  further  pointed 
out  that  the  result  of  operation  for  the  first  seven  months  following 
April  1,  1910,  as  compared  with  the  corresponding  seven  months  for 
1909,  indicate  that  operating  expenses  will  increase  by  an  amount 
greater  than  that  due  to  the  increased  wage  scale. 

In  answer  to  these  suggestions  it  may  be  replied  that  the  increase 
in  interest  charge  is  not  considerable  and  that  no  reason  appears  why 
the  ratio  of  operating  expenses  to  operating  revenues  should  mate- 
rially increase  beyond  the  amount  called  for  by  increased  compensa- 
tion to  labor.  Actual  experience  may  demonstrate  that  this  is  not 
true,  but  we  can  not  accept  the  seven  months  following  April  1  as 
conclusive.  AVhUe  it  is  not  suggested  that  the  carriers  have  pur- 
posely increased  their  expenses  during  these  seven  months,  in  view  of 
the  bearing  which  the  result  of  operation  for  this  period  may  have 
upon  our  decision,  still  there  is  no  reason  to  suppose  that  the  year 
ending  June  30, 1910,  is  not  fairly  representative  of  the  cost  of  opera- 
tion'aside  from  these  wage  increases. 

The  Michigan  Central  does  not  present  as  strong  a  case  as  the  Lake 
Shore  &  Michigan  Southern,  but  that  ccwapany  can  have  no  difficulty 
in  paying  these  advanced  wages  and  showing  a  substantial  surplus 
over  a  dividend  of  6  per  cent  upcm  its  stock. 

These  three  railways  together — the  New  York  Central  &  Hudson 
River,  the  Lake  Shore  &  Michigan  Southern,  and  the  Michigan 
Central — those  being  the  avenues  over  which  this  traffic  passes  be- 
tween Chicago  and  New  York,  certainly  make  a  much  stronger  show- 
ing for  an  increase  in  rates  than  the  two  systems  previously  examined. 
It  should,  however,  be  noted  that  the  present  necessities  of  this  system 
arise  mainly  from  the  fact  that  it  is  forced  to  make,  just  at  this  time, 
large  outlays  which,  while  profitable  finally,  will  not  yield  an  imme- 
diate return  upon  a  considerable  part  of  the  amount  invested. 

We  have  examined  the  accounts  of  many  other  liies  operating  in 
(his  territory  and  affected  by  these  increases,  but  fail  to  find  any- 
thing in  the  financial  condition  of  these  remaining  defendants  which 
should  induce  us  to  modifv  whatever  conclusion  is  reached  from  an 
examination  of  the  three  systems  selected. 

Looking  at  these  three  systems  as  a  whole,  it  seems  plain  that  they 
have  not  sustained  the  burden  which  the  statute  casts  upon  them  of 
justifying  the  proposed  advanced  rates,  in  so  far  as  that  justificatuon 
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depends  upon  the  necessity  for  greater  net  revenue.  Supplementing 
our  examination  of  these  systems  with  our  further  examination  of 
the  other  carriers  involved,  we  are  of  the  opinion  that  the  defendants 
have  not  justified  these  advances  from  a  revenue  standpoint  There 
may  be  particular  lines  with  respect  to  which  a  different  conclusion 
should  be  reached,  if  they  were  considered  individually,  but  this 
question  has  been  presented  to  us  as  an  entirety.  Upon  a  view  of  the 
whole  situation  we  hold  that  these  defendants  have  not  established 
such  a  need  for  additional  revenue  as  justifies,  at  this  time,  an  in- 
crease in  these  rates. 

In  announcing  this  conclusion  two  observations  should  be  made: 

First.  It  has  been  several  times  stated  in  the  course  of  this  discus- 
sion, and  should  be  repeated  here,  that  in  view  of  the  complex  char- 
acter of  this  problem,  nothing  but  an  actual  test  can  satisfactorily 
determine  the  financial  results  from  the  operations  of  these  several 
carriers.  There  is  no  evidence  before  us  which  establishes  the  neces- 
sity for  higher  rates.  The  probability  is  that  increased  rates  will  not 
be  necessary  in  the  future.  In  view  of  the  liberal  returns  received 
by  these  defendants  in  the  past  10  years,  they  should  be  required  to 
show,  with  reasonable  certainty,  the  necessity  before  the  increase  is 
allowed.  If  actual  results  should  demonstrate  that  our  forecast  of 
the  future  is  wrong,  there  might  be  ground  for  asking  a  further 
consideration  of  this  subject. 

But  it  should  be  further  said  that  before  any  general  advance  can 
be  permitted  it  must  appear  with  reasonable  certainty  that  carriers 
have  exercised  proper  economy  in  the  purchase  of  their  supplies,  in 
the  payment  of  their  wages,  and  in  the  general  ccmduct  of  their 
business. 

Second.  We  have  been  compelled  to  dispose  of  this  case  upon  the 
evidence  available.  As  previously  noted,  there  is  no  testimony  tend- 
ing to  show  the  cost  of  reproducing  these  properties.  It  is  plain 
that  a  physical  valuation  would  introduce  into  the  calculation  a  new 
element  which  might  lead  to  a  different  ccHidusion.  The  conclusion 
reached  here  extends,  therefore,  no  further  than  the  facts  upon  which 
it  is  based. 

This  Commission  has  several  times  urged  Congress  to  authorize  a 
reproductive  vi^ation  of  those  railroads  subject  to  Federal  jurisdic- 
tion. It  is  reported  that  certain  railroad  companies  are  making  such 
valuations  themselves,  and  the  results  may  at  any  time  be  urged  upon 
this  Conunissicm  and  the  courts  as  a  justification  for  higher  rates. 
The  interest  of  the  public  ought  not  to  depend  upon  a  valuation 
made  entirely  by  the  owners  of  these  properties,  no  matter  how  hcm- 
estly  the  work  may  be  prosecuted. 

The  rates  advanced  are  both  class  and  commodity.  It  has  been 
estimated  that  about  85  per  cent  of  the  additional  revenue  would 
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arise  from  the  advance  of  class  rates,  and  15  per  cent  from  the  ad- 
vance of  commodity  rates.  Certain  carriers  suggest  that  even  though 
the  necessity  for  additional  revenue  be  not  established,  the  advances 
proposed  in  the  class  rates  should  be  allowed,  for  the  reason  that  the 
higher  classes  are  too  low  in  comparison  with  the  lower  classes,  and  the 
long-distance  rates  too  low  in  comparison  with  the  short-distance  rates. 

These  class  rates  have  been  continuously  in  effect  for  the  last 
thirty  years.  During  all  that  time  the  relation  between  classes  and 
the  relation  between  communities  have  been  substantially  the  same  as 
to-day.  Less  complaint  with  respect  to  the  adjustment  of  rates  has 
been  received  from  this  territory  than  from  any  other  with  which  this 
Commission  has  to  do.  During  this  long  period  business  has  ad- 
justed itself  to  this  scheme  of  rates,  and  we  are  not  disposed,  upon 
the  mere  suggestion  that  some  better  scheme  might  have  been 
originally  devised,  to  subvert  the  conditions  which  have  become 
established. 

Should  the  necessity  for  a  general  advance  in  freight  rates  for 
the  purpose  of  providing  greater  revenue  be  established,  then  it 
would  become  a  serious  question  sls- to,  whether  these  class  rates 
should  be  selected  for  the  increase  and  as  to  what,  if  any,  changes 
should  be  made  in  the  relation  between  the  classes  or  between 
communities. 

The  main  contention  of  the  shippers  in  this  proceeding  was  directed 
against  the  class  rates.  Those  rates,  as  already  noted,  have  been  in 
effect  for  more  than  a  quarter  of  a  century.  They  form  the  basis  of 
the  whole  rate  fabric,  and  should  not  be  disturbed  unless  the  neces- 
sity for  a  general  revision  arises. 

Commodity  rates  stand  somewhat  different.  Every  commodity 
tariff  is  in  the  nature  of  an  exception  to  the  classified  list  We 
learn  from  an  examination  of  the  schedules  on  file  that  most  of  these 
commodity  rates  were  carried  under  the  classification  when  tariffs 
were  first  filed  with  this  Commission,  in  1887,  and  that  the  present 
commodity  rates  are  from  10  to  25  per  cent  lower  than  the  class  rates 
then  applicable.  Carriers  have  frequent  occasion  to  vary  their  com- 
modity rates  with  varying  conditions.  While  earnest  objection  has 
been  made  to  the  advance  in  class  rates,  in  only  three  or  four 
instances  has  the  increase  in  commodity  rates  been  esg|cially  attacked. 

For  these  reasons  we  dislike  to  tie  up,  by  hard  and  fast  order,  these 
commodity  rates,  and  we  have  concluded,  as  to  all  the  rates  involved 
in  this  proceeding,  to  simply  require  the  defendants  to  cancel,  on  or 
before  March  10,  their  advanced  tariffs  on  file  and  rest<H«  their 
former  rates,  which  are  the  rates  now  in  effect  If  this  requirement 
is  not  complied  with  the  proposed  rates  will  be  suspended,  the  neces- 
sary findings  of  fact  made,  and  the  usual  two-year's  order  issued  as 

to  all  the  tariffs  involved. 
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No.  3500. 

IN  RE  INVESTIGATION  OF  ADVANCES  IN  RATES  BY  CAR- 
RIERS IN  WESTERN  TRUNK  LINE,  TRANS-AflSSOURI, 
AND  ILLINOIS  FREIGHT  COMMITTEE  TERRITORIES. 


SubmiUed  January  19,  1911.    Decided  February  tt,  1911. 


1.  The  principal  carriers  in  Western  Trunk  Line,  Trans-Missouri,  and  Illinois  Freight 

Committee  territories  filed  with  the  Commission  tariffs  increasing  their  rates 
upon  some  two  hundred  commodities  in  those  territories,  but,  pending  investiga- 
tion involving  the  reasonableness  of  such  increased  rates,  the  carriers  voluntarily 
suspended  the  effective  dates  of  the  tariffs.  After  full  hearing  and  investigation 
of  the  matters  involved  and  upon  all  the  facts  and  circumstances  disclosed  by 
the  record ;  HeM^  That  the  proposed  rates  are  beyond  the  limitations  placed  by 
law  upon  the  carriers,  and  should  not  become  effective. 

2.  The  distinction  between  the  English  act  as  to  increased  rates  and  the  act  to  reg- 

ulate commerce  upon  that  subject  is  clear.  The  effect  of  the  English  statute 
was  to  cast  upon  the  railway  company  the  burden  of  proving  that  the  increase 
of  the  rate  was  reasonable,  whereas  the  act  to  regulate  commerce  as  amended 
requires  the  carrier  to  show  the  reasonableness  of  the  increased  rate.  Under 
the  act  of  Parliament  the  carrier  is  called  upon  to  justify  the  difference  between 
its  pre\iously  existing  rate  and  the  rate  established,  whOe  under  the  act  of 
Congress  the  carrier  is  called  upon  to  prove  that  the  new  rate  as  a  whole  is 
reasonable. 

3.  The  phrase  "the  burden  of  proof  shall  be  upon  the  comtnon  carrier,"  in  the  Mann- 

Elldns  Act,  means  that  the  railroad  which  increases  its  rates,  if  challenged, 
must  assume  to  prove  to  this  Commission  that  the  increased  rates  are  within 
the  words  of  description  and  limitation  used  in  the  act;  that  is,  that  they  are 
just  and  reasonable.    They  must  satisfy  the  mind  of  this  Commission  of  this  fact. 

4.  It  is  doubtless  true  that  in  its  control  over  the  charges  which  the  railroads  make 

this  Commii*«ion  exercises  a  power  so  extensive  as  to  justify  the  broadest  con- 
sideration of  the  economic  and  financial  effects  of  its  orders,  but  the  Govern- 
ment has  not  undertaken  to  become  the  directing  mind  in  railroad  management. 
This  Commission  is  not  a  general  manager  of  the  railroads,  and  no  matter  what 
the  revenue  the  carriers  may  receive  there  can  be  no  control  placed  by  the 
Commission  upon  its  expenditure,  no  improvements  directed,  and  no  economies 
enforced . 

5.  The  strength  of  the  carriers*  case  is  in  these  two  contentions:  (1)  That  the  roads 

are  not  earning  a  (air  return  upon  the  value  of  their  property;  (2)  that  the  cost 
of  operating  has  im^reased  because  of  increased  wages.  While  it  is  true  that 
cost  of  operation  has  increased  by  the  amount  shown  as  allowed  to  labor  and 
addition  to  wages,  it  is  also  true'  that  operating  revenues  have  increased  so  as 
to  more  than  absorb  increased  operating  expenses.  Moreover,  cost  figures  fur- 
nished would  indicate  that  under  skillful  management  an  additional  tonnage 
may  be  handled  under  a  higher  wage  schedule  without  increasing  the  cost  of 
the  8er\'ice  given. 
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6.  It  appears  that  these  commodity  rates  already  paid  their  due  share  of  the  valne 

of  the  service  rendered  by  the  carriers.  Many  of  them,  in  fact,  are  now  twice 
as  high  for  the  haul  immediately  west  of  Chicago  as  conesponding  rates  for  a 
similar  haul  immediately  east  of  Chicago. 

7.  Our  laws  do  not  seek  to  establish  dominion  over  private  capital  for  any  other  pur- 

pose than  to  make  siire  against  injustice  being  done  the  public,  and  thereby 
to  make  such  capital  itself  more  secure.  The  Commission  is  dealing  here  with 
a  difficult  problem,  involving  multitudinous  facts  and  an  infinite  variety  of 
modifying  conditions,  which  make  the  establishment  of  principles  and  the 
framing  of  policies  a  matter  of  slow  evolution.  Congress  has  laid  down  a  few 
rules.  These  rules  the  Commission  is  attempting  to  apply.  It  is  not  for  the 
Commission  to  say  that  it  represents  the  Government  and  may  have  a  policy 
of  its  own  which  in  any  degree  runs  counter  to  the  power  granted  to  the  Com- 
mission or  the  duty  imposed  upon  the  Commission.  The  railroads  may  not 
look  to  this  tribunal  to  negative  or  modify  the  expressed  will  of  the  legislature. 
They  have  laid  before  the  Commission  the  facts  and  law  which  would  make 
for  a  justification  of  their  course  in  the  increasing  of  rates,  but  to  the  mind  of 
the  Commission  their  justification  has  not  been  convincing. 

8.  The  carriers  herein  are  requested  to  withdraw  the  proposed  tariffs  forthwith.    If 

such  action  is  not  taken  on  or  before  March  10,  191 1,  the  Commission  will 
further  suspend  these  rates,  make  appropriate  finding,  and  issue  an  order 
directing  the  maintenance  of  the  present  rates  for  a  period  of  two  years  from 
that  date. 

Frank  Lyon  for  the  Interstate  Commerce  Commission. 

Louis  D.  Brandeis  for  Boston  Chamber  of  Commerce. 

Clifford  Thome  for  American  National  Live  Stock  Association, 
Com  Belt  Meat  Producers'  Association,  and  others. 

A.  F.  StryJcer  for  South  Omaha  Live  Stock  Exchange. 

John  S.  Dawson  and  E.  H.  Hogudand  for  Raih*oad  Commission  of 
Kansas. ' 

Haynie  dk  Last  for  Illinois  Manufacturers'  Association. 

T.  C.  Spelling  for  Freight  Payers'  League. 

8.  H.  Covxin  for  American  National  Live  Stock  Association  and 
others. 

F.  B.  Montgomery  and  John  H.  Atwood  for  Shippers'  Committee. 

Francis  B,  James  for  National  Industrial  Traffic  League  &  Shippers' 
Association. 

A.  F.  Verson^  R.  H.  SmaU,  and  P.  W.  Chyle  for  St.  Louis  Business 
Men^s  League. 

Walter  L.  Fisher  for  National  Dry  Goods  Association,  Association 
of  Western  Shoe  Wholesalers,  and  others. 

Chester  M.  Dawes  for  Chicago,  Burlington  &  Quinqr  Railroad 
Company. 

Walker  D.  Bines,  Robert  Dunlap,  T.  J.  Norton,  and  Oardiner 
Laihrop  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

Oeorge  W.  Seevers  and  S.  0.  Leets  for  Minneapolis  &  St.  Louis 
Railroad  Company  and  Iowa  Central  Railway  Company. 
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Charles  Donnelly  for  Northern  Pacific  Railway  Company. 

Burton  Hanson  and  William  Ellis  for  Chicago,  Milwaukee  &  St. 
Paul  Railway  Company. 

TF.  S.  Horton  for  Illinois  Central  Railroad  Company. 

N.  S.  Brown  and  C.  H.  Stinson  for  Wabash  Railroad  Company. 

W.  F,  Dickinson  and  E.  B,  Peiree  for  Chicago,  Rock  Island  &  Pacific 
Railway  Company. 

H,  T.  Ballard  and  0.  E.  Butterfidd  for  Chicago,  Indiana  &  Southern 
Railway  Company. 

J.  C.  Jeffery  and  M.  L.  Olardy  for  Missouri  Pacific  Railway  Com- 
pany. 

J.  M,  Bryson  and  /.  W.  AUen  for  Missouri,  Kansas  &  Texas  Railway 
Company,  and  Missouri,  Kansas  &  Texas  Railway  Company  of  Texas. 

J.  B.  Payne  for  Chicago  Great  Western  Railroad  Company. 

J.  B,  STieean  for  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway 
Company. 

W.  L.  Martin  for  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway 
Company. 

F.  H.  Wood  for  St.  Louis  &  San  Francisco  Railroad  Company. 

George  Stuart  Patterson  for  Pennsylvania  Railroad  Company. 

S.  A.  Lynde,  C.  C.  Wrighi^  Edward  M.  Hyzer,  and  W.  A.  Oardner 
for  Chicago  &  North  Western  Railway  Company. 

E.  C.  Lindley  and  J.  D.  Armstrong  for  Great  Northern  Railway 
Company. 

L.  H.  Alexander  and  S.  H.  Strawn  for  Chicago  &  Alton  Railroad 
Company. 

Report  of  the  Commission. 

Lane,  Commissions: 

This  proceeding,  which  is  popularly  known  as  the  ''Western 
Advanced  Rate  Case,"  involves  the  reasonableness  of  the  rates 
upon  some  200  conmiodities  which  the  carriers  west  of  Chicago  have 
attempted  to  increase.  No  effort  can  be  made  to  specify  the  indi- 
vidual rates,  inasmuch  as  these  nimiber  several  hundred  thousand,  nor 
can  the  territoiy  involved  be  precisely  delimited,  although  a  fair  idea 
of  its  extent  may  be  had  by  a  survey  of  a  map  of  the  Burlington 
system  which  leads  to  most  of  the  basing  points  upon  \diich  the  rates 
concerned  are  fixed.  More  than  200  railroads  operating  in  the  states 
of  Wisconsin,  Minnesota,  Iowa,  Missouri,  North  Dakota,  South 
Dakota,  Nebraska,  Kansas,  and  Montana  are  parties  to  these  rates. 
It  is  needless  to  say  that  neither  the  carriers  nor  the  shippers  have 
throughout  this  investigation  attempted  to  deal  with  all  the  specific 
rates  between  definite  points  of  movement  upon  these  lines  of  road. 
This  investigation  has  been  a  general  one,  touching  laige  and  funda- 
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mental  principles  of  law  and  governmental  policy  on  the  one  hand, 
and  of  railroad  needs,  plans,  and  policies  on  the  other. 

The  rates  concerned  are  imder  volimtary  suspension  by  act  of  the 
carriers.  It  will  be  recalled  that  in  June,  1910,  the  principal  carriers 
in  Western  Trunk  Line  territory  filed  with  the  Ck)mmission  tariffs 
increasing  their  rates  upon  a  number  of  important  articles  of  com- 
merce. This  action  was  taken  through  conunon  agents.  Before 
such  rates,  however,  had  ^one  into  effect  the  Attorney  General  of  the 
United  States  caused  suit  to  be  brought  in  the  circuit  court  of  the 
United  States  for  the  seventh  circuit,  alleging  that  such  increased 
rates  were  the  result  of  a  combination  and  conspiracy  in  restraint  of 
trade  and  in  violation  of  the  Sherman  antitrust  act.  A  temporary 
injimction  having  been  seciu'ed,  appeal  was  made  by  the  carriers 
affected  to  the  President  of  the  United  States,  asking  reUef  from  such 
injimction  and  offering  to  voluntarily  suspend  the  effectiveness  of 
such  rates  pending  a  determination  as  to  their  reasonableness  by  the 
Interstate  Comimerce  Commission.  Tliis  appeal  was  made  in  view  of 
a  bill  then  pending  before  Congress  amending  the  act  to  r^ulate 
commerce  so  as  to  vest  in  this  Commission  the  power  to  suspend 
advanced  rates.  Such  bill  later  became  law.  The  carriers  ther^ 
upon  refiled  their  tariffs,  suspending  their  effectiveness,  however, 
imtil  such  time  as  the  Commission  could  conduct  the  present  inves- 
tigation. 

CONSTBUCTION   OF   NEW   LAW. 

At  the  threshold  of  this  inquiry  we  are  required  to  give  interpre- 
tation to  a  new  provision  of  the  act  to  regulate  commerce,  which 
reads: 

Whenever  there  shall  be  filed  with  the  CommiaBioD  any  schedule  stating  a  new 
individual  or  joint  rate,  fare,  or  charge,  or  any  new  individual  or  joint  claasificatian, 
or  any  new  individual  or  joint  regulation  or  practice  affecting  any  rate,  fare,  or  charge, 
the  Commission  shall  have,  and  it  is  hereby  given,  authority,  either  upon  complaint 
or  upon  its  own  initiative  without  complaint,  at  once,  and  if  it  so  orders,  without 
answer  or  other  formal  pleading  by  the  interested  carrier  or  carriers,  but  upon  reason- 
able notice,  to  enter  upon  a  hearing  concerning  the  propriety  of  such  rate,  fare,  charge, 
classification,  regulation,  or  practice;  and  pending  such  hearing  and  the  decision 
thereon  the  Oomnuasion  upon  filing  with  such  schedule  and  delivering  to  the  carrier 
or  carriers  affected  thereby  a  statement  in  writing  of  its  reasons  for  such  suspension 
may  suspend  the  operation  of  such  schedule  and  defer  the  use  of  such  rate,  fare, 
chs^ge,  classification,  regulation,  or  practice,  but  not  for  a  longer  period  than  one 
hundred  and  twenty  days  beyond  the  time  when  such  rate,  fare,  charge,  classifica- 
tion,  regulation,  or  practice  would  otherwise  go  into  effect,  and  after  full  hearing, 
whether  completed  before  or  after  the  rate,  fare,  charge,  classification,  regulation, 
or  practice  goes  into  effect,  the  Commission  may  make  such  order  in  reference  to 
such  rate,  fare,  charge,  classification,  regulation,  or  practice  as  would  be  proper  in  a 
proceeding  initiated  after  the  rate,  fare,  charge,  classification,  regulation,  or  practice 
had  become  effective:  Provided,  That  if  any  such  hearing  can  not  be  concluded 
within  the  period  of  suspension,  as  above  stated,  the  Interstate  Commerce  ComLmissioQ 
may,  in  its  discretion,  extend  the  time  of  suspension  for  a  further  period  not  exceeding 
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six  months.  At  any  hearing  involving  a  rate  increased  after  January  first,  nineteen 
hundred  and  ten,  or  of  a  rate  sought  to  be  increased  after  the  passage  of  this  act,  the 
burden  of  proof  to  show  that  the  increased  rate  or  proposed  increased  rate  is  just 
and  reasonable  shall  be  upon  the  common  carrier,  and  the  Commission  shall  give 
to  the  hearing  and  decision  of  such  questions  preference  over  all  other  questions 
pending  before  it  and  decide  the  same  as  speedily  as  possible. 

In  the  last  sentence  of  this  provision  it  is  said  that  the  burden 
of  proof  to  show  that  *'the  increased  rate"  or  proposed  rate  is  just 
and  reasonable  shall  be  upon  the  common  carrier.  It  is  urged  with 
much  force  and  an  extensive  citation  of  authority  that  the  purpose 
of  this  provision  was  to  limit  the  investigation  of  the  Commission  to 
the  consideration  of  the  necessity  for  **the  increase  in  the  rate." 
The  pmpose  of  Congress,  it  is  said,  was  to  regard  all  rates  in  effect 
on  January  1,  1910,  as  the  maxima,  which  could  not  be  increased 
until  it  was  shown  that  there  was  reason  and  necessity  for  the  specific 
increase  made.  This  would  limit  our  investigation  as  to  all  rates 
increased  since  that  time  to  the  simple  question,  What  additional 
expenses  have  attached  to  the  movement  of  these  articles  which 
make  proper  an  increase  in  the  rate  ? 

Such  a  construction  of  the  statute  is  suggested  by  decisions  of  the 
English  courts  in  interpreting  the  railway  and  canal  act  of  1894. 
We  think,  however,  it  is  clear  from  the  language  of  that  statute, 
as  well  as  its  history,  that  the  purpose  of  Congress  differed  from  the 
purpose  of  Parliament.  The  English  law  was  based  on  a  legislative 
conclusion  that  existing  rates  were  already  suflBciently  high  and 
should  not  be  increased  excepting  as  transportation  costs  increased. 
Therefore,  the  English  conmiission  was  to  deal  with  the  increase 
itself  in  the  rate  and  not  with  the  increased  rate.  This  distinction 
is  fundamental  in  the  consideration  of  the  laws  of  the  two  Govern- 
ments. 

The  British  Parliament  in  1891  and  1892  passed  a  series  of  public 
acts  estabUshing  the  maximum  rates  and  charges  assessable  by  the 
railway  and  canal  companies  of  Great  Britain  and  Ireland.  These 
acts  became  effective  upon  December  31,  1892.  On  the  day  imme- 
diately following,  viz,  January  1,  1893,  the  carriers  took  advantage 
of  the  liberal  scale  of  class  rates  provided  for  in  these  parliamentary 
acts,  and  advanced  a  great  number  of  such  rates  which  were  lower 
than  the  maxima  allowed  and  which  had  obtained  for  many  years. 
The  Kailway  and  Canal  Commission  was  without  authority  to  check 
such  increases  and  restore  previously  existing  schedules.  At  once, 
therefore,  it  was  perceived  that  the  effect  of  the  new  l^^lation  by 
Parliament  under  which  relief  had  been  hope<l  for  by  the  shippers 
was  to  place  it  within  the  power  of  the  carriers  to  increase  all  rates 
up  to  the  high  class  rates  fixed  by  pariiamentary  act. 

It  was  to  remedy  this  situation  that  the  railway  and  canal  traffic 
act  of  1894  was  passed  providing  that  ''where  a  railway  company 
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has  either  alone  or  jointly  with  any  other  railway  company  or  com- 
panies since  the  last  day  of  December,  1892,  directly  or  indirectly 
increased,  or  hereafter  increase,  directly  or  indirectly,  any  rate  or 
charge,  then,  if  any  complaint  is  made  that  the  rate  or  charge  is 
unreasonable,  it  shall  Ue  upon  the  company  to  prove  that  the  increase 
of  the  rate  or  charge  is  reasonable,  and  for  that  purpose  it  shall  not 
be  sufficient  to  show  that  the  rate  or  charge  is  within  any  limit  fixed 
by  an  act  of  Parliament  or  by  any  provisional  order  confirmed  by 
act  of  ParUament.'* 

Lord  Justice  Smith  gave  the  history  of  this  act  in  the  Mansion 
House  cdse,  9  R.  &  C.  T.  Cases,  p.  58,  in  these  words: 

What  the  legislature  did  was  obvious.  We  know  how,  when  the  new  maxima 
came  in,  the  companies  put  up  their  rates,  and  as  regards  many  of  them  they  put 
them  up  to  their  maxima,  and  it  became  a  question  for  traders  and  the  community  at 
large,  and  the  legislature  said,  when  they  found  this  had  happened,  we  will  go  back 
two  years  and  draw  a  line  along  there  and  say  that  is  probably  the  proper  rate  two 
years  ago,  which  they  had  been  charging  before  they  began  putting  up  their  rates  to 
their  maxima.  We  will  just  draw  a  line  along  there,  and  if  they  have  incr^Eued  them 
since  that  date,  then  we  will  put  upon  the  railway  company  the  onus  of  justifying 
that  increase.  That  is  the  English  of  that  act  of  Parliament,  and  that  I  have  no  doubt 
about. 

The  effect  of  this  enactment  was  to  cast  upon  the  railway  company 
the  burden  of  proving  "  that  the  increase  of  the  rate  was  reasonable." 
The  act  to  regulate  commerce,  on  the  other  hand,  requires  the  carrier 
to  show  the  reasonableness  of  the  increased  rate.  Under  the  act  of 
Parliament,  the  carrier  is  called  upon  to  justify  the  difference  between 
its  previously  existing  rate  and  the  rate  established,  while  under  the 
act  of  Congress  the  carrier  is  called  upon  to  prove  that  the  new  rate 
as  a  whole  is  reasonable.  This  distinction  is  clearly  recognized  in 
the  opinion  of  Smith,  L,  J.,m  the  Mansion  House  case,  9  R.  &  C.  T. 
Cases,  at  page  209,  wherein  it  is  said : 

There  was  an  ingenious  point  taken  by  Mr.  Russell,  namely,  that  if  the  rate  in  the 
whole  was  reasonable,  nothing  more  was  to  be  inquired  into.  That  really  whittled 
the  act  of  1894  down  to  the  procedure  in  vogue  before  1894.  The  question  then 
always  was  whether  the  rate  or  charge  was  reasonable,  and  this  act,  as  I  read  it,  makes 
the  question  whether  the  increase  was  Mr  and  reasonable. 

And,  again,  in  the  same  case,  Kay,  L,  J.,  at  page  201,  says: 

That  is  where  there  has  been  an  increase.  If  any  complaint  is  made  that  the  rate 
or  charge  is  unreasonable  it  shall  lie  on  the  company  to  prove  that  the  increase,  not 
that  the  rate  or  charge,  but  that  the  increase  of  the  rate  or  charge,  is  reasonable. 

And  on  page  200 : 

What  the  company  is  bound  to  prove  is  that  the  increase  has  been  reasonable,  and 
they  do  not  show  that  by  merely  showing  that  the  present  charge  is  reasonable. 

There  is,  however,  another  and  broader  view  by  which  we  can 
determine  the  meaning  of  Congress.    For  more  than  20  yeare  Con- 
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gress  by  express  statutory  declaration  fixed  the  measure  of  a  carrier's 
chai^  at  ''a  just  and  reasonable  rate."  There  was  no  check  upon 
the  initiative  of  the  carrier.  Any  rate  filed  and  published  in  accord- 
ance with  the  requirements  of  the  law  was  presumed  to  be  reasonable, 
and  a  direct  proceeding  of  attack  upon  complaint  was  necessary  to 
raise  before  this  Conmiission  the  question  whether  or  not  it  conformed 
to  the  standard  set  by  the  law.  For  a  period  of  years  the  tendency 
of  rates  was  downward,  owing  in  great  part  to  active  competition 
between  the  carriers  for  trafiic.  Rates  were  made  from  day  to  day, 
and  as  between  one  shipper  and  another,  by  means  of  rebates  from 
the  standard  published  rate.  This  led  to  extreme  dissatisfaction  on 
the  part  of  the  public,  and  to  the  serious  injury  of  the  roads  them- 
selves. To  meet  this  situation  the  carriers  attempted  to  form  traffic 
associations  by  which  under  severe  penalties  they  were  bound  to  each 
other  by  contract  to  exact  the  published  rates.  Under  decisions  of 
the  Supreme  Court  of  the  United  States,  however,  these  alliances 
were  declared  unlawful,  and  there  then  followed  the  development 
of  the  ''community  of  interest''  plan  by  which,  through  the  medium 
of  one  group  of  financiers  or  another,  the  carriers  of  a  certain  territoiy 
became  harmonized.  They  no  longer  competed  by  cutting  rates, 
because  they  were  subject  to  a  common  control,  or  at  least  were 
dominated  by  interests  that  were  sympathetic.  There  resulted  an 
era  of  unexampled  prosperity  among  the  railroads  as  a  whole.  Net 
revenues  increased,  the  stronger  roads  of  higher  credit  absorbed  the 
smaller;  new  lines  were  projected  by  the  greater  roads;  small  lines 
were  articulated  into  large  and  connected  systems;  and  with  the 
development  on  the  part  of  the  carriers  of  the  advantages  of  concord 
came  an  evident  determination  not  only  to  make  rates  stable  but  if 
possible  to  bring  about  their  increase.  Accordingly,  for  several 
years  past  the  chief  body  of  protest  coming  from  shippers  to  this 
Commission  has  been  against  increases  in  rates,  and  the  Commission 
being  unable  to  stay  these  increases,  the  shippers  sought  from  Con- 
gress the  enactment  of  a  law  by  which  the  power  would  be  given  to 
this  Commission,  when  public  reasons  made  advisable  such  a  course, 
to  lay  a  restraining  hand  upon  the  power  and  initiative  which  hitherto 
had  rested  with  the  carrier  without  limitation  or  constraint. 

Moreover,  the  Federal  courts  found  then[iselves  embarrassed  by  the 
appeals  made  to  their  equity  powers  against  such  increases.  The 
courts  differed  upon  the  fundamental  question  of  jurisdiction.  In 
the  cases  where  the  courts  assimied  jurisdiction  there  resulted  the 
greatest  discrimination  as  between  individual  shippers  and  carriers, 
for  as  to  some  the  increased  rate  was  in  effect,  while  as  to  others  it 
was  not  in  effect.  With  such  a  history  before  it  Congress  deemed  it 
advisable  to  lodge  with  this  Commission,  which  alone  under  the 
Abilene  case,  204  U.  S.,  426,  has  power  to  determine  the  reasonable- 
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ness  of  a  rate,  the  power  to  restrain  for  a  time  an  increased  rate  until 
a  determination  can  he  had  as  to  whether  this  rate  conforms  to  the 
requirement  of  the  statute  or  is  but  the  evidence  of  the  exercise  of  an 
arbitrary  power. 

The  National  L^slature  has  not  fixed,  as  in  England,  a  body  of 
maximum  rates.  It  has  not  been  declared  that  the  rates  of  January 
1, 1910,  are  to  be  regarded  as  either  above  or  below  the  old  and  long 
established  standard  of  reasonableness.  The  statute  contains  no 
intimation  that  we  are  to  gauge  an  increased  rate  which  is  suspended 
by  any  other  measure  than  that  by  which  we  would  gauge  any  existing 
rate  that  might  be  complained  of.  The  power  to  suspend  is  ancillary 
to  the  general  power  of  investigation,  it  being  the  mind  of  Congress 
that  it  was  a  healthier  and  wiser  policy  that  there  should  be  a  reason- 
able exercise  of  such  power  of  suspension  than  tliat  either  the  courts 
should  continue  to  inadequately  deal  by  injunctive  process  with  a 
problem  the  ultimate  solution  of  which  did  not  rest  within  their 
purview,  or  that  the  shipping  public  should  be  subjected  to  continuing 
instability  of  rates  and  consequent  commercial  disturbance.  More- 
over, the  duty  having  been  laid  upon  the  carriers  to  fix  reasonable 
ratea,  it  was  neither  harsh  nor  oppressive  to  require  them  to  make 
justification  when  such  rates  were  to  be  increased. 

R^arded  from  this  point  of  view,  we  can  not  but  conclude  that 
Congress  did  not  intend  to  say  to  this  Commission:  The  rates  ob- 
tainii^  on  January  1,  1910,  are  maxima,  and  if  a  carrier  attempts 
to  increase  them  it  must  give  the  reason  for  the  increase,  showing 
what  new  burden  of  transportation  expenses  it  has  suffered  which 
justifies  such  increase.  The  question  before  the  Commission  is  that 
which  would  have  arisen  had  these  rates  gone  into  effect  and  a  formal 
complaint  been  made  against  them  as  unjust  and  unreasonable.  We 
may  establish  the  rates  proposed  as  reasonable,  one  or  all  of  them,  or 
reduce  the  proposed  rates.  We  may  continue  in  effect  the  present 
lower  rates,  or  we  may  reduce  the  existing  rates.  For  "the  Commis- 
sion may  make  such  order  in  reference  to  such  rate  *  *  *  as 
would  be  proper  in  a  proceeding  initiated  after  the  rate  had  become 
efTective."  The  purpose  of  Congress  was  to  give  this  Commission 
the  same  plenary  power  over  increased  rates  that  since  the  enactment 
.r  ii-_  t« — 1 ^^j  jj  jj^  enjoyed  over  other  rates. 

BCBDEN   OF   PBOOF. 

ler  laid  upon  the  use  of  the  words  "the  burden  of 
on  the  common  carrier,"  and  we  are  urged  to  a  strict 
'  this  language  along  lines  of  judicial  reasoning  in  civil 
ses.  This  language  has  a  common-sense  meaning 
aeed  elucidation  by  citation  of  authority. 
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It  must  be  borne  in  mind  that  this  Commission  is  not  a  court  of 
law;  its  function  is  to  apply  the  mandatory  and  restrictive  provi- 
sions of  the  act  to  regulate  conmierce  to  stated  conditions  of  fact. 
We  must  regard  the  problems  presented  to  us  from  as  many  stand- 
points as  there  are  public  interests  involved.  The  making  of  a  rate 
is  in  ultimate  analysis  the  exercise  of  a  taxing  power  on  commerce. 
73  Fed.,  409.  The  reasonableness  of  a  rate  is  to  be  determmed  by  no 
mere  mathematical  calculation,  though  figures  of  cost  and  revenue 
must  play  a  not  inconsiderable  part  in  arriving  at  a  final  judgment. 
Wise  men  may  differ  as  to  what  a  ''just  and  reasonable  rate"  is  un- 
der given  conditions.  The  courts  recognize  that  there  is  abundant 
play  for  what  the  present  Chief  Justice  so  admirably  described  as ''  the 
flexible  limit  of  judgment  which  belongs  to  the  power  to  make  rates." 
206  U.  S.,  26.  The  unrestricted  power  to  make  rates,  however, 
should  not  rest  in  the  hands  of  those  whose  tendency  must  be,  by 
reason  of  human  nature,  to  exact  to  the  limit  the  highest  return 
that  can  be  procured.  Reasons  of  pubUc  poUcy  demand  that  there 
shall  be  a  check  placed  upon  a  power  which  may  be  perverted  and 
thus  brought  to  restrict  and  embarrass  commerce  rather  than  in- 
crease and  develop  it.  Eveiy  rate  question,  therefore,  is  a  public 
question — this  is  the  underlying  principle  of  the  act  to  regulate  com- 
merce and  of  all  similar  legislation  controlling  pubUc  utiUties.  An 
examination  into  the  specific  provisions  of  the  act,  especially  into 
those  of  section  13,  will  make  clear  to  the  candid  mind  that  a  com- 
plaint before  this  Comjnission  was  not  intended  to  be  regarded  in  the 
same  strict  and  hard^ight  as  a  complaint  in  an  action  at  law,  but 
was  to  be  regarded  as  an  appeal  to  the  Government  against  oppres- 
sive, unjust,  and  iUegal  action.  A  shipper  may  not  dismiss  his  com- 
plaint without  consent.  The  fact  that  he  has  no  interest  in  the 
traflEic  concerned  in  his  complaint  does  not  ''put  him  out  of  court." 
These  and  similar  provisions  indicate  that  the  purpose  of  Congress 
in  enacting  the  act  to  regulate  commerce  was  to  establish  a  body 
whose  function  it  should  be  to  protect  the  public  interest  and  not 
merely  regard  the  technical  rights  of  an  individual  shipper,  and  in 
this  view  of  the  law  the  act  has  been  administered  by  the  Commis- 
sion. In  accepting  this  theoiy,  therefore,  it  is  not  within  belief  that 
Congress  intended  by  the  language  now  under  consideration  to  con- 
vert this  Commission  into  a  tribunal  which  should  merely  determine 
as  between  two  sides  the  preponderance  of  evidence  and  base  its 
decisions  upon  technical  and  somewhat  archaic  rules  of  evidence. 

By  this,  however,  we  are  not  to  be  imderstood  as  meaning  that 
the  language  of  the  act  is  without  significance,  or  has  no  binding 
authority  u{>on  us,  or  that  it  casts  no  burden  upon  the  carriers.  The 
assumption  of  the  law  is  that  the  railroad  which  increases  its  rates 
takes  such  action  knowing  that  the  law  casts  upon  it — if  challenge  is 
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made  either  by  this  Commission  or  otherwise — the  burden  of  justi- 
fying its  action.  Theirs,  in  the  language  of  the  learned  Dean  Wig- 
more,  is  "the  risk  of  nonpersuadon."  Wifftnore  on  Emdenet,  sec. 
248S.  The  railroad  must  assume  to  prove  to  this  Commission  that  the 
new  and  the  increased  rates  are  within  the  words  of  description  and 
limitation  used  in  the  act;  that  is,  that  they  are  just  and  reasonable. 
And  to  say  that  they  must  prove  tliis  is  to  say  that  they  must  satisfy 
our  minds  of  this  fact. 

POSITION    OF   THE   CARBIEBS. 

The  carriers  in  the  present  proceeding  have  assumed  this  burden. 
They  have  laid  before  us  their  financial  condition,  their  needs,  tbMT 
hopes,  their  fears.  While  the  justification  given  by  no  one  is  prticisely 
that  given  by  all  others,  the  common  ground  for  these  common 
advances  may  be  epitomized  in  the  language  of  the  leading  witness  for 
the  carriers,  "We  need  the  money." 

Disregarding  for  the  moment  all  other  considerations,  this  state- 
ment that  rates  should  be  increased  because  the  carriers  need  greater 
revenue  than  hitherto,  sounds  ominous,  coming  as  it  did  in  a  year  of 
unexampled  railroad  earnings.  For  it  is  a  fact,  demonstrable  from 
the  figures  gathered  by  this  Commission,  that  at  no  time  in  the 
history  of  American  railroafls  hare  they  yielded  such  profits  or  was 
their  prospect  more  fair  than  in  the  fiscal  year  that  closed  June 
30,  1910. 

The  primary  impression  of  the  Commission  was  that  these  increased 
rates  were  impelled  by  the  "higher  cost  of  living"  to  the  rftilroada; 
that  they  were  merely  the  outgrowth  of  the  increased  cost  of  suppfies, 
fuel,  and  labor;  but  no  sooner  was  the  investigation  under  way  than 
these  matters  were  entirely  subordinated.  It  became  manifeet  that 
the  purpose  of  the  carriers  was  not  so  much  to  secure  ^iprovol  of 
u^  these  specific  rates  as  to  discover  the  mind  of  the  Commission  with 
respect  to  the  policy  which  the  carriers  might  in  future  puiBue,  and 
to  secure  if  possible  some  commitment  on  our  part  as  to  a  nation-wide 
pohcy  which  would  give  the  carriers  a  loose  rein. 

No  better  expression  of  this  thought  can  be  made  than  is  found 

in  the  opening  paragraph  of  the  brief  of  the  Atchison,  To[>eka  & 

Santa  Fe  Rulway  Company: 

Thn  Hu  nf  Th^  Atchison,  TopekA  &  Santa  Fe  Railway  Compuiy  is  that  American 

er  faava  been  high  enough  and  that  the  public  never  has  paid  ad«- 

ervice  which  it  has  received,  that  the  railway  company,  with  an 

»ta  iituation  geognphically,  touching  the  Great  Lakes,  the  Gulf  of 

Pacific  Ocean,  and  penetniting  alalee  and  teiriloriea  yielding  all 

',  has  never,  although  most  catefuUy  managed,  e«med  for  its  siock- 

lyaical  needs  half  the  money  to  which  it  has  been  entitled  from  the 

ved;  that  this  inadequate  return  has  prevented  it  tram  praparly 

[  the  development  of  the  country  or  meeting  the  demands  which  the 
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people  had  a  right  to  make  if  they  would  pay  for  the  things  demanded;  that  the 
increaaed  cost  of  operation  and  the  increase  of  taxes  have  for  years  been  encroaching 
upon  its  earnings  at  a  pace  which  all  the  economies  that  could  be  practiced  have  been 
insufficient  to  withstand;  that  the  demands  of  the  region  which  it  serves  call  for  the 
annual  expenditiure  of  about  $30,000,000,  while  imder  present  conditions  it  can  not 
procure  the  money;  that  for  the  reasons  given  it  has  never  had  the  credit  which  it 
should  have  enjoyed  as  a  great  and  constant  borrower  of  money;  and  that  to  meet  the 
needs  of  its  territory  henceforward  by  extending  and  improving  its  plant  it  niust 
have  more  cash  and  higher  credit,  and  both  of  these  must  come  from  higher  rates. 

It  is  doubtless  true  that  in  its  control  over  the  charges  which  our 
raihroads  may  make  this  CSommission  exercises  a  power  so  extensive 
as  to  justify  the  broadest  consideration  of  the  economic  and  financial 
effects  of  its  orders.  By  its  decisions  in  the  Abilene  Cotton  Oil  case, 
supra,  and  in  the  Illinois  Central  ca^e,  215  U.  S.  452,  the  Supreme 
Court  has  erected  this  CSommission  into  what  has  been  termed  ''an 
economic  court/'  or  to  give  it  a  more  commonplace  definition,  but 
one  perhaps  of  stricter  legal  analogy,  a  select  jury  to  pass  upon  the 
reasonableness  and  justness  of  railroad  rates,  rules,  and  practices. 
Within  broad  lines  of  discretion  the  courts  regard  the  conclusions  of 
the  CSommission  on  questions  of  fact  as  final.  There  is  an  appeal  upon 
questions  of  law  by  the  carriers  to  the  courts,  but  unless  a  constitu- 
tional guaranty  is  violated  the  order  of  this  CSommission  is  final,  pro- 
vided, of  course,  the  CSommission  does  not  overstep  the  jurisdictional 
limits  placed  upon  it  by  the  statute.  And  as  to  the  shipper  this 
tribimal  is  his  one  and  only  resort  against  injustice. 

We  must  not  regard  too  seriously,  however,  the  effort  of  railroad 
counsel  to  establish  this  Commission  in  loco  parentis  toward  the  rail- 
roads. We  must  be  conscious  in  our  consideration  of  these  rate 
questions  of  their  effect  upon  the  policy  of  the  railroads  and,  ulti- 
mately, upon  the  welfare  of  the  state.  This  coimtry  can  not  afford 
to  have  poor  railroads,  insufficiently  equipped,  unsubstantially  built, 
carelessly  operated.  We  need  the  best  of  service.  Our  railroad 
management  should  be  the  most  progressive.  It  should  have  wide 
latitude  for  experiment.  It  should  have  such  encouragement  as 
would  attract  the  imagination  of  both  the  engineer  and  the  investor. ' 
Nevertheless,  it  is  likewise  to  be  remembered  that  the  Government 
has  not  undertaken  to  become  the  directing  mind  in  railroad  man- 
agement. We  are  not  the  managers  of  the  railroads.  And  no  mat- 
ter what  the  revenue  they  may  receive  there  can  be  no  control  placed 
by  us  upon  its  expenditure,  no  improvements  directed^  no  economies 
enforced. 

BEQULATION  V,    LAISSEZ   FAIRB. 

The  full  significance  of  the  opening  sentence  quoted, ''  that  American 
railway  rates  never  have  been  high  enough  and  the  public  has  never 
paid  adequately  for  the  service  which  it  has  received,''  can  not  be 
appreciated  until  one  stops  to  think  that  for  nearly  seventy-five  years 

20 1.  C.  C  Bep. 


318  INTEBSTATE  COMMERCE  COMMISSION  REPORTS. 

after  the  first  railroad  was  built  the  American  Gk)veniment  did  not 
choose  to  exercise  the  power  of  regulating  the  charges  of  interstate 
railroads.  These  carriers,  charged  with  a  public  trust,  were  given  a 
free  hand  in  the  institution  of  their  own  rates  until  within  the  last 
four  years,  and  they  now  appear  asking  the  protection  of  the  law  to 
increase  their  rates,  which  under  the  play  of  economic  forces  they  say 
never  have  been  high  enough.  Throughout  this  record  it  appears 
that  a  literary  campaign  has  been  conducted  by  the  use  of  railroad 
money  with  the  manifest  purpose  of  establishing  both  at  home  and 
abroad  the  impression  that  the  effect  of  railway  regulation  in  the 
United  States  is  injurious  to  the  American  railroad,  ^despread 
circulation  has  been  given  to  the  pessimistic  utterances  of  railroad 
financiers  who  sought  to  fix  the  idea  that  injustice  was  being  done 
our  railroads  by  restrictive  and  oppressive  legislation.  Yet  it  is 
apparent  that  the  carriers  at  present  in  this  and  similar  cases  are 
relying  upon  the  restrictive  provisions  of  the  law  which  declare 
concessions  from  the  published  rate  to  be  criminal  and  thus  give 
stability  to  rates — at  least  as  between  carriers — to  permit  the  eleva- 
tion of  rates  to  a  standard  which  under  the  force  of  competition 
the  carriers  were  unable  to  reach  and  maintain. 

President  Ripley,  of  the  Santa  Fe,  in  his  testimony,  which,  it  maybe 
said,  was  the  broadest  and  most  statesmanlike  of  any  given  herein,  said 
that  in  the  past  the  rates  in  the  territory  through  which  his  road  runs 
had  not  been  sufficiently  high,  although  they  had  been  made  without 
any  substantial  regulation.  Being  asked  if  in  his  opinion  the  result  of 
operating  railroads  without  regulation  had  resulted  in  not  making 
a  proper  return  to  the  carriers,  he  answered  emphatically,  "I  do." 

''And  now,  that  we  have  regulation,  rates  should  be  put  upon  a 
paying  basis,  is  that  your  opinion  f'  he  was  asked. 

To  which  his  answer  was,  **Yes." 

Could  there  be  any  position  less  reasonable  than  to  cry  out  against 
restrictive  legislation  and  in  the  same  breath  ask  benefits  under  this 
legislation  which  never  were,  and  admittedly  never  could  have  been, 
won  in  the  open  field  of  unlimited  competition  f 

The  attitude  of  the  American  people  toward  their  railroads  is  one 
of  friendship,  not  enmity.  Those  who  are  familiar  with  the  history 
of  European  and  American  railroads  know  that  no  other  people  have 
been  more  generous  in  their  treatment  of  such  great  enterprises  than 
have  been  the  American  people.  Not  only  has  the  Federal  Govern- 
ment granted  extensive  land  concessions  to  many  roads  (an  area 
estimated  by  a  former  Attorney  Greneral  of  the  United  States  to  be 
as  large  as  nine  states  the  size  of  Pennsylvania),  but  state  and  munic- 
ipal governments  have  by  grants  of  land  for  rights  of  way  and  terminal 
purposes,  the  voting  of  bonds  in  aid  of  construction,  and  by  guarantees 
of  bond  issues  promoted  extensive  lines  of  road,  some  of  which  were  not 
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justified  at  the  time  of  their  construction  upon  any  reasonable  basis 
of  probable  return.  While  th^re  doubtless  has  been  spasmodic  and 
demagogic  effort  in  various  sections  of  our  country,  which  made  for 
the  injury  of  the  carriers,  the  trend  of  control  and  regulation  as  a 
whole  has  been  conservative,  wise,  and  sympathetic  toward  the 
mvestors  in  such  enterprises. 

If  we  contrast  the  action  of  the  British  Grovemment  toward  its 
railroads  with  that  of  the  Grovemment  of.  the  United  States  toward 
our  roads  it  will  be  manifest  that  we  have  allowed  to  American  car- 
riers far  more  play  for  the  exercise  of  individual  judgment  and 
initiative  than  has  our  sister  nation  across  the  ocean.  The  act  to 
regulate  commerce  grants  to  the  Interstate  Commerce  Commission 
much  less  of  power  than  is  vested  in  the  Canadian  commission  by 
our  northern  neighbor. 

Whatever  of  doubt  has  arisen  in  the  public  mind  respecting  the 
value  of  our  raihx^ad  securities  has  come,  we  are  convinced,  rather 
from  the  too  reckless  policy  of  stock  manipulators  parading  under 
the  title  of  financiers  than  from  any  course  of  governmental  policy 
on  the  part  of  the  American  people. 

The  raibx)ad8  make  complaint  that  they  no  longer  have  a  free 
hand.  Yet  the  fact  is  that  they  have  fared  better  under  such  con- 
trol as  that  to  which  they  are  at  present  subjected  than  under  a 
preceding  r6gime  of  laissez  faire.  On  July  1,  1901,  there  were  in  the 
United  States  reporting  to  this  Commission  195,561  miles  of  railroad, 
yielding  a  gross  operating  revenue  of  $1,572,960,868,  or  $8,043  per 
mile.  The  net  operating  revenues  of  these  roads  amounted  to 
$577,221,171,  or  $2,951  per  mile.  Coming  forward  ten  years  to  July 
1,  1910,  we  find  that  the  mileage  of  our  roads  increased  to  238,411 
miles,  which  yielded  for  the  preceding  fiscal  year  a  total  gross  income 
of  $2,818,411,419,  or  $11,822  per  mile.  The  net  operating  revenues 
reached  the  unparalleled  figure  of  $932,848,978,  or  $3,913  per  operated 
mile,  an  increase  of  33  per  cent  in  net  per  mile  over  the  figures  of 
but  ten  years  ago.     The  advance  year  by  year  is  shown  in  this  table: 
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The  magnitude  of  this  increase  may  be  appreciated  when  one 
confflders  the  colunm  headed  "Net  operating  reveiiues."  A  gain  of 
over  $109,000,000  in  net  revenue  was  made  by  the  railroads  of  this 
country  in  the  lost  year.  A  sum  four  times  as  great  as  the  total 
paid  by  the  United  States  for  Alaska,  the  Louisiana  Purchase,  and 
Florida,  combined,  was  added  to  the  net  profits  of  our  carriers  in  one 
'  year  over  and  above  the  profits  of  the  preceding  year.  And  the 
_.'  mileage  operated  was  but  3,000  miles  greater  in  the  one  year  than 
in  the  other.  With  an  increase  of  38,000  miles  between  1902  and 
1910  the  net  revenues  received  from  the  operation  of  our  railroads 
increased  over  $300,000,000. 

INCBEASINO  DIVIDENDS. 

Coming  to  a  consideration  of  the  return  to  the  holders  of  American 
railroad  stocks,  we  find  a  result  equally  gratifying.  It  is  almost  axio- 
matic that  the  investment  in  an  American  railroad  is  not  represented 
by  its  capitalization.  This  generalization  is  subject  to  a  few  ex- 
ceptions. This  commission  can  not  accept  capitalization  as  repre> 
senting  either  investment  or  value.  As  conservative  an  authority 
as  Judge  Noyes  may  be  quoted  to  the  effect  Uiat "  Stocks  are  watered, 
anticipated  profits  are  capitalized  in  advance,  a  laige  volume  of 
securities  is  deemed  desirable  for  speculative  purposes.  Therefore," 
•^  he  says,  "fictitious  capitalization  is  not  an  element  of  value.  The 
amount  of  the  outfitanding  stocks  and  bonds  is  seldom  any  true 
measure  of  worth.  A  railroad  can  not,  by  the  manufacture  of  paper 
securiUee,  impose  upon  the  public  the  burden  of  making  them  pay 
real  profits." 

Bearing  this  thought  in  mind,  let  us  glance  at  the  following  sum- 
mary showing  the  amount  and  percentage  of  capital  stock  upon  which 
dividends  were  declared  between  Qie  years  1888  and  1910: 
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This  table;  it  will  be  observed,  begins  with  the  first  year  after  the 
act  to  regulate  commerce  took  effect.  At  that  time  but  38  per  cent 
of  the  stock  of  American  railroads  was  paying  dividends.  The 
amount  paid  was,  in  round  figures,  $80,000,000  per  year.  Passing 
over  the  years  of  industrial  panic  and  coming  to  the  year  1900  we 
find  45  per  cent  of  the  stock  paying  dividends  amoimting  to  $139,- 
600,000.  These  dividends  were  paid  upon  stock  having  a  par  value 
of  $2,669,000,000,  upon  which  the  average  rate  paid  was  5.23  per 
cent.  In  1910,  however,  the  amount  of  stock  paying  dividends  had 
increased  to  nearly  $5,500,000,000,  or  more  than  double  what  it  was 
in  1900;  the  actual  amount  paid  in  dividends  had  increased  to  $405,- 
000,000,  or  nearly  three  times  the  amoimt  paid  in  1900,  and  the  aver- 
age rate  had  increased  over  42  per  cent. 

Thus  we  see  that  at  the  very  time  that  the  carriers  in  the  east  and 
in  the  west  were  taking  imited  action  to  increase  their  rates,  they 
were  compiling  their  annual  statements,  which  show  from  the  stand- 
point of  net  revenue  and  of  dividends  upon  stocks  the  railroads  of  the 
United*  States  as  a  whole  have  never  before  prospered — not  even  in 
the  heyday  of  1907 — as  they  did  in  1910,  which,  be  it  remarked,  was 
but  two  years  removed  from  the  financial  panic  of  1907-8. 

A   FOBEION  APPRECIATION. 

It  may  be  interesting  to  learn  in  this  connection  what  the  impartial 
view  of  European  experts  is  as  to  the  American  railway  situation. 
We  find  in  the  London  Statist  for  December  3, 1910,  an  article  dealing 
with  this  question,  from  which  we  extract  a  few  pregnant  and  illiuni- 
nating  passages.  The  Statist,  it  may  be  said,  is  a  financial  authority 
of  the  highest  character  to  which  reference  has  repeatedly  been  made 
during  the  course  of  this  hearing  by  railroad  witnesses. 

No  one  who  acqiiaintis  himself  with  the  condition  of  the  American  railway  industry 
can  fail  to  be  impressed  by  the  strong  position  it  has  now  attained.  This  strength  has 
come  from  a  variety  of  causes,  the  most  important  of  which  is  the  enormous  expansion 
in  traffic  from  year  to  year  and  from  decade  to  decade.  Occasionally  a  crisis  arises, 
which  for  the  moment  gives  a  setback  to  the  traffic,  but  within  a  year  or  two  the  whole 
of  the  decline  is  regained  and  there  is  again  rapid  expansion.  Since  1883  compre- 
hensive data  covering  the  whole  of  the  railways  of  the  United  States  have  been  pub- 
lished in  that  excellent  work,  Poor's  Manual,  and  the  information  has  shown  that  the 
tzaffic  of  American  railways  doubles  every  10  years,  but  that  until  1899  the  growth  in 
earnings  was  very  small  in  proportion  to  the  growth  of  traffic  in  consequence  of  the 
constant  taM  in  the  average  rates  and  fares.  The  second  cause  of  increased  strength  is 
the  maintenance  of  the  average  freight  rate,  which  during  the  last  10  years  has  enabled 
the  railways  to  gain  all  the  advantage  of  the  great  growth  of  traffic.  From  1889  to 
1899  an  increase  of  85  per  cent  in  the  ton  mileage  was  attended  by  an  increase  of  only 
40  per  cent  in  the  freight  earnings,  whereas  from  1899  to  1909  an  increase  of  not  quite 
80  per  cent  in  the  ton  mileage  was  attended  by  an  increase  of  86.5  per  cent  in  the 
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freight  eamings.  To  ehow  the  widely  different  conditions  under  which  the  ndlwayB 
are  now  operated  from  those  which  prevailed  during  the  greater  part  of  the  nineties, 
when  the  railways  suffered  from  falling  rates,  we  give,  first,  a  statement  of  the  ton 
mileage  freight  receipts  and  average  freight  rate  in  1899  in  comparison  with  1889: 
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And,  second,  the  comparison  for  the  past  ten  years. 
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This  steadiness  of  the  freight  rate  had  undoubtedly  largely  contributed  to  the 
improvement  in  railway  results.  But  beyond  the  two  foctors  of  growth  of  traffic  and 
the  steadiness  of  the  freight  rate  the  improved  position  is  due  to  the  wonderful  economy 
with  which  the  traffic  is  now  handled.  Between  1889  and  1899  the  great  expansion  in 
traffic  brought  with  it  an  increase  in  the  trainload  from  160  tons  to  237  tons,  but  the 
growth  of  traffic  in  the  past  decade  has  been  accompanied  by  an  improvement  in  the 
average  trainload  from  237  tons  to  385  tons.  In  other  words,  a  growth  of  79  per  cent 
in  the  ton  mileage  in  the  past  years  has  been  attended  by  an  increase  of  only  10  per 
cent  in  the  train  mileage. 

•  •••••• 

Another  factor  which  has  made  for  economy  has  been  the  recognition  that  (me  of 
the  essentials  of  a  cheap  system  of  transportation  is  density  of  traffic,  and  that  a  multi- 
plicity of  parallel  lines  is  less  advantageous  to  everyone  than  a  smaller  number  of 
lines  enjoying  a  dense  traffic  conveyed  in  heavily  loaded  trains.  In  the  last  twenty 
years  the  density  of  traffic  per  mile  of  road  has  more  than  doubled. 

•  •••••• 

A  fourth  influence  which  has  made  for  the  increased  profitableness  of  the  industry 
has  been  the  economy  of  capital.  In  the  ten  years  to  1909  the  capital  expended  upon 
road  and  equipment  increased  only  41  per  cent,  while  the  units  of  traffic  increased  81 
per  cent  and  the  gross  receipts  increased  88  per  cent. 

•  •••••• 

The  expansion  of  traffic,  the  maintenance  of  the  freight  rate,  the  growth  of  densityi 

the  economy  of  operation,  and  the  consequent  saving  of  capital  have  brought  great 
advantage  to  everyone  concerned.  In  the  first  place,  there  is  practically  no  compari- 
son between  the  physical  condition  of  the  railways  to-day  with  that  of  ten  yean  ago. 
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The  main  lines  of  the  country  are  now  furnished  with  very  heavy  rails,  are  provided 
with  strong  bridges,  have  easy  gradients  and  moderate  curvatures,  all  of  which  render 
traveling  much  safer  than  it  used  to  be.  The  employees  have  derived  great  advantage 
from  the  new  order  of  things,  and  in  the  past  ten  years  have  secured  much  higher  rates 
of  wages  and  better  conditions  of  labor.  The  return  upon  capital  has  also  appreciably 
increased,  and  their  improved  credit  has  enabled  and  is  enabling  the  railways  to  raise 
the  additional  capital  required  to  deal  with  the  growing  traffic  without  difficulty— a 
matter  of  no  small  importance,  having  regard  to  the  blow  given  to  their  credit  in  the 
nineties  through  the  unsound  currency  legislation  which  so  seriously  a£fected  their 
traffic.  Furthermore — and  this  matter  is  by  no  means  an  unimportant  one — the 
economy  of  capital  expended  upon  the  railways  resulting  from  the  more  scientific 
method  of  operation  has  enabled  a  much  larger  proportion  of  the  Nation's  savings  to  be 
devoted  to  other  industries  than  otherwise  would  have  been  possible,  and  has  thereby 
greatly  increased  the  productive  power  of  the  country.  In  1898-9  the  capital  expended 
per  unit  of  the  traffic  dealt  with  was  7.23  cents,  whereas  in  1908-9  it  was  only  5.64  cents, 
a  reduction  of  22  per  cent. 

•  •••••• 

Owing  to  the  appreciable  advance  in  the  rate  of  wages  and  the  higher  prices  of  com- 
modities, the  increase  in  revenue  expenditure  has  been  somewhat  greater  in  propor- 
ticm  than  the  increase  in  gross  receipts.  Nevertheless,  the  proportionate  increase  in 
net  receipts  corresponds  closely  to  the  expansion  in  the  traffic.  This  will  be  evident 
from  the  following  statement: 

Orowth  of  traffic  and  of  earnings. 
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1  Includes  taxes. 

Inasmuch  as  the  increase  of  capital  in  the  ten  years  was  only  41.5  per  cent  and 
the  increase  in  net  receipts  was  79.3  per  cent,  the  percentage  of  net  earnings  to  cap- 
ital increased  27  per  cent.  In  1908-9  it  was  5.25  per  cent,  and  ten  years  previously 
it  was  4.13  per  cent.  When  we  consider  the  advance  in  the  rate  of  wages  and  in  the 
cost  of  commodities,  such  a  result  bears  eloquent  testimony  to  the  great  skill  and 
economy  exercised  in  dealing  with  the  traffic. 

•  •••••• 

After  the  expansbn  in  the  traffic  and  earnings  of  last  year,  the  further  increase  this 
year  is  at  a  diminished  rate,  and  it  is  probable  that  for  the  twelve  months  to  June  next 
the  increase  in  traffic  and  in  gross  receipts  will  be  below  the  normal  rate  of  expansion. 
Nevertheless,  in  view  of  the  good  crops  it  will  probably  be  appreciable.  On  the  other 
hand,  the  expenditure  of  the  current  year  may  not  liiow  any  considerable  increase, 
notwithstanding  the  advance  in  the  rate  of  wages.  In  the  winter  months  of  last  year 
large  sums  had  to  be  spent  by  most  of  the  roads  in  repairing  the  damage  caused  by 
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floods  and  by  severe  weather,  and,  unless  the  ndlways  are  again  unfortunate,  compari- 
son with  these  abnormal  expenses  will  enable  laige  sums  to  be  saved  in  the  next  few 
months.  On  the  whole,  we  anticipate  that  the  profits  of  the  railway  companies  this 
year  will  be  maintained  at  about  last  year's  high  level,  and  that  the  laige  profits  will 
cause  some  of  the  companies  to  raise  their  dividends  above  the  moderate  rates  they 
are  now  paying  out  of  their  great  profits. 

The  sentence  last  quoted  may  be  taken  to  reveal  the  attitude  of 
the  European  stockholder  who  asks  that  he  may  have  a  larger  share 
out  of  the  ''great  profits"  which  the  American  railroads  are  making. 
This  presents  the  awkward  dilemma  in  which  the  American  railroad 
man  is  placed.  His  European  shareholders  insist  upon  larger  dividends 
because  of  increasing  profits,  while  he  is  demanding  higher  rates  in 
order  that  his  credit  at  home  and  abroad  may  be  sustained. 

PROFITS  AND  DIVIDENDS  OF  WESTERN   CARRIERS. 

Before  proceeding  further  to  a  consideration  of  other  aspects  of 
the  general  situation  it  becomes  peculiarly  pertinent  at  this  point  to 
discover  what  has  been  the  financial  fortime  of  the  western  carriera 
specifically  involved  in  this  proceeding.  While  many  carriers  are 
named  as  defendants  herein,  they  are  in  the  greater  part  extremely 
small  local  lines.  The  territory  is  served  by  a  few  large  systems, 
which  we  will  deal  with  as  typical,  though  some  are  much  stronger 
than  others.  It  may  here  be  remarked  that  the  burden  of  support- 
ing the  increase  Iq  rates  herein  has  been  assiuned  largely  by  the 
Santa  Fe  and  Burlington  roads,  with  which  we  shall  chiefly  deal.  To 
these  lines  we  have  here  added  the  figures  for  the  Chicago  &  North 
Western  Railway  Company,  the  Chicago,  Milwaukee  &  St.  Paul  RaU- 
way  Company,  the  Chicago,  Rock  Island  &  Pacific  Railway  Company, 
and  the  Chicago  &  Alton  Railroad  Company. 

In  1901  these  six  roads  paid  dividends  of  $26,000,000.  Ten 
years  later  these  roads  paid  more  than  twice  that  amount  in 
dividends.  At  the  close  of  the  first  half  of  the  decade  they  were 
paying  in  dividends  over  $35,000,000,  and  at  the  close  of  the  second 
half  of  the  decade  they  were  paying  $20,000,000  in  addition.  These 
are  the  figures  as  to  dividends,  but  they  do  not  represent  the  net 
profits — and  net  profits,  it  is  not  to  be  forgotten,  are  the  profits  of  the 
stockholders — all  operating  expenses  (maintenance  charges  included) 
having  been  deducted,  also  taxes  and  all  interest  on  bonded  debt. 
After  paying  dividends  of  $43,000,000  in  1909,  there  remained  a 
stockholders'  profit  of  $25,000,000.  The  dividends  next  year  were 
raised  to  $55,000,000  and  this  left  but  a  balance  of  $14,000,000. 
Here,  for  sake  of  convenience,  we  insert  the  table  from  which  these 
figures  are  taken. 
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Statement  Aomng  a^grtgaU  figwe*  for  Atdiuon,  Toptka  it  Santa  Ft  Hailwag  0>., 
Chioago,  Bwlington  ie  Quinty  Railroad  Co.,  Cftieago  &  North  Wtttera  Ratiwaj/  Co., 
Chioago,  Miluxtutee  &  St.  Paul  Railtam  Co.,  Chicago,  Roet  bland  ie  Pae\fie  Railwag 
Co.,  Chieago  A  Alton  Railrood  Co. 
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Wliile  the  balance  was  but  $14,000,000  in  1910,  it  ia  worth  while 
paanng  the  eye  along  the  same  tine,  and  there  it  will  he  seen  that 
maintenBnce  charges  in  1910  were,  nearly  $115,000,000,  as  against 
$18,000,000  less  the  preceding  year.  If  maintenance  charges  had  in 
the  last  year  been  no  greater  than  they  were  in  1909  the  balance 
would  have  been  over  $32,000,000.  These  maintenance  totals  are 
interesting  as  indicating  the  policy  of  these  road^ — to  keep  equip- 
ment, track,  and  structuiee  up  to  perfect  condition  out  of  operating 
revenues  before  the  net  profits  are  found.  The  traffic  of  the  year 
assumes  this  burden.  It  is  in  evidmice  that  the  Santa  Fe  keeps  its 
equipment  out  of  current  revenue  up  to  a  perfect  condition — as  good 
as  new.  And  it  was  Mr.  Ripley's  testimony  that  he  improved  his 
road  each  year  out  of  the  operating  revenues  of  the  year,  one  illustra- 
tion given  by  himself  being  the  building  of  a  cement  tube  throughout 
the  longest  tunnel  on  his  road  at  an  expense  of  $700,000,  entirely  out 
of  maintenance. 

Going  somewhat  into  detail  as  to  the  two  typical  roads  (see  Appen- 
dix A,  at  the  close  of  this  opinion  for  tabulated  statements  of  the  sev- 
eral carriers),  we  find  that  the  Santa  Fe  has  paid  a  dividend  of  5  per 
cent  upon  its  preferred  stock  for  the  past  10  years  and  earned  an 
average  of  nearly  9  per  cent  upon  its  common  stock,  and  this  after 
paying  interest  upon  bonds,  which  at  present  average  $44,000  asingle- 
track  mile.  Upon  a  capitalization  of  $84,000  per  mile  the  Santa  Fe 
earns  the  following  return:  Approximately  4  per  cent  upon  $44,000 
bonded  debt,  5  per  cent  upon  $16,000  preferred  stock,  and  9  per  cent 
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on  $24,000  common  stock.^  The  Santa  Fe,  however,  has  reserved  a 
considerable  proportion  of  each  year's  income,  which  might  have  been 
applied  on  common  stock.  Since  the  reorganization  in  1897,  there 
have  been  but  two  years  when  no  dividend  was  paid  on  preferred. 
The  total  amoimt  paid  in  dividends  since  the  reorganization  of  the 
road  in  1897  is  over  $116,000,000.  And  in  addition  to  these  divi- 
dends stockholders  have  received  various  "rights"  on  new  stock. 

From  a  glance  at  the  income  statement  of  the  Burlington  it  will 
be  seen  that  its  net  profits  in  1910,  after  deducting  all  operating 
expenses,  taxes,  and  fixed  charges,  amoimted  to  nearly  $14,000,000 
(which  allowed  an  8-per-cent  dividend  upon  its  stock  and  a  balance, 
or  surplus,  of  $5,108,000),  or  the  equivalent  of  12  per  cent  on  the 
common  stock.  There  has  not  been  a  year  in  the  past  10  when  it 
did  not  have  net  profits  sufficient  to  pay  more  than  7}  per  cent  upon 
its  capital  stock  of  $110,000,000,  and  since  1903  these  have  been  the 
percentages  earned  on  capital  stock  outstanding  for  the  years  named: 
1903,  13.40  per  cent;  1904,  12.32  per  cent;  1905,  13.31  per  cent; 
1906,  12.40  per  cent;  1907,  12.49  per  cent;  1908,  10.83  per  cent; 
1909, 11.77  per  cent;  1910,  12.61  per  cent.  The  average  for  the  past 
10  years  is  11.68  per  cent. 

To  go  still  furdier  back,  we  find  that  during  the  16  years  185&- 
1870  the  Buriington  paid  dividends  averaging  12.33  per  cent  per 
annum;  lOf  years, May  1, 1870,  to December31, 1880,  averaging  11.08 
per  cent  per  annmn;  1881-1890,  7  per  cent  per  annum;  Januaiy  1, 
1891,  to  June  30,  1900,  4.8  per  cent  per  annum;  1901-1910,  7.726 
per  cent  per  annum.  The  total  amount  of  dividends  paid  during 
the  period  of  56  years  is  $220,345,646.70. 

MONEY  BOBBOWED. 

We  have  heard  much  throughout  this  inquiry  as  to  the  mainte- 
nance of  the  credit  of  the  carrier.    This  credit  is  based  upon  the  faith 

1  Since  the  iaBOAiioe  of  this  report  oar  attention  haa  been  directed  to  the  £act  that  the  capltallaatiaQ 
per  mile  of  road  as  giren  above  may  be  mliJeadlng  in  that  it  la  the  result  of  dlTldlng  the  total  capi- 
talisation of  the  system  by  the  mileage  of  the  Santa  Fe  Company  proper.  The  system  mileafe  oo 
June  90, 1910,  was  10,406.61  miles,  as  against  6,837.06  miles  for  the  company  It  is  now  said  that  tha 
true  capitalization  per  single-track  mile  for  the  system  is  $56,353.  Upon  soch  mileage  the  Santa  Fto 
system  in  the  year  1910  earned  4  per  cent  on  a  bonded  indebtedness  of  129,467  per  mile,  6  per  cent  on 
$10,974  per  mile  of  preferred  stock,  and  9  per  cent  on  $16,912  per  mile  of  common  stock.  It  will  thai 
be  seen  that  the  percentages  paid  upon  the  system  are  not  changed  by  this  manner  of  oomputatioa. 

The  total  system  capitaliation  of  $860,000,000  was  in  part  issued  and  applied  to  the  acquirement  ol 
subsidiary  lines.  An  effort  was  made  by  the  Commission  at  the  hearing  to  separate  the  iuTestment 
in  these  subsidiary  companies  from  the  iuTestment  in  the  main  line,  but  this  we  were  toM  by  the 
general  auditor  of  the  company  could  not  be  done.  His  testimony  was  as  follows:  **  These  lubsidiary 
companies  that  form  a  part  of  the  regular  company  come  to  us,  and  there  is  no  way  of  telling  how 
much  of  those  companies  is  represented  in  our  inrestment  For  instance,  we  issued  securities  to 
cover  the  entire  investment  in  the  new  company,  the  new  Atchium,  Topeka  A  Santa  Fe  Railway  Com- 
pany;  they  issued  securities  to  cover  its  entire  investment  in  the  Gulf,  Colorado,  in  the  Southern 
Kansas  A  Texas,  in  the  Sonora,  and  the  Southern  California,  and  the  R.  0.  A  E.  P.,  and  so  forth. 
These  lines  are  simply  one  general  total  in  our  investment,  and  there  is  no  way  of  separating  tha 
Investment  in  these  properties  from  the  investment  in  the  main  line." 
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of  those  haying  money  to  loan  who  must  be  made  to  feel  that  their 
investment  is  safe  and  its  return  certain,  or  as  reasonably  certain  as 
the  hazards  of  the  best-considered  enterprise  will  permit.  Now, 
there  surely  is  no  better  way  to  measure  the  faith  of  a  people  in  an 
enterprise  than  by  discovering  how  large  a  volimie  of  their  savings 
they  have  been  willing  to  invest  in  it.  Let  us  for  a  moment,  there- 
fore, r^ard  the  amounts  which  the  railroads  have  secured  from  the 
investing  public  in  bonds  alone  in  these  ten  years. 

The  reports  of  the  railroads  of  the  United  States  show  that  while  in 
1899  the  total  bonded  debt  was  $5,518,943,172,  upon  which  interest 
amounting  to  $251,158,087  was  paid,  in  1909  the  total  bonded  indebted- 
ness had  increased  to  $9,801,590,390,  and  the  amount  of  interest  paid  to 
$382,675,101,  while  in  this  time  (ten  years,  1899-1909)  the  amount  of 
road  had  increased,  including  aU  track,  from  244,820  miles  to  332,956 
miles.  Or,  otherwise  stated,  the  railroads  of  the  United  States  in 
ten  years  floated  mortgage  bonds  upon  their  property  to  the  extent 
of  upward  of  foiu*  and  a  quarter  billions  of  dollars.  Their  mortgage 
indebtedness  increased  77  per  cent,  while  their  mileage  increased  but 
36  per  cent,  and  on  this  mortgage  debt  interest  was  paid  in  1899  at  the 
rate  of  4.55  per  cent,  while  in  1909  it  was  paid  at  the  rate  of  3.90  per 
cent. 

These  figures  are  incomprehensible.  Our  railroads  borrowed  upon 
mortgage  in  one  decade  more  than  twice  as  much  as  the  national  debt 
at  the  close  of  the  civil  war.  "Give  us  reason  for  hope,"  is  the 
impassioned  cry  of  one  of  the  railroad  counsel.  ''We  wish  to  know 
that  we  may  have  the  funds  wherewith  to  supply  the  transportation 
needs  of  our  people."  To  this  there  is  apparently  no  answer  unless 
one  is  suggested  by  these  figures.  Bismarck  thought  to  utterly 
destroy  France  as  a  rival  in  European  poUtics  by  exacting  from  that 
thrifty  nation  a  tribute  of  less  than  one-fourth  the  amount  which  has 
been  loaned  to  a  comparatively  limited  group  of  American  railroad 
financiers  in  the  past  ten  years. 

And  with  an  increasing  rate  of  dividends  to  the  stockholder  and  an 
increasing  net  revenue  the  rate  of  interest  paid  on  these  loans  has 
declined.  In  other  words,  the  investor  in  rdlroad  bonds  was  willing 
throughout  these  ten  years  past  to  receive  less  for  his  money  on  a 
railroad  bond  than  he  was  when  there  were  fewer  railroads  to  serve 
this  great  continent  and  less  regulation. 

The  thought  suggests  itself  from  a  reading  of  the  position  of  the 
Santa  Fe,  which  we  have  quoted  (and  this  extract  is  taken  only  as 
typical  of  much  that  appears  in  nearly  all  the  briefs  of  the  carriers), 
that  possibly  the  western  roads,  with  which  we  are  here  particularly 
ooncemed,  have  not  had  their  share  of  these  great  advances  of  capitaL 
Immediately  west  of  Chicago  lies  the  prairie  coimtiy,  where  the  com 
and  wheat,  the  cattle  and  hogs,  whidi  supply  in  so  considerable  a 

20  L  O.  O.  Rep. 


328 


INTEB8TATB  COMMEBCE  COMMISSION  BBFOBTS. 


part  the  needs  of  America  are  raised.  This  was  a  country  already  well 
developed  in  transportation  faciUties  when  the  new  century  dawned, 
so  that  there  was  less  room  for  extension  within  this  territory  than 
there  was  in  the  mountain  country  beyond.  NeverthelesSi  we  find 
six  alone  of  these  roads  to  have  borrowed  over  $450,000,000 — ^more 
than  the.  United  States  Government  estimates  will  be  necessaiy  to 
build  the  Panama  Canal.  In  ten  years  these  roads  have  added  to 
their  funded  debt  over  60  per  cent  of  the  amoimt  they  owed  at  the 
beginning  of  the  decade. 

Comparative  staUmerU  of  funded  debt. 


Name  of  road. 


Atohtem.  Tojpeka  A  Santo  Fe. . 

Chicago  dc  Alton 

Chicago  A  North  Western 

Chicago,  Burlington  A  Qoincy. 
Chicago,  MUwaokee  &  St  Paul 
Chicago,  Book  laland  A  Padflo 

Total 


1910 


$199,085,710 

22,000,000 

149,329,000 

147,204,300 

126,941,800 

68,061,000 


8900,610^981 
79, 650,  no 
204,960,008 
209,856,000 
177,534.800 
202,361,000 


712,501,610  I      1,174,861, 


When  we  compare  the  increase  in  the  total  capitalization  (stocks 
and  bonds)  of  these  same  six  roads  alone,  we  find  that  in  stock  and 
bonds  there  is  an  increase  of  over  $759,000;000. 


Name  of  road. 


Atdilaon.  Topeka  A  Santo  Fe.. 

Chloago  A  Alton , 

Chicago  A  North  Western , 

Chicago,  Burlington  A  Qoincy. 
Chicago,  MUwaokee  A  St  PaoL 
Chicago,  Rook  laland  A  Padflc 

TotaL 


84S2,621,n0 
61,086,800 
215,666.821 
257,782,000 
227,421,700 
118,081,000 


1,812,440,581 


1910 


8580,878,618 
133,300,800 
360,818,488 
830,691.100 
410,167,600 
377,361,000 


2,071,800,^ 


The  increase  in  the  funded  debt  of  the  Santa  Fe  in  the  period  of 
five  years  190&-1910  over  the  five  years  preceding  was  28  per  cent, 
while  the  increase  in  capital  stock  for  the  same  period  was  but  1  per 
cent.  The  funded  debt  of  the  Alton  increased  for  the  last  five  years 
over  the  preceding  five  years  39  per  cent,  capital  stock  5  per  cent. 
The  North  Western,  on  the  other  hand,  increased  its  funded  debt  for 
the  same  period  but  18  per  cent,  while  its  capital  stock  increased  75 
per  cent.  This  stock,  however,  was  distributed  among  the  existing 
shareholders  at  par,  although  it  commanded  in  the  market  as  much 
as  20  per  cent  above  par.  The  fimded  debt  of  the  Burlington  increased 
17  per  cent,  while  its  capital  stock  increased  one-tenth  of  1  per  cent. 
The  funded  debt  of  the  Milwaukee  increased  1 1  per  cent  in  one  five- 
year  period  over  the  other,  while  its  capital  stock  increased  59  per  cent. 
The  comment  as  to  the  North  Western  also  applies  as  to  the  distribu- 
tion of  the  Milwaukee  capital  stock.    The  Bock  Island  increased  its 
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funded  debt  in  the  one  fiye-year  period  over  the  other  67  per  cent, 
and  its  capital  stock  but  12  per  cent.  The  latter  has  remained  sti^ 
tionary  for  six  years  owing  to  the  fact  that  it  is  all  owned  by  a 
holding  company. 

The  Santa  Fe  alone  increased  its  total  capitalization  during  the 
ten-year  period  by  $150,000,000.  The  North  Western  increased  by 
almost  an  equal  amount,  or  $144,000,000;  the  Milwaukee  by  nearly 
$200,000,000.  These  figures  evidence  a  confidence  on  the  part  of  the 
investing  public  in  the  future  of  these  carriers  which  is  a  complete 
answer  to  the  fear  that  underlies  their  appeal  to  this  Commission  for 
the  announcement  of  a  policy  that  will  strengthen  their  credit. 

That  there  has  been  no  fixed  or  uniform  relation  between  the  issu- 
ance of  stocks  and  bonds  is  shown  by  the  following  statement: 


Ntmeof  road. 


Atchison.  Topeka  &  Santo  Fe .. 

Chicago  A  Alum 

Chicago  A  Northwestern 

Chicago,  Buriinetoo  &  Quincy  . 
Chicago,  MilwaidEee  A  St.  Paoli 
Chicago,  Rook  Island  A  Padflo. 

Total 


81i«le 
track  oper- 
ated; 
mileage. 


7,460 
W8 
7,629 
9,023 
8,974 
7,400 


41,483 


Total  eapltal. 


$580,000,000 
128.000,000 
860,000,010 
330,000,000 
410,000,000 
277,000,000 


Stock. 


8280,000,000 

44,000,000 

186,000,000 

110,000,000 

282.000.000 

78,000.000 


2,070,000,000 


890,000  000 


Funded 
debt. 


8300,000.000 
79.000.000 
206.000,000 
210.000.000 
178.000,000 
202,000,000 


1,174.000,000 


1  Inohiding  Puget  Sound. 

That  this  capitalization  has  no  relation  to  income  is  at  once  observ- 
able from  this  table,  which  shows  the  capitaUzation  per  mile  when 
compared  with  the  net  revenue  per  mile: 

Compari$on  of  eapUalizoHon  per  miU  of  road  with  operating  incoTne  per  miU  on  a  tingk' 
track  basii  (line  basii)  operated,  after  all  expen»e$  have  been  paid. 


Name  of  road. 


Atehiwn,  Topeka  A  Santo  Fe 

Chloi^o,  Buritngton  &  Qntnoy 86,838 

Chkago  A  North  WestolnTT;. 47,988 

^'         MUwaokee  ^^  St.  Paul 188,820 

68,204 

87,481 

66,909 

106,389 

126,689 


Chlcagp,  Rock  Island  &  Padflo. 

Iowa  Central 

Mlnneapolli  &  St.  Lools. 
Wahash.. 


ano^o  A  AJtioo. 


Operat- 
ixigin- 
oome. 


88,607 
2,406 
2,488 
2,861 
1,878 
1.190 

M 
2,1 

4,J 


>  Based  on  amount  which  exehides  seouritles  issued  on  aooount  of  Chioaco,  MUwaukee  &  Puget  Sound. 

The  greater  part  of  these  stocks  and  bonds  were  uttered  at  a  time 
when  rates  were  much  less  fixed  and  stable  than  they  are  to-day — 
when  operating  revenues  were  not  so  great  and  return  upon  either 
stocks  or  boiids  less  assured  than  they  are  at  present.  What  reason, 
therefore,  is  tiiere  to  fear  that  needed  capital  may  not  be  secured  in 
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the  future  f  This  record  offers  no  answer  to  that  question.  The 
price  of  bonds,  to  be  sure,  has  fallen,  but  it  would  appear  that  the 
investing  pubUc  regards  the  bonds  of  these  railroads  with  greater 
favor  than  the  bonds  of  most  of  the  largest  and  strongest  munici- 
paUties  in  the  country.  Whether  due  to  the  increase  in  the  volume 
of  money  or  not,  the  fact  remains  that  the  highest  class  of  securities 
fail  now  to  command  such  prices  as  formerly.  The  public  asks  a  higher 
return  for  the  money  which  it  loans.  How  long  this  condition  will 
obtain  no  one  can  say,  but  that  money  will  be  abundant  for  all  legiti- 
mate investments  is  hardly  to  be  denied.  We  have  this  on  no  less 
an  authority  than  the  Commercial  and  Financial  Chronicle,  whidi| 
in  its  issue  of  January  21,  1911,  says: 

America  does  not  need  to  levy  upon  Europe's  supply  of  gold  at  this  jtmctore.  *  *  * 
Money  is  well-nigh  unlendable  in  New  York  without  aggravmting  the  weakness  by 
augmenting  the  supply  from  foreign  sources.  Interest  rates  here  are  distinctly  below 
the  London  discount  rates  of  d|  and  3}  per  cent.  Short-term  loans  are  procuiable  at 
3  per  cent,  six-monUis  funds  at  3|  per  cent,  and  twelve-mcmths  facilities  at  4  and  4} 
per  cent.  The  ascertained  movements  of  currency  point  to  a  fairly  laige  inflow  from 
the  interior  this  week,  as  well  as  a  gain  from  the  local  subtreasury,  so  that  to-day's 
bank  statements  may  be  again  favorable.  The  actual  returns  issued  last  Saturday 
disclosed  an  increase  in  deposits  of  no  less  than  $44,065,200  and  a  net  addition  to  the 
surplus  reserve  of  $15,112,700,  bringing  the  total  up  to  $33,861,425.  The  expansioo 
in  loans  was  half  the  increase  in  deposits,  being  only  $18,273,800,  or  materially  lea 
than  the  cash  gain,  $26,129,000. 

These  statements  are  made  as  coroUaiy  to  the  announcement  that 
precautions  are  being  taken,  somewhat  unnecessarily,  it  appears  to 
New  York  bankers,  to  prevent  a  possible  gold  outflow  from  Ix>ndon 
to  New  York.  New  York,  the  financial  center  of  the  United  States, 
does  not  need  this  gold.  It  has  more  than  it  can  use.  Here,  how- 
ever, is  another  view  from  the  same  source: 

The  almost  general  belief  that  funds  will  continue  to  accumulate  in  New  York  at 
a  rate  certain  to  cause  quotations  for  loans  to  decline  well  below  the  level  now  pro- 
vailing  is  not  shared  by  certain  influential  bankers  in  the  Wall  Street  district.  These 
bankers  are  refusing  to  release  funds  on  the  current  terms,  especiaUy  for  long  periods. 
Their  contention  is  that  the  demands  for  new  capital  during  the  next  few  montha 
wiU  be  so  extensive,  and  that  the  yield  offered  will  be  so  generous,  that  surploa 
supplies  of  money  will  be  used  up,  and  that  thereafter  interest  rates  will  advance. 
In  the  meanwhile  rather  than  lend  on  collateral  at  3  and  3}  per  cent  those  who  take 
this  stand  are  seeking  employment  for  their  resources  in  either  short-t'irm  notes  or 
high-clasB  bonds  enjoying  an  active  market  and  returning  better  than  4  per  cent. 
Looking  further  ahead,  it  is  argued  that  should  the  decision  in  the  railroad  frei^t 
hearing  and  the  Supreme  Court's  ruling  on  the  Sherman  law  be  even  modefately 
satis&ctory  to  the  business  world  trade  will  recover  rapidly  and  radically. 

Reading  these  passages  together  it  is  not  difficult  to  discern  how 
slight  a  part  the  stabiUty  of  oiu*  railroad  securities  has  to  play  in 
the  price  of  stocks  or  bonds.  There  is  an  abundance  of  money — so 
"*h,  in  fact,  that  more  can  not  be  absorbed.  Rates  of  interest 
"ctremely  low.    On  tiie  other  hand,  some  speculators  in  the  value 
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of  money  are  preparing  for  an  abnormal  demand  when  the  Supreme 
Court  and  the  Interstate  Commerce  Commission  have  decided  pend- 
ing cases. 

It  is  undoubtedly  a  matter  of  public  importance  that  the  credit 
of  our  railroads  shall  be  first  class.  They  should  be  able  to  borrow 
money  at  rates  as  low  as  the  most  stable  of  our  greatest  industries 
and  the  most  solvent  of  our  municipalities — and  this  they  are  able 
to  do.  The  raiht>ad  is  interested  in  getting  its  money  as  cheaply  as 
possible,  while  the  stock  and  bond  buyer  is  interested  in  securing  as 
high  a  rate  as  possible  for  the  money  which  he  invests  or  loans.  Here 
is  a  conflict  of  interest  which  is  adjusted  in  the  competitive  money 
markets  of  the  world.  So  far  as  the  bond  buyer  is  concerned  it  is 
evident  that  no  matter  to  what  elevation  rates  might  be  raised  it 
would  not  increase  by  the  fraction  of ,a  cent  the  interest  which'^ 

rpuld  receive.  It  is  not  to  be  imi^ined  that  an  increase  m  railroi 
revenues  wih  increase  the  rate  of  interest  upon  railroad  bonds.  The 
one  interest,  therefore,  that  the  bondholder  has,  or  the  bond  buyer  has, 
is  in  the  stabiUty  of  his  security.  The  stockholder,  on  the  other  hand, 
who  makes  a  direct  investment  has  an  interest  in  railroad  revenue 
because  his  interest  in  the  property  is  necessarily  speculative,  the 
volimie  of  the  dividend  being  determinable,  to  some  degree  at  least, 
by  the  amount  of  the  revenue  available  for  distribution  among  stock- 
holders. While  the  rate  of  interest  which  the  carrier  must  pay  is  to 
be  determined  by  the  character  of  the  security  it  gives,  we  know 
that  this  security  depends  not  alone  upon  the  revenue  of  jbhe  carrier, 
but  upou  the  character  of  its  management  and  the  prospect  it  enjoys. 
The  character  of  its  management  is  shown  in  the  use  to  which  it 
puts  the  revenue  which  it  receives — its  economies,  its  foresighti 
whether  or  no  it  attempts  to  deal  fairly  with  its  stockholders  in  the 
division  of  income  or  absorbs  to  itself  in  the  improvement  of  the 
property  too  great  a  share  of  income.  It  is  also  shown  by  the  policy 
which  it  adopts  as  to  capitalization.  Railroad  financiers  them^ves 
who  but  a  short  time  ago  were  so  reckless  in  the  issuance  of  stock, 
which,  as  they  admitted,  had  no  immediate  value  but  was  a  capital- 
ization of  the  future,  are  taking  a  position  that  is  more  responsive 
to  the  best  pubUc  sentiment  and  more  appreciative  of  the  advantages 
of  conservative  financiering.  There  are  in  this  case  evidences  of  a 
recklessness  in  the  utterance  of  certain  stocks  which  will  remain  for 
a  long  period  a  bar  sinister  upon  the  escutcheon  of  the  property. 

CREDIT  AND  SURPLUS. 

We  come  next  to  a  consideration  of  surplus.  This,  it  is  said,  should 
be  large  as  a  foundation  for  credit,  a  guarantee  fund  against  disaster 
and  a  reserve  out  of  which  improvements  and  extensions  may  be 
made. 
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It  is  to  be  borne  in  mind  that  it  has  been  American  railroad  policy 
to  maintain  the  property  fully,  in  a  constantly  improved  condition, 
both  as  to  roadbed  and  equipment,  out  of  current  revenue.  The  car- 
riers, even  under  the  rules  of  the  Ck)mmission  obtaining  only  during  the 
last  two  or  three  years,  are  given  the  widest  latitude  as  to  the  charges 
that  shall  be  made  against  the  maintenance  accounts.  Notwith- 
standing the  unquestioned  UberaUty  of  the  poUcy  of  the  raikoads 
toward  themselves  in  charging  maintenance  expenditures  to  operating 
expenses,  the  carriers  of  the  United  States  have  accumulated  unap- 
propriated surplus  amounting  to  $800,642,923,  whereas  in  1899  this 
surplus,  as  given  in  the  books  of  the  carriers,  was  but  $194,106,367. 
In  ten  years,  with  an  increasing  rate  of  dividend  and  increasing  main- 
tenance charges  and  a  vastly  increased^ fixed  charge  for  interest,  these 
carriers  had  accumulated  a  surplus  of  $606,536,556,  or  an  increase  of 
312  per  cent  of  1899,  while  the  mileage  had  increased  only  36  per  cent. 
Is  it  too  much  to  say  that  such  facts  are  a  complete  answer  to  those 
who  persistently  "view  with  alarm"  the  outlook  for  American  rail- 
roads f 

Such  a  vast  sum  held  in  the  surplus  accounts  of  the  carriers  does 
not  represent  cash  on  hand,  as  is  popularly  supposed.  Very  little  of 
this  amount  is  in  that  form.  Much  of  it  has  been  expended  in  one 
way  or  another  in  improvements  placed  upon  the  property  out  of  the 
income  of  the  carrier.  It  does  represent,  however,  an  amoimt  which 
the  roads  have  neither  been  compelled  to  expend  in  operations  nor 
in  paymeut  of  interest,  and  have  not  chosen  to  distribute  to  the 
stockholders  in  the  form  of  dividends. 

In  the  last  analysis  a  surplus  is  a  matter  of  bookkeeping.  ''Sur- 
plus," as  used  in  railway  accounting,  means  simply  the  bookkeeping 
balance  of  the  "Profit  and  loss"  account,  which,  presuming  all  other 
values  carried  on  the  books  to  be  true,  indicates  the  excess  of  assets 
over  liabilities.  It  is  whatever  the  railroad  management  chooses  to 
make  it,  and  depends  upon  the  nature  of  a  railroad's  capitalization, 
the  poUcy  of  the  road  with  respect  to  charges  for  maintenance,  the 
volume  of  the  dividend,  and  other  factors  entirely  within  the  directors' 
control.  Rates  might  be  doubled  in  this  territory  and  leave  the 
surpluses  of  the  carriers  where  they  are  to-day.  The  amount  of 
operating  revenue  is  not  determinative  of  the  amoimt  which  the  car- 
rier will  set  aside  as  a  reserve  for  depreciation  of  the  plant,  for  a 
sinking  fund  to  meet  coming  obligations,  or  upon  which  to  draw  for 
improvements. 

The  railroads  in  this  proceeding  have  failed  to  show  that  iheir 
credit  has  suffered  for  lack  of  surplus.  It  may  well  be  that  with  a 
larger  surplus  bonds  or  stocks  might  have  sold  at  a  higher  figure,  but 
this  is  problematical,  and,  furthermore,  it  may  be  asked.  Is  it  wise  or 
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necessary  to  accumulate  a  surplus  much  more  rapidly  than  at  the 
rate  of  nearly  200  per  cent  in  ten  years  t    These  are  the  figures: 


Nameof  rottd. 


ToUlfor- 

phif  at  the 

beginning  of 

1901. 


AtchlMO,  Tqpeka  A  Suita  Fe. IO,9M,6ao 

Chloego  A  Alton j  1,132,066 

ChloMO  ANorth  Weetern 6,016,100 

Chicago.  BorUngtOQ  A  Qolncy 24,763,723 

Chkago,  MUwaukee  A  St.  Paul 14,887,264 

Chlcaco,  Rock  Iiland  A  Pacific 4,858,403 

62,661,274 


Total  rar- 

phvatthe 

okMeof 

1010. 


830,231,808 
266,623 
82,178,032 
6e,720,7U 
60,646,641 
16,019,816 


177,968,866 


A  glance  at  this  table  will  show  that  the  total  surplus  of  these  six 
roads,  operating  at  present  an  aggregate  mileage,  single  track,  of 
40,000  miles,  has  grown  from  $63,000,000  at  the  beginning  of  1901 
to  $180,000,000  in  1910.  If  we  take  the  unappropriated  surplus 
alone  and  make  comparison  with  the  same  fund  for  all  the  roads  in 
the  United  States  for  1909,  we  find  that  these  six  roads,  having  one- 
sixth  of  the  mileage  of  the  country,  have  between  one-fifth  and  one- 
quarter  of  the  total  unappropriated  surplus. 

The  actual  surplus,  however,  for  these  six  roads  is  shown  in  the 
following  statement,  for  herein  is  given  the  amount  over  and  above 
all  operating  expenses,  fixed  charges,  and  dividends  which  these 
roads  accumulated  during  these  10  years,  including  the  amounts 
which  they  have  reinvested  in  the  property  as  additions  and  better- 
ments, or  have  reserved  and  set  aside  in  special  funds: 


Name  of  road. 


Total  sur- 
plus at  the 
mglnninc 
of  1901. 


Surplus 

cumulated 

durinsthe 

lOyesfs 
ending  June 

30,19ia 


Total  sur- 
plus at  the 
eodofma 


AtchlwD.  Topeka  A  Santa  Fe. 

ChlcaipoA  ARoQ 

Chlcaio  A  North  Western 

Chicago,  Burllngtoo  &  Qulncy. 
Chicago.  Milwaukee  A  St.  Paul 
Chlcaipo,  Rock  Island  &  Padflc 


99,994,630 

1,133,065 

6,915,100 

a4,7M.722 

14,887,254 

4,858,493 


150,525,333 
649.363 
56,995,833 
53,134,709 
35,659,287 
10,384,623 


•60,519,963 
483.723 
63,910,933 
76,898,431 
50,546,541 
15,343,116 


63,551,274 


304,060.421 


366,601,605 


There  is  much  persuasiveness  in  the  argument  that  a  surplus  shall 
be  permitted  to  accumulate  which  shall  be  in  a  sense  a  public  fund 
out  of  which  the  carrier  may  create  facilities  which  will  produce  more 
efficient  and  satisfactory  service  without  adding  to  the  liability  of 
the  road  and  without  creating  an  additional  value  in  the  road  which 
may  call  for  a  greater  return  in  rates.  This  sugg^tion  has  much 
that  is  fimdamental  in  it.  It  looks  toward  an  adjustment  between 
the  public  and  the  carriers  that  will  be  fair  and  profitable  to  both. 
It  is  an  expression  of  an  appreciation  by  a  public  service  corporation 
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of  the  philosophy  upon  which  public  regulation  of  carriers  is  based. 
Moreover,  some  method  must  be  found  imder  which  a  carrier  bj  its 
own  efficiency  of  management  shall  profit.  A  premium  must  be 
put  upon  efficiency  in  the  operation  of  the  American  railroad.  Rates 
can  not  be  increased  with  each  new  demand  of  labor,  or  because  of 
wasteful,  corrupt,  or  indifferent  management.  Nor  should  rates  be 
reduced  with  each  succeeding  improvement  in  method.  Society 
should  not  take  from  the  wisely  managed  railroad  the  benefits  which 
flow  from  the  foresight,  skill,  and  planned  cooperation  of  its  working 
force.  We  may  ruin  our  railroads  by  permitting  them  to  impose 
each  new  burden  of  obligation  upon  the  shipper.  And  we  can  make 
no  less  sure  of  their  economic  destruction  by  taking  from  them  what 
is  theirs  by  right  of  efficiency  of  operation — the  elimination  of  false 
motion,  of  unneeded  effort,  and  the  conservation  of  labor  and  mar 
terials.  The  standard  of  rates  must  be  so  high  that  the  needed 
carrier  which  serves  its  public  with  honesty  and  reasonable  effort 
may  live.  And  yet  rates  should  be  still  so  much  below  the  possible 
maximum  as  to  give  high  and  exceptional  reward  to  the  especially 
capable  management,  the  well-coordinated  force  and  plant.  This 
is  the  ideal,  unrealizable  perhaps,  but  it  points  the  way. 

In  some  parts  of  our  own  coimtry  as  well  as  abroad  machinery  has 
been  devised  by  which  the  retium  to  capital  invested  in  a  public 
utility  is  increased  automatically  with  a  decrease  in  rates.  We  know 
of  no  instance  in  which  this  has  been  applied  to  a  railroad,  but  it  has 
been  successfully  applied  with  respect  to  so  simple  a  matter  as  a  cor- 
poration supplying  artificial  gas.  No  doubt  it  could  be  applied  to  a 
street  railway.  But  whether  it  is  applicable  to  the  intensely  intricate 
business  of  a  commerical  railroad  is  a  matter  of  serious  doubt. 

It  would  appear  that  one  of  the  problems  of  the  future  in  railroad 
regulation  is  to  discover  the  machinery  by  which  the  railroad  may 
justly  take  to  itself  an  adequate  retium  for  the  investment  which  its 
stockholders  have  made  and  share  with  the  community  the  advan- 
tages of  the  surplus  which  it  creates.  This  can  not  be  done,  however, 
by  the  mere  assertion  of  this  Commission  that  it  will  adopt  a  certain 
policy  toward  the  carriers;  that,  for  instance,  we  would  regard  with 
favor  a  certain  return  upon  investment  and  an  additional  return  out 
of  rates  to  go  into  surplus  which  would  remain  imcapitalized.  We 
are  without  control  over  capitalization.  It  is  not  within  our  function 
to  place  limitations  upon  the  purposes  for  which  stocks  or  bonds  may 
be  issued,  nor  to  designate  what  property  they  shall  represent. 
Furthermore,  the  establishment  of  such  policy  necessarily  implies  a 
control  over  the  use  of  the  operating  revenues  of  the  carriers  which 
would  be  a  more  radical  extension  of  governmental  control  than  any 
heretofore  suggested.  Manifestly  considerations  of  this  character  are 
addressed  to  a  body  having  legislative  power.    Any  attempt  on  the 
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part  of  the  Commission  to  declare  and  cany  out  such  a  policy  would, 
we  take  it,  be  subjected  immediately  to  successful  attack  before  the 
courts.  Since  we  can  not  declare  that  accumulated  surplus  shall  not 
be  capitalized,  the  adoption  of  such  a  plan  rests  entirely  with  the 
carriers,  and  the  volume  of  such  surplus  as  a  public  trust  fund 
depends  entirely  upon  their  own  policy  and  good  faith. 

We  take  it  that  this  was  the  policy  Mr.  Ripley  advocated.  He 
thought  that  the  stock  of  the  Santa  Fe  should  pay  6  per  cent  in  order 
to  make  it  reasonably  attractive  and  keep  up  the  credit  of  the  road, 
and  that  another  6  per  cent  should  go  into  improvements  of  a  non- 
revenue  producing  character,  such  as  track  elevation,  passenger 
stations,  and  safety  appUances,  which  should  not  be  capitalized.  Mr. 
Ripley's  statement  was  made  upon  the  assumption  that  the  stock  of 
the  Santa  Fe  road  represented  investment. 

Let  us  apply  this  theory  to  some  of  the  present  carriers  to  the  end 
that  we  may  determine  how  practicable  it  would  be  to  pay  6  per  cent 
upon  the  stock  to  the  stockholders  and  to  leave  6  per  cent  to  the 
carrier.  The  Chicago  &  Alton  is  capitalized  for  $123,000,000,  which 
is  divided:  Capital  stock,  $44,000,000;  funded  debt,  $79,000,000. 
The  Chicago  &  North  Western  is  capitalized  for  $360,000,000,  which 
is  divided:  Capital  stock,  $155,000,000;  funded  debt,  $205,000,000. 
The  Chicago,  Burlington  &  Quincy  is  capitalized  for  $320,000,000, 
divided:  Capital  stock,  $110,000,000;  funded  debt,  $210,000,000. 

We  have  proceeded  siifficiently  far,  perhaps,  to  make  clear  that  f 
such  a  theory  can  not  be  generally  applied  because  of  the  wide 
divergence  in  the  theory  of  capitalization  which  has  obtained  among 
the  different  carriers.  To  allow  all  carriers  to  pay  interest  on  their 
funded  debt,  6  per  cent  upon  their  capital  stock  and  allow  6  per 
cent  in  addition  to  the  carrier  for  betterments,  would  work  out  the 
greatest  discrimination  as  between  them.  A  road  which  has  a  small 
capital  stock  issue  in  comparison  with  its  total  capitalization,  and 
which  was  largely  built  out  of  money  raised  by  bond  issues,  would 
yield  to  its  stockholders  under  such  a  distribution  but  a  small  return, 
and  the  carrier  itself  would  have  for  betterments  a  small  amount; 
whereas  another  railroad,  in  which  the  stockholders  had  invested 
their  own  money,  would  yield  them  a  very  large  return  upon  their 
stock  and  an  equally  great  return  of  public  funds  to  be  reinvested  in 
the  property  in  permanent  improvements.  If  capitalization  repre- 
sented investment,  the  actual  introduction  of  money  into  the  property, 
and  bonds  and  stocks  were  issued  and  sold  at  par  and  in  a  fixed  ratio, 
this  theory  would  not  be  open  to  the  objection  here  made.  Under 
conditions  obtaining  at  present,  however,  no  such  standard  can  be 
applied,  because  there  is  no  relation  between  capital  and  value  and 
no  relation  between  stocks  representing  value  and  bonds  repre- 
senting value.    The  application  of  this  theory  would  lead  to  the 
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condnsion  that  the  Wabash,  ^diich  has  paid  no  dividends  in  ten  yeaiSy 
would  be  entitled  to  no  surplus  fund  from  which  improvements 
should  be  made. 

This  principle  is  often  referred  to  as  being  that  applied  by  the 
Pennsylvania  Railroad  to  the  conduct  of  its  own  affairs,  but  the 
inappUcability  of  such  a  standard  is  revealed  by  recent  changes 
in  the  capitalization  of  the  Pennsylvania  road  itself.  In  1910  it* 
reduced  its  bond  issue  by  $80,000,000  and  increased  its  stock  issue 
by  $100,000,000.  Therefore  in  the  year  1909  the  road  would  not 
have  been  entitled  to  receive  from  the  public  $6,000,000  in  interest 
to  go  into  public  improvements  which  in  1910  it  would  have  been 
entitled  to;  and  this  entirely  because  the  holders  of  convertible 
bonds  have  exercised  their  option  and  become  partners  in  the  road, 
instead  of  creditors  of  it.  The  amount  to  be  contributed  by  the 
public  for  .so-called  nonrevenue-produdng  improvements  is  evidently 
not  to  be  determined  by  the  transient  advisabiUty  of  either  issuing 
stocks  or  bonds. 

Insistent  appeal  is  made  that  a  line  of  pohcy  shall  be  laid  down  in 
this  case  which  will  justify  existing  roads  in  extending  their  lines 
into  territory  now  insufficiently  supplied.  This  may  be  done,  the 
carriers  say,  by  allowing  them  to  amass  laige  surpluses  which  will 
so  establish  their  credit  that  money  may  be  had  at  the  lowest  possi- 
ble rate  for  such  development.  No  such  projected  enterprises  in 
the  concrete  have  been  brought  to  our  attention,  and  doubt  may  well 
be  felt  as  to  whether  the  shipper  of  to-day  should  bear  a  burden  in 
the  rate  that  he  pays  for  the  purpose  of  enabling  an  ATiatjng  carrier 
to  borrow  money  at  a  lower  rate  than  would  be  extended  to  another 
promoter  invading  the  same  territory.  At  any  rate,  no .  policy 
could  be  adopted  more  certain  to  insure  to  existing  lines  a  monopoly 
of  all  possible  opporttmity  for  railroad  extension  than  one  whidi 
would  make  railroad  building  possible  only  to  those  who  could 
guarantee  returns  upon  securities  out  of  road  already  constructed. 
This,  however,  we  do  not  take  to  be  the  prime  function  of  a  railroad 
surplus. 

A  railroad  is  justified  no  doubt  in  maintaining  a  surplus  which  will 
insure  dividends  to  its  stockholders  during  lean  years;  and  it  may 
accumulate  through  the  years  funds  to  meet  obsolescence  in  plant, 
unless  this  charge  is  taken  care  of  in  maintenance.  The  one  other 
legitimate  end  for  which  a  surplus  may  in  reason  be  accumulated  is  to 
supply  facilities  in  the  nature  of  luxuries,  which  can  not  be  made  to 
yield  adequate  return  upon  the  capital  invested.  This  would  appear 
to  be  as  broad  a  definition  of  a  legitimate  surplus  as  could  be  desired, 
and  when  we  consider  that  the  maintenance  accounts  of  these  carriers 
practically  rebuild  the  roads  every  ten  years,  it  seems  to  be  as  broad 
'^ion  as  necessity  would  require.     Such  a  surplus  gives  strength 
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and  tone  to  the  securities  of  a  carrier.  It  invigorates  and  stimulates 
the  management.  And  certainly  such  a  surplus  the  more  normally 
capitalized  of  these  roads  at  present  before  us  are  already  accumu- 
lating with  exceptional  and  quite  remarkable  celerity.  Surely  in 
the  presence  of  these  reserves  taken  from  the  ratepayers  in  the  past 
ten  years,  it  is  not  reasonable  to  ask  them  to  contribute  more  largely 
for  the  creation  of  a  still  greater  surplus.  These  roads  need  more 
money,  it  is  said — but  they  fail  to  show  that  their  credit  is  not  good, 
that  they  have  been  unable  to  secure  money  on  cvurent  rates,  or  that 
they  can  not  make  needed  improvements  and  extensions  because  of  a 
lack. of  faith  in  their  solvency  and  the  stabiUty  of  their  securities. 
To  increase  the  rate  of  addition  to  surplus  for  the  reasons  which  the 
carriers  have  advanced  would  seem  to  be  a  work  of  supererogation. 

THE   BUBUNQTON's  CLAIM   OP   "LEGAL  RIGHT." 

Rejecting  or  disregarding  these  arguments  as  to  the  need  for  greater 
revenue  to  support  credit  and  surplus,  the  Chicago,  Burlington  & 
Quincy  Railroad  Company  presents  another  groimd  of  justification 
for  advancing  the  rates  imder  consideration.  It  is  entitled  "  as  a 
matter  of  legal  right  to  a  fair  return  upon  the  actual  value  of  its  prop- 
erty used  for  transportation,  which  value,  from  whatever  source  in 
the  past  created,  is  measured  in  its  case  by  at  least  the  cost  of  pres- 
ently reproducing  its  physical  plant.  To  obtain  such  fair  return,  it 
necessarily  and  equally  is  entitled  to  charge  in  the  aggregate  rates  of 
transportation  which,  subject  to  the  one  limitation  that  the  particu- 
lar component  rates  are  themselves  reasonable  and  just  to  the  shipper, 
will  produce  such  reasonable  return  upon  the  property  employed." 

From  this  postulate  the  Burlington  proceeds  to  the  conclusion  that 
it  does  not  now  enjoy  a  fair  return,  and  finding  itself  confronted  with 
the  need  of  additional  revenues  to  meet  wage  advances  and  other 
operation  and  maintenance  charges  and  to  offset  diminishing  net 
earnings,  it  may,  as  a  matter  of  legal  right,  advance  the  rates  upon  the 
commodities  selected,  inasmuch  as  the  advanced  rates  would  be  rea- 
sonable in  view  of  the  value  of  the  service  to  the  shipper.  Logically 
it  refuses  to  have  its  position  regarded  as  an  attempt  to  justify  these 
higher  charges,  for  in  its  theory  it  does  not  need  to  justify  them,  and 
what  it  presents  to  the  Commission  is  termed  an  "explanation  of 
them  and  of  the  occasion  for  their  imposition.'' 

Here  is  a  proposition  at  once  novel  and  searching.  The  Buriington 
road  may  be  taken  as  representative  in  that  territory.  Its  traffic  is 
diversified;  its  capitalization  comparatively  conservative ;  its  credit 
excellent;  its  tonnage  large;  and  management  capable.  When  asked 
by  the  Government  to  explain  why  it  has  increased  its  charges,  its 
reply  is  that  it  has  a  right  to  do  so  because  it  is  not  now  receiving  a 
fair  return  upon  the  value  of  the  property  which  it  uses;  value 
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estimated  cost  of  reproduction.  This  leads  to  a  few  questioDs: 
(1)  What  did  the  Buriiiigton  road  cost  those  who  built  it  f  (2)  What 
18  its  present  value!  (3)  Whence  came  this  Taluef  (4)  Is  such 
increase  in  value  a  basis  for  increase  in  rates! 

The  controller  of  the  company  has  given  us  the  answer  to  the  first 
question.  He  testified  that  the  total  investment  in  the  property 
from  the  sale  of  stocks  and  bonds  was  $258,000,000. 

To  the  second  question  the  company  answers  that  its  present 
value  is  $530,000,000. 

The  difference  between  these  two  figures  represents  (1)  investment 
in  the  property  made  out  of  earnings ;  (2)  increased  value  of  rig^tcrf 
way  and  terminals  owned  by  the  company.  This  is  the  answer  to 
the  third  question. 

The  position  therefore  taken  by  the  Burlington  is  tiiat  it  has  a 
right  vested  in  it  by  law  to  add  to  its  freight  charges  such  amounts 
as  will  yield  at  the  present  time  a  fair  rate  of  interest  upon  more  tiian 
$270,000,000,  which  does  not  represent  either  the  proceeds  from  the 
sale  of  a  share  of  stock  or  a  dollar  of  borrowed  money,  so  long  as  the 
rate  to  the  shipper  is  not  imreasonable. 

This  contention  opens  up  the  broadest  field  of  inquiry,  as  to  the 
questions  of  law  and  fact  upon  which  the  Commission  could  enter.  We 
have  before  us  a  property  constructed  by  private  persons  under 
authority  of  Grovemment  to  be  devoted  to  a  public  use.  These 
private  persons  invest  in  that  property  the  issues  of  certain  sales  of 
stocks  or  bonds  amounting  to  $258,000,000.  They  capitalize  this 
property  at  $320,000,000,  one-third  of  which  capitalization  is  repre- 
sented by  stock  and  two-thirds  by  bonds;  they  carry  upon  their 
books  the  cost  of  road  and  equipment  at  $364,000,000;  and  they 
now  insist  that  the  law  gives  them  the  right  to  a  return  upon 
$530,000,000. 

The  Burlington  has  also  presented  an  arbitrary  figure  of  $450,000,000, 
which  seems  to  have  been  its  original  estimate  of  the  value  of  the 
property,  inasmuch  as  its  tables  introduced  in  this  case  were  made 
with  reference  to  such  a  value;  and  upon  the  argument  the 
$530,000,000  figure  was  described  as  the  cost  of  reproducticm,  to 
which,  however,  it  claims  there  should  be  added  value  as  a  going  con- 
cern and  for  franchise  ri^ts. 

In  the  year  1910,  throu^  the  operation  of  this  property,  tiiey  were 
enabled  to  pay  all  expenses  of  operation,  taxes,  and  maintenance, 
more  for  maintenance  of  way  and  structures  by  nearly  $2,000,000 
than  in  any  previous  year  ($1,743  per  mile  of  track),  more  for  main- 
tenance of  equipment  than  in  any  previous  year  ($1,669  per  mile), 
and  have  remaining  something  over  $21,500,000.  To  this  should  be 
added  an  additional  $2,500,000  from  rents  and  interest  on  property 

'  securities  owned,  making  approximately  $24,000,000.    From 

20Lao.Beix 


ADVANCES  IN  BATES — ^WESTEBN  0A8E.  389 

this  we  deduct  $1,750,000  for  rents  paid,  and  we  have  $22,250,000  in 
round  figures  as  the  income  of  this  property,  which  is  an  interest 
return  of  nearly  9  per  cent  upon  the  original  investment  in  the  prop- 
erty. If  two-thirds  of  the  $258,000,000  represented  bonds  floated 
at  4  per  cent  (the  rate  paid  on  the  present  bond  issues),  the  remaining 
one-third  (this  being  the  proportion  of  stock  in  the  present  capitali- 
zation) would  receive  a  return  of  nearly  18  per  cent.  Under  its 
present  capitalization,  $320,00a,000  ($110,000,000  of  which  was  in 
stock),  this  corporation  had  available  for  distribution  as  dividends 
$13,975,620  in  the  year  1910,  or  12.61  per  cent  on  its  capital  stock 
outstanding.  '^This,''  says  the  Burlington,  ''is  an  insufficient  return, 
because  it  is  based  upon  a  capitalization  which  represents  much  less 
than  value,  and  the  courts  have  decided  that  under  the  Constitution 
property  of  this  character  is  entitled  to  a  reasonable  return  upon  the 
present  fair  value  of  its  property  employed  in  the  service  of  the 
public." 

In  support  of  this  proposition  the  leading  case  of  Smythe  v.  Ames, 
169  U.  S.,  466,  is  cited: 

We  hold,  however,  that  the  basis  of  all  calculations  as  to  the  reasonableness  of  rates 
to  be  charged  by  a  corp<»ation  mamtaining  a  highway  under  legislative  sanction  must 
be  the  fair  value  of  the  property  being  used  by  it  for  the  convenience  of  the  public. 

Again,  in  WUcox  v.  CkmadidaUd  Gas  Co.,  212  U.  S.,  19: 

It  is  no  longer  open  to  dispute  that  under  the  Constitution  what  the  company  is 
entitled  to  demand  in  order  that  it  may  have  just  compensation  is  a  fair  return  upon 
the  reasonable  value  of  the  property  at  the  time  it  is  being  used  by  the  public. 

Relying  upon  these  cases,  the  Burlington's  full  position  is  that  it  is 
immaterial  how  the  property  was  acquired,  what  it  originally  cost, 
whether  the  present  value  may  be  claimed  to  be  in  part  the  result  of 
earnings  put  back  into  the  property  in  betterments,  or  is  due  to  growth 
of  traffic  and  development  of  the  country  served.  ''The  sole  inquiiy 
open  at  this  time  is  the  actual  fair  value  of  the  railroad  as  it  exists 
to-day  as  a  going  concern.  The  company  can  not  be  lawfully  required 
to  take  less  than  a  fair  and  reasonable  return  upon  this  value.  To  be 
denied  such  return  will  be  to  appropriate  in  part  a  value  that  belongs 
to  the  owners  for  the  use  and  benefit  of  the  public  without  jiist  com- 
pensation therefor  being  first  paid  or  secured."  Citing  Ames  v.  Rcnl- 
vxiy  Co.,  64  Fed.  Rep.,  165;  Reagan  v.  Loan  <k  Trust  Co.,  154  U.  S., 
362;  I/Rssovri,  Kansas  dh  Texas  Railway  Co.  v.  Love,  177  Fed.  Rep., 
493;  Kennebec  Water  Co.  v.  WaierviUe,  97  Me.,  185;  National  Water 
Works  Co.  V.  Kansas  City,  62  Fed.  Rep.,  853;  MetropdHan  Trust  Co. 
V.  H.  <fc  T  C.  RaUvxiy  Co.,  90  Fed.  Rep.,  683;  San  Diego  Land  <t  Town 
Oo.  V.  National  City,  74  Fed.  Rep.,  79;  Matthews  v.  Board  of  Commis- 
sHofnerSi  106  Fed.  Rep.,  9. 

Notwithstanding  these  decisions,  it  remains  for  the  Supreme  Court 
yet  to  decide  that  a  public  agency,  such  as  a  railroad  created  by 
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public  authority,  vested  with  governmental  authority,  may  con- 
tinuously increase  its  rates  in  proportion  to  the  increase  in  its  value, 
either  (1)  because  of  betterments  which  it  has  made  out  of  income,  or 
(2)  because  of  the  growth  of  the  property  in  value  due  to  the  increase 
in  value  of  the  land  which  the  company  owns. 

If  the  position  of  the  Burlington  is  sound  and  is  a  precise  expression 
of  what  our  courts  will  hold  to  be  the  law,  then  as  we  are  told  there  is 
certainly  the  danger  that  we  may  never  expect  railroad  rates  to  be  lower 
than  they  are  at  present.  On  the  contrary,  there  is  the  unwelcome 
promise  made  in  this  case  that  they  will  continuously  advance.  In 
the  face  of  such  an  economic  philosophy  if  stable  and  equitable  rates 
are  to  be  maintained,  the  suggestion  has  been  made  tiiat  it  would 
be  wise  for  the  Government  to  protect  its  people  by  taking  to  itself 
these  properties  at  present  value  rather  than  await  the  day,  perhaps 
30  or  60  years  hence,  when  they  will  have  multiplied  in  value  ten 
or  twenty  fold. 

The  books  of  the  Burlington  road  now  show  some  $76,000,000 
in  surplus,  which  is  the  accumulation  from  operating  revenues  of 
many  years.  This  surplus  is  not  all  held  in  the  form  of  cash  but  has 
in  part  been  put  into  the  property  in  one  form  or  another  of  addi- 
tions and  betterments.  The  stockholders,  it  \s  said,  have  chosen 
to  waive  their  right  to  distribute  this  to  themselves  in  the  form  of 
dividends  and  have  reinvested  it  in  the  property.  Without  ques- 
tioning the  right  of  the  stockholders  to  exercise  this  option,  and 
without  denying  to  them  the  right  to  a  return  upon  any  investment 
which  they  make,  this  much  seems  clear:  That  if  the  investment  in 
a  railroad  at  a  given  time  is  $100,000,000,  upon  which  it  yields  a  net 
revenue  of  $25,000,000,  the  stockholders  may  take  that  $25,000,000 
entirely  to  themselves.  But  if  they  choose  to  take  but  on&-half  of 
this  amoimt  as  their  return  upon  their  investment  and  to  rein- 
corporate in  the  same  property  the  remaining  half  of  the  net  earn- 
ings, they  may  not  for  this  reason  increase  rates  during  the  succeed- 
ing year  so  as  to  give  them  a  return  upon  $112,500,000.  It  is  idle 
to  spend  time  in  nice  processes  of  reasoning  over  such  a  condition  of 
fact.  Public  policy — the  welfare  of  the  state — ^forbids  the  adop- 
tion of  any  such  working  theory.  Because  of  the  addition  of  the 
$12,500,000  a  carrier  may  be  entitled  to  an  additional  return  upon  the 
property,  but  is  it  entitled  to  increase  rates  so  as  to  make  that  return  t 
If  the  stockholders,  as  in  the  last  sense  trustees  for  the  public,  exercise 
their  right  to  reinvest  the  company's  money  in  the  improvement  of 
the  property,  the  company  may  be  entitled  to  an  earning  upon  the 
value  of  that  property  without  it  in  any  way  following  that  the  rates 
out  of  which  this  surplus  was  accumulated  shall  stiU  further  be 
increased  so  as  to  provide  that  additional  income. 
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Any  new  money  put  into  the  property,  whether  derived  from  the 
sale  of  secmities  or  from  surplus,  which  might  have  been  appropri- 
ated to  dividends,  represents  new  value — an  addition  to  the  prop- 
erty— and  on  this  addition  the  stockholders  interested  are  entitled 
to  a  reasonable  retium  if  that  can  be  had  for  an  additional  service 
given,  but  it  is  not  equitable  that  because  the  directors  of  a  corpora- 
tion see  fit  to  distribute  to  the  stockholders  less  than  the  amoimt 
which  the  company  earns  and  may  be  appropriated  to  dividends,  the 
shippers  who  made  this  large  dividend  and  siirplus  possible  shall  be 
increasingly  taxed  in  geometrical  progression  to  make  return  upon  it. 
New  improvements  should  bring  new  revenue.  The  risk  of  the 
stockholders  in  investing  their  money  in  these  improvements  is  the 
same  risk  that  they  took  when  they  invested  their  original  funds  in 
the  original  property.  San  Diego  Land  db  Town  Co.  v.  National  CHty, 
74  Fed.  Rep.,  87. 

Again,  the  carrier  is  in  law  allowed  to  charge  but  a  reasonable 
rate.  If  in  exercising  this  right  it  imposes  a  burden  upon  the  traffic 
which  brings  in  so  large  a  profit  that  a  reasonable  retium  may  be  made 
upon  the  value  of  the  property  and  a  surplus  in  addition,  the  shippers 
who  paid  those  rates  certainly  can  not  be  compelled  to  continuously 
pay  higher  rates  because  the  directors  of  the  company  have  not  seen 
fit  to  distribute  their  full  earnings  in  dividends.  Let  us  suppose  a  car- 
rier which  through  a  series  of  years  maintains  itself  in  a  condition  that  is 
better  than  the  original  condition  of  the  property,  which  under  the 
testimony  in  this  case  appears  to  be  true  with  these  roads,  and  accu- 
mulates a  large  surplus  fund  out  of  rates  charged,  which  the  directors 
invest  in  additional  property,  can  the  shippers  who  bore  the  burden 
of  these  rates  and  produced  this  surplus  be  subjected  to  an  increase 
in  rates  because  of  the  increased  value  of  the  property  ?  What  is  the 
difference  in  the  service  to  the  shipper  before  there  was  a  surplus  and 
at  present  ?  If  there  is  any  difference  in  the  service  rendered  it  has 
not  been  shown  in  this  case. 

If  a  stockholder  takes  his  money  in  the  shape  of  dividends  and 
later  stock  is  issued  to  the  same  amount,  which  he  buys  out  of  this 
dividend  money,  should  the  shipper  be  subjected  to  an  increase  in 
rates  because  of  this  action  ?  If  he  should,  then  it  is  within  the  power 
of  a  board  of  directors  to  indefinitely  increase  the  shipper's  rates. 
For  all  that  is  needed  is  that  the  railroad  in  one  year  make  an  exceed- 
ing large  return  and  after  paying  a  dividend  issue  stock  to  the 
stockholders  equivalent  to  the  balance  of  the  unappropriated  oper- 
ating revenue  available  for  dividends,  and  this  money,  being  invested 
in  the  property,  creates  more  value  which  the  shipper  must  care  for. 

Agfliimfl  that  some  great  financier  saw  fit  to  take  no  dividends 
from  his  railway,  but  to  return  to  the  property  in  additions  and 
betterments  all  that  the  property  yielded,  whidi  was  at  the  time 
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•deqiisto  for  Ujc  bxTcMmeot  made,  and  rMBOulile  in  itsBlf  for  the 
MfTiee  gireiL  Couid  be.  br  Uob  nie«»  and  tJbe  devdofowot  of  the 
country  timm^  vidch  his  road  p  imw,  so  intrease  Uie  rahie  of  his 
road  that  10  years  beocebe  would  beemitled  to  a  retom  for  a  girvo 
MTvice  fire  times  as  great  as  that  charged  originalh'  I  Uost  be  not 
take  the  ride  of  roDTeBting  this  moner  npMi  the  theoiy  that  by 
flo  d<HCg  be  can  be  eoaUed  to  more  frc^it  and  pawniin,iiii  len 
fficpeonvely  <»*  derektp  new  traffic  on  the  same  lerel  of  rates  I  If 
this  traffic  so  derdops  that  douUe  tracks  or  new  and  extensh-e 
tenninals  are  neceasaiy,  is  that  not  a  matter  of  independent  c<hi- 
cem  similar  to  the  reaching  out  by  lateral  lines  into  new  feed- 
ing territory,  which  can  not  justify  imposing  added  burdoi  on  those 
who  already  are  securing  a  service  adequate  to  their  needs  t  None 
realize  betto*  than  we  do  how  difficult  it  is  to  draw  the  distinction 
between  traffic  developed  by  the  investment  of  new  capital  and  that 
incident  to  the  eetablkbed  property.  It  is  not  iwacticable  to  draw 
any  clear  and  distinct  line.  But  because  traffic  grows  and  a  railroad 
endeavors  to  meet  it,  are  rates  to  steadily  rise  1  He  State  of  lUincns 
may  add  a  hundred  millions  in  value  to  the  Buriington  road  by  a 
donation  of  water  front  for  a  terminal.  Would  this  justify  rates 
higher  than  b^ore  this  giftt  Must  not  the  Burlington  take  the 
property  with  an  eye  to  the  future,  an  increase  in  its  revenues 
through  greater  capacity,  more  direct  conmiumcation  with  shippers, 
quicker  service,  an  increasing  tonnage,  and  greater  saving  in  labor  1 
Or,  if  the  Burlington  builds  into  a  new  country,  or  one  already  well 
supplied  with  roads,  must  it  not  do  this  pioneering  or  experimenting 
at  the  risk  of  its  stockholders  and  not  at  the  risk  of  the  shippers  on  its 
old  line  t  The  Supreme  Court  in  the  Tiji  ease,  mtpra,  held  that  a  rail- 
road could  not  increase  lumber  rates  because  it  was  buying  new  equip- 
ment out  of  current  earnings,  although  by  so  doing  it  was  addij^  to 
the  value  of  its  property,  and  doubtless  increasing  the  facility  of 
movement  of  the  lumber  traffic.  This  principle  makes  agunst  the 
contention  of  the  Burlington  directly,  and  we  see  no  reason  why  it 
may  not  be  accepted  as  settled  law. 

This  record  does  not  show,  nor  does  the  BurUngton  contend,  that 

its  Btockholders  have  not  m  the  past  been  remunerated  adequately 

—  "-  -  ^-  --'i  of  the  value  of  their  then  owned  property.     Its  poei- 

16  property  having  grown  in  value  with  the  growth  of 

the  increase  in  traffic,  it  may  advance  rates  up  to  the 

shipper  can  afford  to  pay  and  imder  which  the  traffic 

here  dealing  with  the  value  of  this  property  nor  with 
of  value,  whether  value  means  investment,  coot  of 
or  something  else;  our  position  is  that  a  railroad  may 
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not  increase  rates  upon  shippers  for  the  reason  and  as  an  outgrowth 
of  the  fact  that  it  has  accumulated  out  of  rates  a  balance  of  profit 
which  has  been  invested  in  the  property.  This  investment  must 
take  care  of  itself;  it  must  bring  a  return  for  itself ,  either  in  increased 
traffic  or  in  the  reduction  of  expenses  of  operation.  There  is  no  jus- 
tification for  the  investment  of  this  surplus  if  it  is  to  have  the  effect 
of  increasing  the  rates  upon  the  shippers  over  the  original  line.  If 
the  theory  is  to  be  recognized  that  by  increasing  the  value  of  their 
property  by  putting  back  operating  revenue  into  the  prpperty  a 
carrier  may  as  a  legal  right  increase  rates,  then  the  shipper  is  worse 
off  each  time  he  pays  a  rate  which  allows  a  revenue  over  and  above 
a  reasonable  return  upon  the  original  investment. 

Herein  we  have  outlined  the  full  position  of  the  railroad  and  the 
opposing  position.  We  do  not  regard  the  decision  of  this  question 
as  vital  to  this  proceeding,  however,  accepting  as  we  do  for  the  pur- 
poses of  this  discussion  the  tenabiUty  of  the  Burlington^s  theory. 

We  now  turn  for  a  moment  to  consider  the  added  value  of  railroad 
property  by  reason  of  the  increase  in  the  value  of  the  lands  held  as 
terminals  in  cities  and  rights  of  way.  Out  of  the  difference  between 
the  original  investment  of  $258,000,000  and  the  estimated  present 
value  of  $530,000,000  it  has  been  estimated  that  the  increase  in  land 
values  amounts  to  approximately  $150,000,000.  We  may  agree  with 
the  contention  of  the  Burlington  that  it  is  no  concern  of  ours  as  to 
whether  these  lands  were  obtained  by  private  or  pubUc  donation  in 
whole  or  in  part,  but  a  larger  question  of  pubUc  concern  is  involved — 
the  legal  right  of  a  carrier  to  continously  increase  rates  because  of  the 
growth  of  the  commimity  which  gives  tUs  added  value  to  the  land 
over  which  the  railroad  runs.  The  states  of  Illinois,  Iowa,  South 
Dakota,  Kansas,  and  Nebraska  have  not  reached  their  maximum 
development.  Their  total  population  under  the  census  of  1910  was 
but  32.66  per  square  mile,  whereas  the  population  of  the  states 
immediately  to  the  east — Indiana,  Ohio,  New  York,  and  Pennsyl- 
vania— was  143.23  per  square  mile.  We  have  seen  the  population 
of  the  city  of  Chicago  alone  grow  in  20  years  from  1,105,540  to 
2,185,283.  To-day  a  road  is  built  upon  a  prairie  farm;  next  year 
it  nms  through  a  Kansas  village;  20  years  hence  this  same  village 
may  be  a  city  of  half  a  miUion. 

It  is  unquestionable  that  Kansas  would  [not  enjoy  the  population 
that  she  has  or  the  prosperity  that  is  hers  without  the  presence  of  the 
railroads,  and  those  men  of  prophetic  vision  who  projected  those 
roads  and  invested  their  capital  therein  are  not  to  be  denied  a  share 
in  the  wealth  which  they  have  so  lai^ly  helped  to  create.  But  as 
these  lands  increase  in  value  with  the  growth  of  the  communities 
which  they  serve  should  not  this  larger  share  coming  to  the  railroad 
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arise  out  of  the  operation  of  that  property  and  the  increase  in  its 
traffic  rather  than  by  the  impo^tion  of  a  new  burden  of  toUa  upon 
those  who  use  their  road  t    This  question  is  not  of  paramount  im- 
portance io  this  case,  but,  it  is  ui^ed,  may  become  one  of  supreme 
moment  if  the  carriers  insist  upon  a  right  to  increase  rates  in  propor* 
tion  to  increasing  land  values.    In  a  very  real  sense  these  added  land 
values  do  not  come  to  the  railroad  as  a  railroad,  but  as  an  investor  in 
land  which  has  been  dedicated  to  a  public  use;  and,  beingsodeiliiiiii'^l. 
it  may  be  strongly  urged  that  the  increment  added  thereto  from  > . 
to  year  by  communal  growth  should  not  necessitate  an  impi»i-  i 
additional  rate  burdens  upon  the  public.    Again,  it  is  sni'l  ' 
community  increasingly  taxes  these  lands  upon  tlieir  < 
value  as  real  estate,  and  tliat  therefore  the  public  i;^  !>' 
denying  tlieir  right  to  a  return  upon  such  basis  of  v^ 
delayii^  to  consider  this  matter  it  may  be  said  thai  '. 
been  discovered  that  the  ratio  of  taxes  to  opera  n 
carriers  remains  approximately   the  same   t!' 
While  the  absolute  tax  somewhat  increase.^  i ! 
increase.     Furthermore,  such  facts  as  we  h:<- 
tend  to  indicate  that  land  used  for  railrotu' 
in  value  out  of  proportion  to  the  increa- 
as  a  whole. 
Whatever  the  true  economic  or]-- 

,  a  carrier  to  consider  the  increase  i 

'  value  upon  which  it  is  entitle<! 
in  value  does  not  of  itself  est 
rates  upon  a  given  service, 
decline  to  lay  down  the  i:' 

produce  some  profit  to  i  — . 

building  of  a  road  is  cor 
able, ' '  Reagan  v.  Farm  ■ 
servative  statement 
increase  the  rates  \t- 
real  estate  has  riset  ^~ 

The  Burlington 
value  was  the  c<i  .. 
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volume  of  traffic  produced  by  a  richer  and  more  productive  territory. 
At  any  rate  it  is  fair  to  eay  that  the  time  has  not  yet  come  when 
values  have  so  increased  that  they  menace  existing  rates,  whatever 
may  be  the  support  they  give  to  the  contention  that  rates  should  not 
be  reduced. 

VALDE  OP  BOAD  AND  BETUBN  THBKEON. 

The  Burlington  road  cost,  as  a  matter  of  original  investment, 
$29,000  a  mile  of  single  track  according  to  its  own  estimate.  Out  of 
that  investment  the  property  has  grown  by  virtue  of  its  own  earn- 
ings and  the  prosperity  of  the  country  into  a  property  which  the 
Burlington  now  claims  has  a  value  exceeding  S60,000  a  mile.  The 
Commission  has  had  no  opportunity  to  check  this  estimate,  other 
than  by  comparisons  with  estimates  of  reproduction  cost  furnished 
by  the  shippers  and  those  made  by  state  conunissions  of  the  details 
of  which  and  their  reliability  we  have  no  more  direct  knowledge 
than  we  have  of  the  engineers'  estimates  made  by  the  railroads. 
The  state  railroad  commission  of  Wisconsin,  however,  has  esti- 
mated the  value  Tiew  of  the  Burlington  within  that  state  at  $38,000 
a  mile  and  its  preterti  value  at  932,000  a  mile,  including  present  value 
of  right  of  way. 

The  state  commissions  of  Wisconsin,  South  Dakota,  and  Minne- 
sota have  also  made  estimates  of  valuation,  which  show  an  estimated 
cost  of  reproduction  (new)  for  the  lines  of  the  Milwaukee  in  these 
three  states  of  $40,000  per  mile,  as  is  shown  in  the  following  table 
introduced  by  the  Milwaukee  road : 

Cvrnputation  o/  eott  of  rtprodudion,  new,  Chicago,  Milvxtukte  &  St.  Paul  BaUwag  on 
(Ae  hoM  ofetrtain  t»timaU»  o/tudi  oori  by  Halt  eommiuum*  in  Witeomin,  Minneiota, 
and  South  Dakota. 


ElHin«todoo« 

IMtBd. 

Krttnutad 

nliuttno 

1S:S      I 

i.a         7 

1.783 

'i 

M7,m.Ta 

M.M7.03 

»l.r8,Tl».W 

'■» 

■"•■SiSIS 

T,m 

amoi 

m.iM.wa.ta 

T.aM 

«.mn 

It  will  be  noticed  that  the  estimate  made  by  South  Dakota  is 
$22,000  a  mile.  There  are  doubtless  thousands  of  miles  in  these 
great  systems  which  are  worth  do  more  than  that  figure;  many  of 
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them  branch  lines,  built  with  light  rails,  laid  upon  the  grade  of  the 
country  through  which  they  pass.  And  the  Commission  has  before 
it  the  estimate  made  by  a  practical  railroad  contractor  with  exten* 
sive  experience  in  this  western  country,  who  has  built  several  hun- 
dred miles  of  road  in  that  and  neighboring  states,  whose  estimate  of 
the  cost  of  reproducing  the  main  line  of  such  railroads  as  Kansas  has, 
including  right  of  way,  but  not  including  equipment  or  expensive 
terminals,  was  $25,000  a  mile,  as  here  shown: 


For  rails  (70-pound  Bteel) $4,200 

For  eplicee,  bolts,  epikee,  etc 400 

For  ties  (2,600  to  3,000,  at  70  cents) 2,600 

For  ballast 4,000 

For  grading 1 6,000 

For  track  la3ring 000 

For  incidentals,  freight  rates,  etc 2, 300 

For  bridges,  depots,  roundhouses,  right  of  way,  and  engineering  expenses 6, 000 

26,000 

Herewith  are  presented  a  series  of  tables  for  the  principal  carriers 
showing  the  return  which  they  have  made  for  the  past  four  years 
upon  an  estimated  value  of  $40,000  per  mile,  single  track,  and  on  a 
basis  of  $36,000  per  mile.  These  tables  are  compiled  by  taking  the 
operating  income  of  these  railroads  and  ascertaining  what  return  that 
would  make  upon  the  $40,000  and  $36,000  bases;  first,  on  the  all-stock 
assumption,  that  the  stockholders  of  the  Burlington  had  paid  the 
full  amount  of  $40,000  per  mile  into  the  treasiuy  of  the  company 
which  had  been  in  turn  invested  in  the  road.  This,  however,  would 
be  apparently  unfair  inasmuch  as  ordinarily  these  roads  are  bonded 
for  two-thirds  of  their  capitalization.  We  therefore  present  in  suc- 
ceeding col\mms  the  return  upon  the  bonds  (estimated  always  at  4 
per  cent)  and  the  return  that  would  be  made  upon  the  remaining  one- 
third  of  the  value  in  stock.  It  will  be  understood  that  this  operating 
income  is  the  operating  revenue  minus  all  operating  expenses  and 
taxes.  And  further  it  is  assumed  that  the  Burlington  has  leased  or 
rented  no  lines  from  any  other  railroad  or  leased  or  rented  any  of  its 
lines  to  any  other  railroad,  and  no  cognizance  whatever  has  been  taken 
of  any  income  from  outside  sources  whatsoever  although  that  income 
is  ultimately  the  fruit  of  railroad  profits.  The  operating  income  of 
the  Burlington  being  $2,408  per  mile,  single  track,  for  1910,  this  would 
have  yielded  6  per  cent  upon  a  valuation  of  $40,000  per  mile. 
If  two-thirds  of  this  $40,000  had  been  borrowed  at  the  rate  of  4  per 
cent,  and  the  remaining  one-third  ($13,000)  represented  stock  issued 
at  par,  the  stock  would  have  earned  1 0  per  cent. 
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CHICAOO,  BURLINGTON  &  QUINCY. 


Ymr. 


1910 
1000 
1906 
1007 

1910 
1900 
1906 
1907 

1910 
1909 
190B 
1907 

1910 
1900 
1906 
1907 


Return  on  basia  940,000  per  mile,  single 
traok. 


Operating 

Income  per 

mile. 


92,406 
2,300 
2,244 
2,422 


AU 
stock. 


PiTcerU. 
6.0 
5.9 
5.6 
6.1 


Two- 
thirds 
bonds. 


Percent. 
4 
4 
4 
4 


One- 
third 
stock. 


Percent. 

lao 

9l7 

AS 

las 


Return  on  basis  936,000  per  mOe,  single 
track. 


Operating 

Income  per 

mile. 


92,406 
2,360 
2,244 
2,422 


AU 
stock. 


PercerU. 
6.7 
6.6 
6.2 
6.7 


Two- 
thirds 
bonds. 


Percent. 
4 
4 
4 
4 


One- 
third 
stock. 


Perceni, 
13.1 
11.8 

lao 

13.1 


CHICAOO  &  NORTH  WESTERN. 


92,488 

6.3 

4 

10.6 

92,488 

6.9 

4 

2,627 

6.6 

4 

11.8 

2,627 

7.3 

4 

2,486 

6.3 

4 

10.6 

2,486 

6.9 

4 

3,856 

7.1 

4 

13.3 

2.866 

7.9 

4 

12.7 
13.9 
12.7 
16w7 


CHICAOO,  inLWAUKEE  &  ST.  PAUL. 


92,361 

5.9 

4 

9.7 

92,361 

6.6 

4 

2,518 

6.3 

4 

ia9 

2,518 

7.0 

4 

2,394 

6.0 

4 

lao 

2.104 

&6 

4 

3,707 

&8 

4 

12.4 

2,707 

7.5 

4 

1L8 
18.0 
1L8 
14.5 


ATCHIBON,  TOPEKA  A  SANTA  FE. 


93,697 

0.2 

4 

10.6 

93,607 

las 

4 

3,867 

0.6 

4 

2a8 

3,867 

ia7 

4 

3,^4 

a7 

4 

18.1 

3,404 

0.7 

4 

4,040 

mi 

4 

22.3 

4,040 

11.2 

4 

219 
24.1 
21.1 
2&0 


The  trend  of  the  highest  judicial  opinion  would  indicate  that  we   i 
should  accept  neither  the  cost  of  reproduction,  upon  which  the  Bur-   ] 
lington's  estimate  of  value  is  made,  nor  the  capitalization  which  the    . 
Santa  Fe  accepts  as  approximate  value,  nor  the  prices  of  stocks  and 
bonds  in  the  market,  nor  yet  the  original  investment  alone,  as  the 
test  of  present  value  for  purposes  of  rate  regulation.    Perhaps  the 
nearest  approximation  to  the  fair  standard  is  that  of  bona  fide  invest- 
ment— the  sacrifice  made  by  the  owners  of  the  property — considering 
as  part  of  the  investment  any  shortage  of  return  that  there  may  be  in 
the  early  years  of  the  enterprise.    Upon  this,  taking  the  life  history 
of  the  road  through  a  number  of  years,  its  promoters  are  entitled  to 
a  reasonable  return.    This,  however,  manifestly  is  limited;  for  a 
return  should  not  be  given  upon  wastefulness,  mismanagement,  or 
poor  judgment,  and  always  there  is  present  the  restriction  that  no 
more  than  a  reasonable  rate  shall  be  charged. 


THE  REASONABLE  RATE  AND  COST  OF  SERVICE. 

Thus  we  return  to  the  question.  What  is  the  reasonable  rate  that 
shall  be  charged  to  the  shipper  t  The  legislature  may  not  make  rates 
so  as  to  confiscate  the  carrier's  property.    The  carrier,  on  the  other 
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hand,  may  not  make  rates  wfakh  are  unjust  to  those  wbo  byeconoinie 
necessity  are  compelled  to  employ  its  services.  Here,  thai,  we  hara 
the  minimum  of  l^islative  power  and  the  maximum  of  the  carrier's 
power.  Between  these  lies  a  zone,  indefinite  and  variaUe.  TVithoot 
question  the  carrier  will  tend  toward  the  maximum,  while  goyem- 
mental  authority  will  be  inclined — in  fact,  has  been  created — to  re- 
press this  upward  tendency.  One  mores  inevitably  upward  to  the 
highest  rate  which  the  traffic  will  bear;  the  other  attempts  to  disooTer 
some  relation  between  charge  for  service  and  cost  of  service. 

The  present  record  is  full  of  contrasts  between  these  two  lines  of 
tendency.  The  carriers,  for  instance,  gave  the  following  as  their  full 
justification  as  to  the  reasonableness  of  each  and  all  of  the  proposed 
advanced  rates  in  and  of  themselves : ' '  In  making  up  the  tariff/'  said  the 
vice  president  of  the  Burlington  road  (and  all  other  carriers  adopted 
this  testimony  as  their  own),  ''we  considered  each  individual  item, 
and  we  made  no  increase  which  in  our  judgment  would  materially 
affect  the  movement  of  the  business  or  place  an  imdue  burdoi  on 
the  traffic.  I  think  that  the  present  rates  were  origiaally  established 
to  meet  in  many  cases  conditions  that  no  longer  exist,  and  that  the 
same  necessity  from  a  commercial  standpoint  does  not  exist  now  as 
did  when  the  rates  were  originally  established,  and  that  as  a  rule  the 
value  of  the  commodity  is  greater,  and  the  shipper  and  consignee 
are  both  better  able  to  pay  approximately  the  same  rate  to-day 
than  they  were  to  pay  these  special  commodity  rates  when  they  were 
originally  established.  We,  as  I  have  stated ,  advanced  no  rate  beyond 
a  figure  which  in  our  judgment  it  could  stand  and  freely  move."  A 
full  hearing  was  extended  to  all  carriers  as  to  the  reasonableness 
from  its  standpoint  of  each  rate  involved,  with  no  further  result 
than  this  one  answer. 

The  Supreme  Court  has  said  that  one  of  the  elements  which  should 
be  given  consideration  in  the  establishment  of  a  reasonable  rate  was 
the  cost  of  the  service,  Smyth  v.  Ames,  supra,  but  this  is  regarded 
by  railroad  men  as  an  almost  negligible  factor. 

**I  think,"  said  Mr.  Ripley,  ''that  the  cost  of  service  is  only  one  of 
the  items  to  be  considered  in  the  making  of  a  reasonable  rate,  and 
not  a  very  important  item  at  that — either  the  cost  of  service  or  the 
returns  made  on  capital.  I  think  that  while  they  may  be  considered 
under  certain  conditions  they  are  remote."  And  again,  "I  think 
that  the  cost  of  the  service  has  very  little  consideration  in  the  making 
of  rates.  Rates  are  made  without  a  consciousness  on  the  part  of  the 
carrier's  agent  of  the  return  tliat  these  rates  will  bring. " 

This  is  the  purport  of  more  of  Mr.  Ripley's  testimony,  and  it  is  to 

*^-^membered  in  this  connection  that  Mr.  Ripley's  experience  as  a 

manager  has  extended  from  the  Atlantic  to  the  Pacific  coast 

or  several  great  systems  of  railroad .    ' '  The  maker  of  the  rate, '  * 
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he  says,  ''in  the  fu*st  instance  must  make  the  rate  such  ais  to  pennit 
of  the  freest  intercourse  and  the  freest  interchange  of  commodities  in 
the  country,  regardless  of  capital,  regardless  of  cost — almost  regard- 
less of  cost,  but  entirely  regardless  of  capital/'  Then  being  asked 
as  to  whether  the  Commission  should  make  rates  after  this  railroad 
fashion,  he  said,  ''I  think  they  [the  Commission]  should  consider  the 
value  of  the  service  first  and  foremost  and  leave  the  cost  and  the 
value  of  the  properties  to  altogether  secondary  consideration. "  He 
was  asked  if  he  had  said  that  the  making  of  freight  rates  ''has  not, 
never  did  have,  never  will  have,  never  ought  to  have,  any  relation  to 
the  capitalization  of  the  railroads, "  to  which  he  replied  that  this  was 
a  correct  expression  of  his  views. 

Discarding  the  elements  of  cost  and  capitalization,  he  was  asked  to 
define  a  reasonable  rate,  and  repUed  that  it  was  one  that  the  traffic 
would  bear,  "and  the  amount  that  the  traffic  would  bear,"  he  said, 
"is  that  amoimt  of  charge  at  which  it  will  most  freely  move  over  the 
lines  of  transportation."  This  definition  he  again  repeated  when  he 
was  asked  if  the  phrase  "what  the  traffic  will  bear"  meant  the  rate 
at  which  the  commodities  would  "most  freely  move  over  the  lines  of 
the  carrier,"  to  which  he  replied, ' '  I  will  qualify  that  by  saying,  *  What 
the  traffic  will  bear  and  still  move  most  freely  and  enable  the  products 
and  the  manufactures  of  one  part  of  the  country  to  be  used  to  the 
utmost  possible  extent  in  the  other.' " 

This  is  the  latest,  the  most  modem,  and  the  most  liberal  definition 
of  this  much-abused  phrase.  Indeed,  it  is  so  liberal  that  it  is  imprac- 
ticable unless  properly  qualified.  Mr.  Ripley  would  not  have  us 
understand  that  a  railroad  is  an  eleemosynary  institution.  To  say 
that  a  reasonable  rate  is  one  under  which  the  traffic  will  most  freely 
move  is  to  say  that  it  is  the  rate  which  casts  the  least  burden  upon 
the  shipper.  The  rate  that  will  carry  the  traffic  farthest  for  the 
smallest  amount  of  money — the  lowest  possible  rate.  But  all  of  the 
time  there  is  present  in  the  mind  the  necessity  of  securing  out  of  all 
of  such  rates  not  only  the  cost  of  transportation,  which  Mr.  Ripley 
regards  as  negligible,  but  an  adequate  return  upon  the  value  of  the 
property  used.  While  this  definition,  therefore,  sounds  to  the  ear 
most  philanthropic,  it  was  doubtless  not  intended  to  convey  any 
more  subtle  or  philosophic  meaning  than  tMs:  That  an  individual 
rate  should  not  be  made  with  reference  to  the  cost  of  the  service  to 
the  railroad,  nor  should  it  be  made  with  regard  to  the  return  which 
it  would  yield  to  the  capital  invested  in  the  plant.  It  should  be 
made  so  low  that  as  great  a  body  as  possible  of  that  character  of 
traffic  should  move,  but  all  the  time  there  must  be  borne  in  mind  the 
fact  that  out  of  its  aggregate  rates  the  property  must  be  made  to  pay. 
This  is  the  American  system  of  railroad  rate  making. 
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''What  the  traffic  will  bear'*  may  mean  ^'all  that  the  traffic  will 
bear/'  If  it  means  that  the  rate  must  be  measured  by  the  amount 
that  the  shipper  is  willing  to  pay  under  necessity,  it  is  extortion. 
On  the  other  hand  it  may  mean  the  lejist  return  for  which  the  carrier 
can  afford  to  transport  the  traffic.  This  theory  of  rate  making  seems 
to  be  that  there  is  a  certain  amount  of  traffic  which  can  be  developed ; 
that  there  is  a  certain  volume  of  traffic  which  is  to  be  moved,  or  which 
can  be  moved ;  that  the  rate  should  not  be  so  high  as  to  prevent  any 
of  this  traffic  from  moving,  nor  should  it  be  a  lower  amount  than  the 
carrier  can  obtain  and  still  permit  the  freest  possible  movement. 
Such  definition  apparently  makes  the  rate  entirely  a  matter  of  judg- 
ment as  to  which  there  may  be  error.  And,  carried  to  its  last  degree, 
it  permits  indefinite  discrimination  between  individuals,  as  well  as 
between  communities,  for  if  the  rate  is  to  l>e  made  so  as  to  permit 
the  freest  possible  movement  one  shipper  may  not  be  able  to  extend 
his  market  at  the  rate  given  to  another.  Therefore  he  is  entitled  to 
a  rebate.  And  the  more  distant  community  may  not  l>e  able  to  com- 
pete with  the  nearer  community  for  a  common  market.  ^Vnd  there- 
fore it  is  entitled  to  a  lower  rate  than  its  more  advantagi^ously  situ- 
ated competitor.  The  experience  of  the  commercial  world  led  to 
the  enactment  of  the  act  to  regulate  conmierce  which  interfere<l  with 
the  full  appUcation  of  this  theor>',  and  we,  of  course,  assume  that 
Mr.  Ripley  stated  his  principle  of  rate  making,  not  only  with  the  lim- 
itation we  have  alreadv  note<l  -  that  rates  were  to  be  made  so  that, 
as  a  whole,  they  yielde<l  adequate  return  to  the  carrier — but  with  the 
further  limitation  that  they  must  be  subject  to  the  prohibitions  of  the 
law.  Manifestly,  under  this  principle  all  that  stands  between  the  ship- 
per and  extortion  is  the  wisdom  and  the  gcKxl  sense  of  the  traffic 
manager  who  makes  the  rates.  If,  in  his  judgment,  it  is  advisable  to 
carry  a  small  volume  of  traffic  upon  a  high  rate,  rather  than  a  large 
volume  of  traffic  upon  a  low  rate,  there  is  nothing  to  interfere  with 
this  decision,  and  all  the  consequences  affecting  the  country  at  large, 
excepting  now  the  right  of  ap[>eal  to  the  Cbvemment  as  represented 
in  this  Commission. 

Rates  being  made  upon  this  theory,  the  fimction  of  the  traffic 
manager  is  that  of  a  statesman;  he  determines  zones  of  production 
and  consumption,  the  profits  of  the  producer  and  the  cost  to  the 
consumer;  he  makes  his  rates,  if  he  so  pleases,  to  offset  and  nullify 
the  effect  of  import  duties  and  determine  the  extent  and  character 
of  our  foreign  markets. 

To  make  rates  for  transportation  based  solely  upon  the  ability  of 
the  shipper  to  pay  those  rates  is  to  make  the  charge  for  transporta- 
tion dei)end  upon  the  cost  of  production  rather  than  upon  the  cost 
of  carriage — to  measure  a  public  service  by  the  economies  practiced 
by  the  private  shipper.    Tbds  necessarily  gives  to  the  carrier  the  right 


And  that  was  the  iiltimate  word.  Rates  are  no  higher  than  they 
are,  not  because  there  is  any  maximum  standard  based  upon  the  cost 
of  the  service  or  the  return  to  the  carrier,  but  because  to  increase 
them  would  not  be  *'fair  or  decent  or  proper'' — in  short,  would  not 
appeal  to  the  conscience  of  the  traffic  manager.  And  this  same 
witness  was  im willing  to  acknowledge  that  his  judgment  of  what  was 
proper,  reasonable,  or  just  should  be  subject  to  review  by  this  Com- 
mission or  by  any  other  tribunal — a  position  which  may  fakly  be 
characterized  as  a  modem  extension  of  the  ancient  principle  of  divine 
right. 

BATES   AND   REBATES. 

Having  in  mind  the  theory  presented  by  Mr.  Ripley  and  others  as 
to  the  value  of  the  service  to  the  shipper  being  the  controlling  factor 
in  the  determination  of  a  reasonable  rate,  let  us  regard  the  significance 
of  the  specific  problem  presented  in  this  case.    Here  we  have  a  num- 
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to  measure  the  amount  of  profit  which  the  shipper  may  make  and 
fix  its  rate  upon  the  traffic  manager's  judgment  as  to  what  profit  he  ^ 
will  be  permitted.  This  theory  entitles  the  railroad  to  enter  the 
books  of  every  enterprise  which  it  serves  and  raise  or  lower  rates 
without  respect  to  its  own  earnings  but  solely  with  respect  to  the 
earnings  of  those  whose  traffic  it  carries.  This  is  not  regulation 
of  railroads  by  the  nation,  but  regulation  of  the  industries  and 
commerce  of  the  coimtry  by  its  railroads. 

That  nothing  stands  in  the  way  of  extortion  excepting  the  fair- 
mindedness  of  the  railroad  traffic  manager  is  illustrated  in  this  case 
by  the  examination  of  the  traffic  manager  of  one  of  the  leading 
ix)ads.  He  was  asked  why  the  present  first  class  rate  from  Chicago 
to  Kansas  City  should  not  be  raised  from  80  cents  to  $2.40,  and 
corresponding  increases  of  200  per  cent  made  upon  all  the  other 
class  and  commodity  rates.  His  first  answer  was  that  some  of  the 
commodities  would  not  move  under  such  increased  rates.  Being 
told  to  assume  that  class  traffic  at  such  rate  would  move,  lus 
answer  was: 

The  biismees  conditions  have  adjusted  themselves  to  the  80-cent  rate.  It  would  be 
a  wrench  to  ask  any  300  per  cent  raise  on  that  80-cent  rate,  and  having  existed  on  that 
80-cent  rate,  we  do  not  need  300  per  cent  of  that  80-cent  rate  to  continue  to  exist.  We 
do  not  want  to  see  any  wrench  in  commercial  conditions.  We  would  ask, ' '  Is  it  decent 
and  fair  and  proper,"  and  these  considerations  would  appeal  to  us. 

Being  asked,  further,  to  assume  that  one  man  owned  all  of  the 
roads  in  that  territory,  could  you  give  any  reason  why  rates  should  not 
all  be  raised  to  the  class  basis,  or  increase  them  200  per  cent,  the 
traffic  manager  answered : 

Yes;  because  the  advance  would  be  too  great  of  itself.  It  would  be  a  shock  to  my 
sense  of  propriety — a  shock  to  my  sense  of  justice. 
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ber  of  commodities  which  were  given  special  rates  by  the  carriers  at  a 
time  anterior  to  the  period  of  regulation  of  rates — rates  which  are 
lower  than  the  class  rates  applicable  to  such  commodities.  This 
extension  of  preference  to  these  commodities  was  made  when  carriers 
were  proceeding  upon  the  value-of-service  theory  and  when  there  was 
a  real  competition  between  carriers,  at  least  in  this,  that  the  carriers 
bid  against  each  other  for  the  business  by  giving  a  percentage  off  the 
published  rate — a  rebate.  To  what  extent  this  practice  obtained  as 
to  those  particular  rates  does  not  appear,  but  the  record  clearly  shows 
that  rates  between  Chicago  and  the  Missouri  River  were  deeply  cut 
as  to  the  higher  classes.  The  general  rebate  on  first-class  traffic 
between  the  Atlantic  seaboard  and  Kansas  City,  for  instance,  was  40 
per  cent.  This  rebate  is  not  cited  as  sporadic;  such  deduction  was 
given  to  all  the  largest  shippers  of  this  character  of  traffic.  And  yet, 
be  it  parenthetically  said,  after  those  rebates  were  cut  off  and  the  full 
rate  exacted,  and  this  Commission  made  a  reduction  of  about  6  per 
cent  in  this  rate  on  complaint  of  shippers,  the  carriers  appealed  to 
the  courts,  and  throughout  almost  the  entire  life  of  our  order  the 
courts  by  injunction  maintained  in  effect  the  higher  rates,  which  the 
carriers  themselves  had  never  exacted,  excepting  for  the  unknowing 
or  smaller  shippers. 

It  is  not  to  be  thought,  however,  that  such  a  rebate  as  40  per  cent 
on  all  classes  of  traffic  was  general.  The  lower  classes  were  subject 
to  a  less  reduction  and  the  commodity  rates  were  themselves  too 
often  rebates.  We  have  the  word  of  no  less  an  authority  than  Mr. 
Stickney,  the  late  president  of  the  Chicago  Great  Western,  to  this 
effect,  and  this  suggestion  is  made  by  all  the  traffic  men  appearing 
in  this  inquiry. 

We  then  find  this  situation  existing — a  body  of  class  rates  which 
were  applied  where  no  bargain  was  made  between  shipper  and  car- 
rier, but  always  subject,  as  to  competitive  business,  to  a  reduction 
sufficient  to  secure  the  traffic.  Supplementing  these  rebated  class 
rates  the  convenient  commodity  rate  served  as  a  vehicle  for  the 
preference  desired.  These  rates  varied  from  time  to  time.  They 
were  imstable  because  they  were  ''made  to  get  the  business."  The 
carriers  did  not  give  them  volimtarily — that  is,  out  of  any  goodness  of 
heart — but  rivalry  between  carriers  made  each  road  vie  with  its  com- 
petitor in  the  volume  of  traffic  secured,  for  every  ton  carried  above  a 
most  uncertain  minimum  was  profitable.  It  may  have  been  that  a 
sense  of  propriety,  of  ''decency,''  had  something  to  do  in  the  estab- 
lishment of  these  commodity  rates;  that  there  was  a  feeling  in  the 
traffic  manager's  mind  that  the  class  rates  were  too  high  in  themselves 
to  be  justifiable,  and  while  admittedly  they  might  be  had  from  the 
unwary  and  infrequent  shipper,  it  was  imjust  to  exact  them  from 
refirular  patrons.    Be  that  as  it  may,  however,  we  have  the  testimony 
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of  one  of  the  best-informed  authorities  that  from  3  to  5  per  cent  of  the 
total  gross  freight  earnings  of  these  carriers  were  returned  to  the 
shippers  as  rebates.  In  a  territory  where  freight  earnings  ran  into 
the  hundreds  of  millions  each  year,  even  so  conservative  an  estimate 
as  3  per  cent  makes  evident  how  real  the  reduction  in  the  rates  which 
the  great  industries  and  jobbers  paid.  This  was  saved  to  the  carriers 
when  the  Elldns  law  became  enforceable  and  was  enforced;  and  all 
these  rebates  ''came  out  of  the  net/'  Here  then  was  a  raising  of 
rates  to  many  shippers  and  a  consequent  increase  in  the  net  revenues 
of  the  railroads.  An  era  of  regulation  had  come;  the  carriers  were  to 
be  saved  from  a  devouring  competition  which  put  them  in  good  times 
at  the  mercy  of  the  most  insidious  traffic  buyer  and  in  the  worst  of 
times  brought  peril  of  rate  wars,  which  led  down  a  steep  path  to  the 
federal  court  and  the  railroad  receiver.  In  all  the  criticism  of  fed- 
eral regulation — its  implied  absurdity  as  against  inspired  individual 
regulation — to  which  we  have  listened  in  this  case,  no  one  of  the  rail- 
road men  has  spoken  with  deserved  appreciation  of  the  rich  harvest 
that  the  railroads  have  reaped  from  the  enactment  and  enforcement 
of  the  laws  against  preferential  rates  and  individual  discriminations. 
With  the  whole  force  of  the  Government  behind  them  the  carriers 
have  laid  a  burden  upon  the  shippers — and  they  are  loath  to  pay 
tribute  to  the  power  which  has  saved  them  from  themselves. 

The  rebate  ft*om  the  published  rate  became  unfashionable;  it  was 
discredited  by  law,  and  railroad  society  regarded  it  askance.  But 
the  rates  were  still  to  be  made  by  traffic  managers  who  sat  together  in 
conference  and  ''competed  with  each  other  across  a  table."  This 
gave  it  into  the  hands  of  the  most  considerate  of  traffic  men  to  say 
what  the  rate  should  be ;  for  all  must  do  as  one  insisted  he  would  do. 
The  day  of  open  "scalping''  of  rates  had  passed,  but  the  shipper  who 
for  20  years  had  marketed  his  commodity  upon  a  more  or  lees 
fixed  variant  from  the  published  chaige  was  full  of  protest  and  per- 
haps of  threat.  To  meet  this  situation  the  commodity  rate  was 
always  available.  And  where  class  rates  had  not  been  exacted  in 
full,  a  commodity  rate  could  be  made  to  care  for  the  shipper's  demands 
and  perhaps  his  needs.  So  we  find  many  new  commodity  rates  put 
into  effect  after  the  Elkins  Act,  wliich  represented  the  existing  and 
actual  rate  as  distinguished  from  the  paper  or  published  rate.  An 
effort  was  made  also  to  raise  existing  conmiodity  rates  to  a  higher 
level — toward  the  class  scale.  But  there  was  still  left  sufficient  of 
vitality  in  the  shipper  to  compel  a  retreat  in  many  of  these  raises. 
The  era  of  competition  between  carriers  had  not  altogether  closed;  it 
could  not  end  so  long  as  shippers  had  it  in  their  power  to  route  ship- 
ments as  they  chose  and  the  pooling  of  freights  remained  under  the 
ban  of  the  law.  So  the  effort  to  bring  up  the  commodities  of  lesser 
volume  to  a  higher  level  of  rates  was  abandoned,  or  at  least  deferred 
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These  are  the  commodities  involved  in  this  case,  on  which  the  car- 
riers sought  to  raise  the  rates  in  1905,  but  soon  retreated  to  present 
figures.  They  now  propose  new  rates,  approximating  those  of  1905. 
It  takes  little  imagination  to  draw  a  parallel  between  this  picture 
and  that  which  England  saw,  and  to  which  we  have  earlier  referred, 
when  upon  the  enactment  of  the  maximum  rate  law  by  the  British 
Parliament  the  British  carriers  were  no  less  slow  than  their  American 
brethren  to  raise  their  rates.  '*  If  we  are  to  have  regulation,"  said  both 
sides  of  the  ocean,  ^^  we  will  secure  its  full  benefits.''  And  there  soon 
followed  in  America  as  in  England  legislative  restrictions  upon  such 
action.  Human  nature,  in  the  railroad  offices  of  England  and  of 
America,  and  in  the  legislatures  of  both  countries,  is  much  the  same, 
and  follows  along  easily  traceable  lines  of  identity. 

EFFECT   OF   REGULATION. 

What  has  become,  meantime,  of  the  theory  of  the  reasonable  rate 
based  on  the  value  of  the  service  ?  The  carrier  finds  itself  in  a  position 
to  command  with  supporting  law  a  higher  rate  and  reaches  out  to 
get  it.  This  is  not  the-least-possible-rate-that-the-traffic-will-bear 
theory.  It  is  its  abandonment.  It  is  the  recognition  of  the  class 
rates  as  reasonable  rates  toward  which  all  rates  should  tend,  and  to 
which  the  carrier  will,  when  it  can,  bring  all  rates.  Commodity 
rates  are  in  this  view  concessions  from  the  reasonable  rates.  To 
press  all  rates  upward  to  a  fixed  standard  is  not  adjusting  rates 
to  meet  specific  conditions,  nor  is  it  '^  developing  traffic,"  nor  is 
it  ''stimulating  competition  between  markets."  What  becomes  of 
these  fine  phrases  if  there  is  recognized  in  the  railroad  man's  mind 
the  thought  that  rates  should  be  elevated  when  other  carriers  and  a 
conserving  law  will  support  such  action?  Can  it  be  that  the  only 
forces  which  the  carriers  have  recognized  are  competition  between 
each  other  (which  has  now  become  less  intense,  or  perhaps  more 
rational)  and  the  pressure  of  shippers  to  reach  as  far  from  home  as 
possible  to  supply  wide  markets)  And  when  this  competition  is 
nullified  or  minimized,  and  this  pressure  need  not  be  yielded  to — is 
there  then  a  standard  of  rates  which  the  carrier  finds  reasonable  and 
just,  one  which  the  conscience  of  the  traffic  man  will  approve  as 
neither  oppressive  to  railroad  nor  to  shipper? 

This  approaches  or  at  least  looks  toward  a  recognition  of  the  idea 
that  rates  should  not  be  as  unstable  as  air;  that  in  practice  they  can 
not  be  without  violating  the  canons  of  fair  dealing  as  between  indus- 
tries and  communities.  Indeed,  it  is  far  on  the  way  to  a  recognition 
that  there  may  be  some  intimate  relation  between  cost  of  service 
and  rate  of  charge;  that  aU  markets  can  not  be  open  to  every  pro- 
ducing point;  that  shippers  must  enjoy  and  suffer  the  advantages 
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and  disadvantages  of  their  location  and  adjust  themselves  to  the 
transportation  situation;  that  it  is  not  within  the  province  of  the 
railroad  to  ''make''  one  city  as  against  another,  or  unmake  one 
industry  to  satisfy  the  eager  competition  of  another  industry,  and  a 
carrier's  desire  for  tonnage.  And  possibly  it  is  not  too  much  to  hope 
that  in  some  good  day  some  traffic  manager  will  announce  the  prin- 
ciple, that  a  railroad's  function  is  to  sell  transportation  at  a  fair 
rate;  and  that  it  is  beside  his  place  to  be  the  ultimate  regulator  of  the 
economic  conditions  of  the  country. 

To  be  sure  we  can  never  depart  from  the  ad  valorem  principle  in 
the  making  of  rates.  No  governmental  railway  system  does.  The 
national  highways  may  as  properly  tax  a  carload  of  tea  with  some 
relation  to  its  value  as  the  state  may  tax  an  import  on  the  same  basis, 
or  the  toll  road  distinguish  between  the  automobile  and  the  wheel- 
barrow. In  all  chaises  of  an  arbitrary  character  where  pubUc  policy 
LB  involved  there  is  need  that  the  greater  burden  shall  fall  upon  those 
best  able  to  support  it.  But  classification  of  freight  cares  for  value 
in  the  greater  part. 

In  a  land  as  intimately  bound  together  in  commerce  as  is  this, 
where  each  city,  village,  and  farm  depends  to  large  degree  upon  the 
resources  of  a  nation  for  its  supplies,  there  must  arise  questions  of 
public  welfare  in  the  charges  that  the  highways  of  the  pubUc  may 
make  altogether  aside  from  questions  of  discrimination.  It  concerns 
us  that  we  shall  have  the  advantages  of  oiur  varied  resources;  that 
New  York  and  Chicago  shall  be  made  accessible  to  the  fruit  of  Florida 
and  Calif omia;  that  Minneapolis  and  Buffalo  shall  serve  the  thickly 
populated  eastern  states  with  their  flour;  that  the  wide  plains  of 
Texas  and  Wyoming  shall  be  brought  as  near  as  possible  to  the  cattle- 
consimiing  centers;  that  coal  and  lumber  shall  go  where  fuel  and 
trees  are  scarce;  and  that,  in  short,  our  products  and  oiur  people  may 
be  as  mobile  and  as  fluent  as  conditions  may  permit.  Therefore,  it 
may  not  answer  pubUc  needs  to  always  measure  rates  by  any  fixed 
standard,  but  the  deviations  from  standard  should  be  made  primarily 
with  an  eye  to  public  advantage,  rather  than  to  the  volume  of  freight 
which  a  carrier  may  seciure.  This  is  not  a  far  departiure  from  that 
policy  which  the  old  carriers  of  the  more  congested  portions  of  our 
coimtry  have  in  recent  years  adopted.  First,  a  basic  classification 
of  commodities  with  relation  to  their  relative  value,  bulk,  fragility, 
and  other  proper  transportation  considerations,  upon  which  is  built 
a  wisely  balanced  schedule  of  charges  fixed  with  reference  to  well- 
defined  zones  of  distributive  territory;  and,  beneath  these,  those 
special  rates  on  certain  conmiodities  as  to  which  the  public  need 
demands  that  exceptions  shall  be  made. 

This  makes  for  the  rigidity  of  rates,  it  is  said.  Unquestionably. 
Do  agreements  between  carriers  that  they  will  not  advance  or  lower 
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rates  without  notice  to  each  other  make  for  easy  flexibility  1  Tet 
this  was  raihx>ad  policy  for  many  years.  Do  conferences  between 
carriers'  traffic  managers,  the  establishment  of  common  agents  to 
file  common  tariffs,  the  mutual  notification  of  each  carrier  as  to  what 
is  proposed  by  every  other — are  these  devices  of  the  carriers  made  to 
promote  ready  change  and  individual  initiative  or  are  they  the  weQ- 
designed  machinery  of  the  roads  to  put  a  brake  upon  change,  a  veto 
on  troublesome  fiexibility  ? 

It  is  not  necessary  to  direct  attention  to  the  act  to  regulate  com- 
merce in  this  respect,  a^ost  every  section  of  which  is  groimded  on 
the  legislative  beUef  that  certainty  and  stabiUty  of  rates  are  virtues 
much  to  be  desired.  The  very  latest  expression  of  this  belief  is  found 
in  those  provisions  of  the  Mann-Elkins  bill  touching  rates  put  in  to 
meet  water  competition,  and  the  new  section  15  relating  to  rate  sus- 
pensions, imder  which  we  are  at  preseiiv  acting,  all  of  which  comes  to 
this:  The  railroads  long  since  sought  to  make  rates  stable  by  con- 
ventions, fines,  and  gentlemen's  agreements.  They  saw  the  evils  of 
unrestricted  fiexibiUty,  which  meant  adjustment  of  rates  to  the  ambi- 
tions of  the  carrier.  They  could  not  Uve  with  each  traffic  manager 
from  day  to  day  discovering  by  instinct  the  reasonable  rate.  The 
Gbvemment  now  comes  in  this  same  path  and  seeks  to  stay  the 
changes  which  caprice  or  a  carrier's  selfishness  may  dictate.  And 
we  ask  the  carriers.  Why  is  this  present  rate,  which  you  fixed  yourself, 
unreasonably  low,  if,  as  you  say,  cost  of  service  is  not  to  be  con- 
sidered? The  answer  comes  that  cost  of  service  is  now  to  be  con- 
sidered; that  the  traffic  will  now  bear  a  higher  i*ate;  that  its  move- 
ment will  not  be  impeded  if  a  greater  charge  is  made.  Still  seeking, 
we  inquire  again.  Why  was  not  such  a  higher  rate  imposed  long  ago  1 
The  answer  is,  We  could  not  maintain  it;  the  pressure  of  shippers  and 
carriers  was  too  strong.  May  we  not  ask  one  more  question,  Why 
do  you  then  seek  it  now?  And  should  not  the  answer  be.  Because 
we  think  we  can  get  it.  We  are  united  in  mind  and  the  law  wiU  safe- 
guard our  right  to  it. 

The  reasonable  rate  was  one  that  could  be  secured.    That  defini- 
tion remains  as  the  carriers'  guiding  star.    But  under  regulation  the 
reasonable  rate  is  one  which  the  shipper  should  pay  in  justice  to  the 
carrier  which  renders  the  service.    Once  the  theory  of  bargain  and 
sale  of  transportation  is  abandoned  the  rate  becomes  a  matter  for 
ascertainment  by  some  method  other  than  what  the  shipper  can  give 
or  what  the  carrier  will  take.    The  railroad  has  a  service  to  selL 
The  shipper  wishes  to  buy  this  service.    The  law  says  these  two 
jBsy  not  haggle  as  to  price.    The  one  must  sell  at  a  fixed  price  and 
^her  pay  that  price.    How,  then,  can  the  value  of  the  service  to 
ipper  in  the  accustomed  sense  of  that  phrase  be  discovered  f 
tot  frankness  require  the  answer  that  no  such  method  is  now 
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possible?  The  individual  shipper  has  by  the  course  of  law  been  trans- 
formed into  the  general  public.  The  carrier  has  by  like  process  been 
transformed  into  a  public  agency.  The  law  says  to  the  carrier  that 
it  may  as  to  all  men  make  its  charges  with  relation  to  the  value  of  the 
service  it  oflFers  to  all,  and  if  it  fixes  this  value  upon  considerations 
which  are  outside  its  function  as  a  public  agency — if  it  seeks,  for 
instance,  to  make  itself  the  beneficiary  of  the  prosperity  of  private 
industry,  the  law  will  interpose  to  correct  its  charges. 

RAILROAD  FIGURES   AS   TO   COST  OF   SERVICE. 

While  we  find  the  carriers  contending  uniformly  that  in  the  making 
of  a  reasonable  rate  the  cost  of  service  is  practically  a  negligible 
factor,  yet  the  contention  is  herein  made  that  the  carriers  should  be 
allowed  to  increase  their  rates  upon  that  ground.  In  short,  that 
addition  to  cost  of  service  justifies  increased  rates.  It  becomes  of 
immediate  importance,  therefore,  to  learn  what  we  may  as  to  this 
factor  in  the  problem.  That  the  railroads  are  not  indifferent  to  this 
element  is  shown  by  the  fact  that  some  of  those  of  highest  grade  keep 
such  figures.  It  would  be  remarkable  indeed  if,  in  this  time  when  all 
great  business  enterprises  make  analyses  of  costs,  our  railroads  should 
keep  no  such  accounts. 

When  we  have  sought  to  learn  the  cost  of  railroad  service,  a  two- 
fold answer  has  been  made:  (1)  That  rates  were  not,  and  could  not 
be,  made  with  reference  to  cost  because  some  trafiic  could  and  should 
bear  a  higher  rate  than  other  traffic;  and  (2)  because  it  was  impos- 
sible to  allocate  to  the  different  services  rendered  their  proper  share 
of  expenditures.  The  first  of  these  answers  we  have  considered  above. 
As  to  the  second,  it  has  been  testified  by  an  official  of  an  important 
carrier  that  it  was  entirely  feasible  to  absolutely  s^regate  about  51 
per  cent  of  the  cost  of  operation  between  passenger  and  freight 
traffic;  that  about  29  per  cent  was  subject  to  some  arbitrary  divi- 
sion, but  that  for  all  practical  purposes  it  would  be  accurate;  ami 
that  only  the  remainder,  or  20  per  cent  of  the  whole,  had  to  be  deter- 
mined upon  an  arbitrary  basis.  So  that  it  was  r^arded  as  practi- 
cable by  statisticians  to  leave  but  a  very  narrow  "twilight  zone" 
between  the  actual  cost  of  moving  a  ton  of  freight  and  the  statisti- 
cian's estimate;  €md  tliis  estimate,  it  was  thought,  would  not  vary 
5  per  cent  from  actual  cost.  This  is  readily  apparent  from  the  fact 
that  of  the  total  operating  expense  on  most  of  the  roads  substan- 
tially 50  per  cent  is  chargeable  to  "conducting  transportation,"  25 
per  cent  to  maintenance  of  way  and  structures,  and  25  per  cent  to 
maintenance  of  equipment.  There  is  no  difficulty  in  segregating  the 
cost  of  maintenance  of  equipment  as  between  passengers  and  freight. 
Likewise  the  50  per  cent  under  the  head  of  conducting  transporta- 
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tion  is  easily  segr^ated,  excepting  as  to  some  station,  yard,  and 
similar  expenses,  which  constitute  a  small  proportion  of  the  total. 

Thus  practically  75  per  cent  of  the  entire  expense  is  taken  care  of. 
The  expense  of  maintenance  of  way  and  structures  can  not  be  allo- 
cated, and  this  has  to  be  divided  arbitrarily.  Moreover,  that  it  is 
not  impracticable  to  estimate  cost  of  railway  service  is  evidenced  by 
the  fact  that  we  have  before  us  the  cost  figures  of  both  the  Santa  Fe 
and  the  Burlington  lines.  The  Santa  Fe  road  has  had  in  its  employ 
for  many  years  a  man  who  has  a  national  reputation  as  a  statistician* 
It  is  a  part  of  the  general  efficiency  of  the  system  of  that  great  road 
to  keep  such  accoimts  so  that  the  management  may  ascertahi  through 
varying  periods  of  time  how  the  income  of  the  road  is  being  expended. 
While  the  figures,  as  the  carriers  contend,  may  not  be  sufficiently 
definite  as  to  be  authoritative  upon  the  cost  of  canying  traffic,  they 
clearly  and  unquestionably  show  the  relative  cost  from  year  to  year 
because  the  same  system  of  bookkeeping  and  statistical  accounting 
obtains  throughout  these  periods  of  time.  If  we  find  that  on  a  cer- 
tain division  of  the  Santa  Fe  road,  for  instance,  the  cost  of  moving  a 
ton  a  mile  is  3  mills  in  September,  1910,  and  3^  mills  in  September, 
1909,  we  may  not  be  justified  in  concluding  that  to  the  nicety  of  one- 
tenth  of  a  mill  this  is  the  cost  of  moving  that  unit  of  traffic,  but  we 
are  justified  in  saying  that  the  cost  over  that  particular  portion  of 
the  road  for  that  one  month  including  all  operating  expenses  has 
decreased  in  1910. 

The  question  is  raised  with  much  seriousness  in  this  case  as  to 
why  this  particular  traffic  should  be  called  upon  to  bear  an  increased 
burden.  We  are  not  referring  now  to  the  character  of  the  com- 
modities but  to  the  traffic  which  moves  in  this  particular  territory — 
to  put  it  broadly,  why  should  Kansas  City-Chicago  rates  be  increased  1 
There  is  no  showing  made  by  the  carriers  that  any  additional  burden 
has  been  cast  upon  the  traffic  in  this  territory  which  has  not  been 
imposed  upon  traffic  in  all  western  territory.  The  carriers  have 
confined  themselves  in  this  regard  to  a  showing  that  the  movement 
of  freight  generally  has  become  more  expensive  owing  largely  to 
greater  cost  of  labor.  Some  of  the  carriers  frankly  stated  that  it 
was  their  intention  to  increase  other  rates  where  that  was  practicable, 
that  this  effort  was  but  a  beginning. 

Having  in  mind,  then,  these  considerations,  we  pass  to  an  exami- 
nation from  railroad  figures  into  the  cost  to  the  carrier  of  carrying 
a  ton  of  freight  a  mile  as  shown  by  the  Santa  Fe  and  Burlington 
operation  sheets.  Cost,  it  will  be  noted,  includes  all  operating 
expenses  and  taxes;  not  merely  the  cost  of  running  a  train  over  a 
track.  (The  figures  herein  will  be  found  set  forth  in  the  tables 
forming  Appendix  B,  attached  at  the  dose  of  this  report.)    The 
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traffic  largely  in  controversy  here  is  that  which  moves  between 
Chicago  and  the  Missouri  River,  and  we  will  consider  first  the  cost  of 
moving  a  ton  of  freight  1  mile  in  this  territory  on  the  Illinois  and 
Missouri  divisions  of  the  Santa  Fe  road. 

On  the  Illinois  division  the  expense  of  moving  1  ton  1  mile 
for  the  year  ending  June  30,  1910,  was  3.79  mills,  and  for  1909,  3.96 
mills;  on  the  Mssouri  division  the  1910  cost  was  4.63  mills,  and  the 
1909  cost  4.48  miUs.  These  figures  include  both  main  and  branch 
lines.  As  illustrating  the  difference  in  the  cost  of  operating  main 
lines  as  distinguished  from  branch  lines,  in  the  year  1910  the  cost 
on  the  Illinois  division  main  line  was  3.71  mills,  and  on  the  branch 
lines  6.31  mills;  on  the  Missouri  division  the  main-line  cost  was  4.29 
mills  and  the  branch-line  cost  17.75  mills. 

During  1910  the  Illinois  division  hauled  567,000,000  net  ton-miles  of 
freight  as  compared  with  437,000,000  in  1909,  and  thenumberof  tons  per 
mile  of  road  net  increased  from  1,500,000  to  2,000,000,  or  33  per  cent. 
The  maintenance  of  way  and  structure  accounts  in  these  two  years 
increased  from  $280,000  to  $455,000,  or  about  62  per  cent.  The 
maintenance  of  equipment  cost  was  substantially  the  same  for  both 
years.  The  transportation  expenses  increased  from  $750,000  to 
$949,000,  an  increase  of  about  27  per  cent.  It  thus  appears  that  with 
the  ton-miles  increasing  almost  one-third  and  the  way  and  structure 
account  increasing  nearly  two-thirds,  the  company  was  enabled  to 
move  a  ton  of  freight  over  that  division  1  mile  for  about  4  per  cent 
less  in  1910  than  in  1909.  It  is  obvious  that  the  extra  maintenance 
noted  above  was  more  or  less  arbitrary,  and  bore  little  relation  to 
the  increase  in  traffic.  If  the  way  and  structure  account  had  increased 
only  in  proportion  to  the  ton-miles  the  operating  costs  would  have 
been  still  lower,  as  shown  by  the  firp-  res  of  1910  compared  with  1909. 
However,  it  should  be  noted  that  the  maintenance  of  equipment 
expense  on  this  division  remained  practically  the  same.  If  that  cost 
had  increased  in  proportion  to  the  net  ton-miles  the  operating  ex- 
pense of  moving  a  ton  of  freight  might  nevertheless  have  been  some- 
thing lower  in  1910  than  it  is  reported  for  1909.  The  fact  that  the  ton- 
miles  increased  about  one-third  and  the  transportation  expense  about 
one-fourth  illustrates  very  clearly  that  as  business  increases  even  the 
direct  expense  of  conducting  transportation  does  not  always  increase 
at  the  same  ratio,  for  it  must  be  remembered  that  in  this  year  (1910) 
is  included  a  portion  of  th<e  increase  in  the  rate  of  wages  and  con- 
siderable in  the  way  of  the  increase  in  the  cost  of  coal,  due  both  to 
the  labor  difficulties  in  the  coal  fields  during  the  spring  of  1910  and 
to  the  unusually  severe  winter  preceding. 

On  the  Missouri  division  while  the  cost  of  moving  a  ton  of  freight  1 
mile  increased  about  3  per  cent,  from  4.48  mills  to  4.63  mills,  the 
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tons  per  mile  of  road  increased  about  24  per  cent  and  the  way  and 
structure  account  from  $323,000  to  $523,000,  or  about  62  per  cent, 
and  the  maintenance  of  equipment  from  $573,000  to  $635,000,  or 
about  10  per  cent,  while  the  transportation  expense  increased  from 
$800,000  to  $1,024,000,  or  but  28  per  cent. 

Taking  these  two  divisions  together  the  cost  of  moving  a  ton  of 
freight  I  mile  was  about  the  same  for  the  year  1910  as  for  1909, 
notwithstanding  increases  in  wages  and  in  the  price  of  fuel  that  may 
have  occurred  during  the  last  year  and  a  material  increase  in  the 
amount  expended  on  tlie  maintenance  of  way  and  structures  in 
1910  as  compared  with  1909.  Wliile  there  may  be  a  contention 
on  the  part  of  the  carriers  that  these  freight  operation  statistics  do 
not  show  the  whole  cost,  yet  it  is  not  contended  by  them  that  it 
does  not  fairly  show  the  comparative  cost  of  one  period  with  another, 
08  it  is  for  this  very  purpose  that  these  statistics  are  maintained  by 
tlie  carriers.  Using  them  for  this  purpose  to  compare  the  cost  of 
July,  August,  and  September,  1910,  with  the  same  months  of  1909, 
on  traffic  moving  between  Chicago  and  the  Missouri  River  on  the 
Illuiois  and  Missouri  divisions  of  the  Santa  Fe  road,  the  following 
table  is  made  from  the  statistics  referred  to: 
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Tho  average  freight  rate  per  too  per  mile  in  1910  on  the  Santa  Fe 
UHM  lt>  mills  and  it  cost  that  road,  according  to  the  nearest  approxi- 
luwlioii  possible,  to  haul  that  freight,  paying  its  proportion  of  upkeep 
vt  |>laut  and  of  all  general  expenses,  an  average  of  3.29  mills  on  the 
UUiioi'i  and  Missouri  divisions  of  its  road.    The  remainder  of  the 

0  the  return  on  investment. 

y  show  that  though  the  net  ton-miles  hauled  in 

1  those  of  July,  1909,  about  33  per  cent,  yet  the 
nse  increased  only  about  15  per  cent.  In  August 
iised  about  10  per  cent  and  the  transportation 
creased  10  per  cent;  in  September  the  ton-miles 
)er  cent  and  the  transportation  expense  increased 
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The  following  table  shows  the  cost  of  moying  a  ton  of  freight  on 
the  Burlington  for  the  months  of  July,  August,  and  September  of 
1909  and  1910,  and  the  average  for  the  three  months: 

Moving  a  ton  of  freight  on  the  Chicago f  Burlington  &  Quincy  Railroad  east  of  Musouri 

River. 

Month. 


July 

August..... 
September. 


Average. 


The  average  freight  rate  on  the  Burlington  in  1910  was  7.83  miUs 
per  ton  per  mile. 

It  will  be  observed  that  the  average  cost  of  moving  a  ton  of  freight 
over  the  Santa  Fe  lines  between  Chicago  and  the  Missouri  River  for 
the  three  months  of  July,  August,  and  September,  1909,  was  4.01 
mills,  while  for  the  same  period  of  1910  it  was  3.29  mills,  or  a  decrease 
of  nearly  20  per  cent,  while  on  the  Burlington  the  cost  has  increased 
from  4.57  miUs  to  5.03  mills,  or  an  increase  of  10  per  cent.  Tliis 
difference  between  the  Santa  Fe  and  the  Burlington  suggests  two 
questions:  (1)  Why  should  the  cost  of  moving  freight  on  the  Bur- 
lington be  so  much  greater  than  on  the  Santa  Fe  ?  and  (2)  Why  should 
one  decrease  and  the  other  increase  during  the  same  periods  of  time  ? 

The  answer  to  the  first  question  may  be  that  the  Santa  Fe  has 
practically  no  branch  lines  between  Chicago  and  the  Missouri  River, 
while  the  Burlington  branch  line  mileage  compared  to  its  main  line 
nuleage  is  very  great.  The  report  of  the  Santa  Fe  would  make  it 
appear  that  the  expense  of  moving  freight  on  branch  lines  is  far 
greater  than  on  main  lines.  For  instance  the  cost  in  August,  1910, 
on  main  lines  east  of  Albuquerque  was  4.05  miUs,  while  on  the  branch 
lines  in  the  same  territory  the  cost  was  7.85  mills,  or  practically 
double.  This  would  readily  account  for  the  apparent  higher  cost 
upon  the  Burlmgton. 

The  answer  to  the  second  question  is  probably  to  be  foimd  in  the 
fact  that  the  ton-miles  movmg  over  the  Santa  Fe  were  much  greater 
for  the  throe  months  of  1910  than  for  1909,  while  upon  the  BurUngton 
the  volume  of  traffic  substantially  decreased. 

From  the  Burlington  freight  operating  sheets  we  find  that  on  the 
divisions  east  of  the  Missouri  River  the  cost  of  moving  a  ton  of  freight 
1  mile  in  July,  1909,  was  4.96  mills  and  for  the  same  month  in  1910 
was  5.87  mills,  while  the  tons  moved  1  mile  decreased  from  402,000,000 
in  1909  to  340,000,000  in  1910.  The  cost  of  conducting  transporta- 
tion during  July,  1909,  was  1.92  mills,  and  in  July,  1910,  2.53  mills. 
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For  August  the  1909  cost  was  4.38  mills,  and  1910,  4.87  miUs;  for 
conducting  transportation  1.70  mills  in  1909  and  2.19  mills  in  1910; 
the  tons  decreased  from  487,000,000  to  426,000,000.  The  cost  in 
September,  1909,  was  4.57  mills;  in  September,  1910,  4.36  mills; 
conducting  transportation,  1909,  1.75  mills,  and  1910,  2.11  mills; 
the  tons  moved  decreased  from  489,000,000  to  457,000,000. 

These  figures  as  a  whole  are  among  the  most  suggestive  to  which  the 
consideration  of  the  Commission  has  been  directed.  They  appear  to 
make  it  possible  to  overcome  the  one  hitherto  insuperable  objection 
which  has  been  raised  against  the  primary  basing  of  rates  upon  cost. 
This  is  the  effort  in  all  the  great  business  enterprises  of  our  time — 
to  know  what  a  unit  costs  the  plant.  In  all  such  cost  figures  there 
are  arbitraries  of  many  kinds  and  varyuig  importance.  These  must 
be  criticized,  checked,  corrected,  and  compared  through  a  number  of 
years  before  they  may  be  said  to  be  in  any  sense  reliable.  But  there 
IB  no  scientific  achievement  without  the  drudgery  of  detail,  long 
delay,  and  many  tiresome  comparisons,  tests,  and  analyses.  What 
can  a  certain  transportation  plant  render  a  certain  service  for?  What 
is  the  lowest  figure  at  which  transportation  can  be  sold  and  some 
profit  made?  These  are  very  fundamental  questions  to  which  too 
little  attention  has  been  paid.  We  see  from  the  figures  at  hand  how 
slight  IB  the  actual  transportation  cost  itself  compared  with  the  full 
retiun  which  must  be  made  to  care  for  and  sustain  the  great  going 
machine  which  gives  the  service.  Once  we  have  learned  the  compara- 
tive costs  for  various  services,  it  is  not  fanciful  to  say  that  a  schedule 
of  rates  may  be  made  which  will  approach  justice  as  between  serv- 
ices. Supplement  cost  with  scientific  classification  of  freight,  giving 
their  due  to  all  the  various  factors,  such  as  value,  bulk,  and  hazard — 
especially  to  value — adding  return  for  use  of  plant,  and  we  have 
something  certainly  more  nearly  akin  to  reason  than  the  hazard 
of  a  traflSc  manager,  no  matter  how  benevolently  inclined.  Such  a 
theory  gives  force  to  every  factor  which  the  Suj^reme  C!ourt  has  said 
should  be  considered  in  the  fixing  of  rates  for  public  utilities.  The 
investor  would  have  his  retiun,  the  value  of  the  property  would  be 
cared  for  as  a  part  of  the  rate,  though  this  return  would  of  course 
vary  with  the  rates  as  at  present,  one  service  making  a  larger  return 
to  capital  than  another. 

THE  BOLWAUKEE   STATEMENT  OF  COST. 

The  cost  of  conducting  transportation,  as  this  term  is  used  in 
railway  statistics,  includes  the  greater  part  of  the  total  operating 
expenses  of  a  railroad,  and  it  is  as  much  subject  to  rises  in  the 
wages  of  labor  and  in  the  prices  of  material  as  any  of  the  other 
expense  accounts.    Indeed,   cost  of  labor  is  a  much  larger  con- 
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stituent  of  this  account  than  of  any  other  operating  account. 
No  reason  is  apparent  on  the  face  of  things  why,  if  the  property 
devoted  to  operation  is  once  placed  in  an  efficient  operating  condi- 
tion, the  cost  of  maintaining  it  in  that  condition  should  materially 
increase  in  proportion  to  the  cost  of  conducting  transportation. 
W.  M.  Acworth,  the  leading  English  authority  on  railway  economicS| 
says: 

Expensea  increase  as  traffic  increaBee,  but  by  no  means  in  direct  proportion.  Cer- 
tain expenses — ^for  instance  maintenance  of  works — ^hardly  increase  at  all;  others — 
for  instance,  terminal  handling  of  goods  at  big  stations,  where  the  8ta£f  can  be  normally 
kept  fully  employed — ^increase  almost  as  fast  as  the  traffic.  The  bulk  of  the  expense 
is  intermediate  between  these  two  extremes.  On  the  whole,  a  common  and  probably 
roughly  accurate  estimate  is  to  say  that  half  the  total  expenses  is  fixed;  half  varies 
with  the  traffic.  That  is  to  say,  if  it  costs  x  to  deal  with  1,000,000  units  of  traffic, 
5,000,000  units  will  cost  not  5r,  but  ix+(ixX5)s3a;.  Therefore  the  heavier  the  traffic 
the  lower  (profits  remaining  equal)  need  be  the  rate. 

This  is  no  more  than  a  statement  of  a  commonly  accepted  theoiy, 
that  imit  cost  decreases  with  increase  in  the  imits  produced.  Never- 
theless, the  position  is  taken  by  the  Chicago^  Milwaukee  &  St.  Paul 
Railway  Company  in  this  proceeding  that  as  their  traffic  has  increased 
their  cost  per  unit  has  increased.  And  this  position  is  supported  by 
a  table  of  estimated,  freight  expenses  in  conducting  transportation  per 
1,000  tons  1  mile,  which  shows  this  result: 

Artrage  co$t  per  1^000  tons. 

1901 $2,209 

1902 2.137 

1903 2.388 

1904 2.691 

1905 2.469 

1906 2.366 

1907 2.488 

1908 2.626 

1909 2.655 

1910 2.963 

It  will  be  noticed  that  in  1904  the  cost  was  higher  than  in  any 
other  year  up  to  and  including  1909.  This,  therefore,  of  itself  does 
not  indicate  a  progressive  cost  in  the  carrying  of  traffic.  Why  this 
great  increase  in  1910  over  1909?  The  table  shows  an  increase  in 
wages  of  engine  and  roundhouse  men  of  $750,000,  in  train  service  of 
nearly  $400,000,  in  switchmen,  flagmen,  and  watchmen  over  $300,000, 
in  station  service  of  $300,000,  and  in  fuel  of  over  a  million  and  a  half. 
The  volume  of  freight  was  about  7  per  cent  higher  in  1910  than  in  the 
preceding  year. 

The  accuracy  of  this  estimate  and  its  reliability  as  a  basis  for  any 
conclusion,  beyond  the  fact  that  wages  and  fuel  cost  have  somewhat 
increased,  may  be  doubted.    It  appears,  for  instance,  that  in  1909 
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the  car  mileage  balance  which  the  road  had  to  pay  to  other  roads  on 
borrowed  cars  was  $811,000,  while  in  1910  it  was  $1,400,000.  This 
difference  of  $600,000  is  accounted  for  on  the  ground  that  owing  to 
the  unusual  season  and  congestion  the  road  was  unable  to  reliere 
itself  of  foreign  cars  on  its  tracks.  Another  reason  is  that  much  of 
this  mileage  was  paid  to  the  new  extension  of  the  Milwaukee — the 
Chicago,  Milwaukee  &  Puget  Sound.  In  1908  the  car  mileage  balance 
was  but  $268,000,  or  $1,130,000  less  than  in  1910,  before  the  Puget 
Sound  was  built.  Loss  and  damage  claims  paid  rose  from  $735,000 
in  1909  to  $1,027,000  m  1910,  so  that  altogether  we  may  regard  1910 
as  a  most  unusual  and  abnormal  year  with  the  .Milwaukee  road. 

Turning  to  the  income  statement  of  this  railroad  (see  Appendix 
A)  it  would  appear  that  to  add  less  than  $6,000,000  to  its  gross 
earnings  for  the  year  1906,  it  cost  the  Milwaukee  road  $4,000,000 
in  additional  operating  expenses  over  and  above  those  for  the  year 
1905.  An  increase  of  $5,000,000  in  1907  cost  $4,000,000.  In  1908 
a  decrease  of  $3,000,000  allowed  but  a  reduction  in  operating 
expenses  below  the  preceding  year  of  less  than  $1,000,000.  A  rise  of 
$3,500,000  in  gross  revenue  brought  increased  operating  expenses 
of  more  than  $2,000,000,  and  in  1910  to  add  over  $5,000,000  to  the 
gross  added  over  $6,000,000  to  expenses  of  operation.  The  operating 
ratio  in  the  five  years  increased  from  61.62  to  69.53  per  cent. 
Total  operating  revenues  increased  29  per  cent  in  the  five  years 
1906-1910  over  1901-1905,  and  total  operating  expenses  increased 
36  per  cent  for  the  same  periods.  Is  there  any  explanation  of 
this?  We  see  from  the  income  statement  that  the  net  profits  have 
steadily  increased;  that  the  rate  paid  on  preferred  and  common 
stock  has  been  maintained,  while  the  balance  increased  until  the 
year  1906,  and  decreased  since  that  year. 

This  fact  is  interesting:  That  the  net  profits  of  the  road  were  well 
maintained  and  on  the  up  grade  throughout  the  entire  decade,  barring 
the  falling  off  in  1908.  If  we  eliminate  the  year  1910  from  considera- 
tion, because  that  was  the  year  in  which  the  Puget  Sound  road  began 
operations,  we  see  that  the  Milwaukee  was  able  in  1909  to  pay  7  per 
cent  on  both  preferred  and  common  stock  and  had  a  balance  of 
$3,796,586,  notwithstanding  the  highest  operating  ratio  for  the  eight 
years  preceding. 

In  1906  maintenance  of  way  and  structures  cost  $8,179,522,  as 

against  $5,956,586  for  1905.     In  1903  it  had  cost  as  much  and  in  1902 

nearly  a  milUon  and  a  half  more.     Each  year  following  1906  down 

to  1910,  to  maintain  its  way  and  structures  cost  the  Milwaukee  less 

than  in  1906,  but  in  the  latter  year  the  fio:iires  again  ft)8e  to  neariy 

eight  and  a  half  million.    This  certainly  does  not  evidence  a  "  plowing 

in"  of  these  charges  in  the  latter  half  of  the  decade. 
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Turning  now  to  the  maintenance  of  equipment,  we  find  that  the 
figures  run: 

1905 $5,181,586 

1906 5,598,046 

1907 8,589,757 

1908 6,968,556 

1909 7, 270, 774 

1910 7,724,569 

Here  there  was  an  increase  in  the  five  years  1906-1910  over 
1901-1905  of  70  per  cent  for  maintenance^  of  equipment,  or  in  roimd 
figures  the  Milwaukee  expended  seven  and  a  quarter  millions  per  year 
in  maintaining  its  cars  and  locomotives  in  the  period  1906-1910  and 
only  four  and  a  quarter  millions  per  year  for  the  previous  five  years. 

We  come  next  to  consideration  of  traffic  and  transportation 
expenses,  and  find  that  these  ran  for  the  five  years  as  follows: 

1906 $19, 055, 054 

1907 21, 956, 033 

1908 22, 628, 232 

1909 23, 098, 477 

1910 27. 469, 993 

Out*  of  every  dollar  taken  in  for  the  carriage  of  traffic  in  1910  it 
cost  the  Milwaukee  nearly  4  cents  more  for  actual  transportation 
expense  than  in  1909,  while  on  the  Chicago  &  North  Western  (a  road 
very  hard  hn  by  weather  and  fuel  conditions)  it  cost  in  1910  less  than 
3  cents  more  than  in  1909;  on  the  Rock  Island  a  little  over  1  cent 
more;  on  the  Santa  Fe  but  2  cents  more,  and  on  the  Burlington  less 
than  1  cent  more.  These  figures  run  into  the  millions  easily.  Four 
cents  added  to  the  cost  of  transportation  on  each  dollar  received 
means  a  total  annual  increase  of  $2,660,000  for  the  Milwaukee,  as 
against  an  increase  of  less  than  $800,000  to  the  Burlington  on  its 
increase  in  ratio. 

Going  as  far  back  as  1906  we  find  an  equally  striking  contrast.  At 
that  time  the  MUwaukee  was  conducting  its  transportation  at  a 
figure  below  that  of  either  the  Northwestern  or  the  Rock  Island, 
although  at  not  as  low  a  ratio  as  the  Santa  Fe  or  the  Burlington. 
While  the  latter  in  the  five  years,  1906-1910,  increased  its  ratio  of 
transportation  expenses  to  operating  revenues  from  30.38  to  33.84 
per  cent,  the  Santa  Fe  from  28.26  to  31.16,  the  Rock  Island  from 
37.69  to  40.77,  and  the  Northwestern  from  35.98  to  41.32,  the  Mil- 
waukee increased  from  34.47  to  41.31 — much  the  greatest  ratio  of  any 
of  its  competitors.     These  are  hard  facts  to  explain.     And  they  have 

not  been  explained. 
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"too  much  business." 

The  Milwaukee's  expert  drew  from  these  figures  the  conclusion  that 
it  was  costing  that  road  more  each  year  to  conduct  its  business  say- 
ing: 

While  out  of  the  volume  of  bumnees  it  has  had  it  has  been  prosperous,  present 
conditions  menace  that  prosperity — unless  they  are  changed — absolutely  doom  it. 
Now  the  position  of  the  St.  Paul  road  is  that  it  ought  not  to  have  to  wait  until  the  re- 
ceiver knocks  at  the  door  before  it  is  permitted  to  make  such  changes  in  its  rates  as  will 
prevent  future  disaster. 

The  fact  was  pointed  out  that  the  Milwaukee  road  had  built  a 
transcontinental  extension  in  the  past  three  years,  notwithstanding 
the  gloomy  outlook,  to  which  the  reply  was  given: 

Had  it  not  been  for  the  business  that  transcontinental  line  will  give  and  is  giving 
and  has  given,  the  conditions  of  the  St.  Paul  road  would  be  radically  different  to-day. 
But  for  the  income  derived  from  that  property  the  St.  Paul  Co.  would  have  shown  a 
deficit  last  year  instead  of  the  slight  addition  to  the  surplus. 

He  was  asked  if  this  newly  constructed  road,  whose  tariffs  had  not 
been  filed  more  than  a  year,  had  kept  from  embarrassment  a  road 
such  as  the  Milwaukee,  which  had  been  in  existence  for  a  great  num- 
ber of  years  in  one  of  the  richest  portions  of  the  country,  and  he  said: 

There  was  about  $2,500,000  added  to  the  surplus  last  year  by  the  Milwaukee  St  St. 
Paul  road,  nearly  all  of  which  came  from  the  Puget  Sound  road. 

He  was  then  asked: 

Suppose  that  rates  were  increased  so  that  within  a  short  time  you  had  $100,000,000 
of  surplus,  would  that  in  any  way  prevent  your  coming  in  again  for  another  increase 
in  rates,  if  there  was  a  demand  for  higher  wages  on  the  part  of  the  men? 

To  which  he  replied: 

Not  if  the  increased  cost  of  service  was  kept  below  the  increase  in  revenue.  If 
the  cost  of  service  per  unit  is  increasing  in  a  larger  ratio  than  the  income  per  unit, 
then  your  income  is  being  eaten  up  and  there  is  but  one  end  to  that,  and  that  must 
be  guarded  against  and  prevented.  If  your  expense  per  unit  is  where  it  should  be, 
below  the  ratio  of  increase,  then  your  rates  will  be  reduced.  As  a  matter  of  fact,  if 
the  economic  laws  that  ought  to  be  observed  had  been  observed  by  the  St.  Paul 
Railroad,  we  would  be  in  a  position  to  reduce  rates  to-day  instead  of  increasing  them, 
because  with  the  increased  business  the  increase  of  tonnage,  the  added  volume  of 
business,  this  ought  to  result  in  a  decrease  in  the  cost  of  doing  business,  and  consequent 
decrease  of  revenue." 

Q.  But  as  conditions  are  you  suffer  because  you  have  got  too  much  businop?? 

A.  We  will  continue  to  suffer.    The  more  business  we  get  the  more  we  will  suffer. 

Q.  The  misfortune  you  labor  under  is  having  too  much  traffic  to  handle?  " 

A.  Yes,  sir;  under  present  conditions  you  lose  more  money  every  time  you  take 
on  a  thousand  tons  of  freight. 

Altogether  this  is  a  most  surprising  argument,  that  as  a  railroad's 
freight  traffic  increases  it  grows  poorer,  when  it  still  has  room  on  its 
tracks  for  more  business  and  is  building  extensions  to  get  greater 
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traffic.  In  contradistinction  to  this  position  and  in  support  of  that 
quoted  above  from  Mr.  Acworth,  is  the  testimony  of  Mr.  Ripleji  in 
which  he  said: 

A  very  large  proportion  of  the  expenditures  of  a  railroad  remain  fixed,  notwith- 
standing that  there  might  be  a  lai^  decrease  or  a  large  increase  in  the  earnings.  Many 
of  our  expenses  are  not  affected  by  our  increase  and  there  is  hardly  any  year  that  we 
could  not  increase  our  earnings  $10,000,000  without  increasing  our  labor  more  than 
a  small  fraction  of  that.  We  do  not  employ,  as  a  rule,  when  we  have  a  large  increase  in 
our  earnings,  any  additional  help  as  to  a  laige  portion  of  our  business;  it  takes  more 
enginemen  and  more  trainmen  and  more  men  in  the  operating  department  and  some 
additional  help  at  stations,  but  not  very  much,  and  it  is  notorious  that  we  can  increase 
our  earnings  ordinarily  enormously  without  increasing  our  ratio  of  expense  propor- 
tionately. That  ought  to  be  the  case,  but  in  the  last  two  or  three  years  everything 
has  been  against  us.  We  can  probably  increase  our  earnings  $10,000,000  next  year, 
or  at  least  we  could  without  expending  more  than  $2,000,000  additional  for  labor. 

Now  it  appears  that  the  Milwaukee's  freight  revenue  per  train-mile, 
that  is,  for  hauling  a  train  of  freight  cars  1  mile,  was  $2.32  in  1910, 
$2.29  in  1909,  $2.22  m  1908,  $2.38  in  1907,  $2.34  in  1906,  $2.26  m  1905, 
$2.1 1  in  1904,  so  that  out  of  the  operation  of  a  train,  more  was  received 
per  mile  of  run  in  1910  than  in  any  other  but  two  years  of  those ^iven. 
And  this,  notwithstanding  a  slight  decline  in  the  return  per  ton  of 
revenue  freight  carried,  which  was  in  1906,  $1.53,  in  1909,  $1.53,  and 
in  1910,  $1.46;  the  rate  per  ton-mile  moving  in  the  same  years  as 
follows:  1906,  0.862  cent;  1907,  0.856  cent;  1908,  0.812  cent;  1909, 
0.838  cent;  and  1910,  0.843  cent. 

Analysis  of  its  reports  show  that  the  ratio  of  cost  of  conducting 
transportation  to  the  total  operating  revenue  of  the  Milwaukee  was 
greater  averaging  the  five  years  ending  June  30,  1910,  with  the  five 
years  ending  Jime  30, 1905,  than  for  any  other  leading  system  or  road 
in  its  territory.  With  a  ratio  of  increase  in  the  cost  of  conducting 
transportation  to  the  total  operating  revenues  of  but  3.8  per  cent  for 
the  Santa  Fe,  less  than  1  per  cent  for  the  Alton,  and  less  than  3  per 
cent  for  the  Northwestern,  we  can  not  regard  an  increase  of  over  10 
per  cent  in  the  Milwaukee's  ratio  for  one  five-year  period  over 
another  as  a  basis  upon  wliich  an  increase  of  rates  may  be  properly 
predicated  for  the  railroad  systems  serving  that  territory. 

An  examination  of  the  exhibits  furnished  by  the  Milwaukee  road 
satisfies  us  that  we  must  arrive  at  either  one  of  two  conclusions:  (1) 
That  the  road  is  not  as  efficiently  managed  as  others — a  view  which 
we  decline  to  accept;  or  (2)  that  its  tables  do  not  fully  reveal  their 
own  significance. 

HIGHER   COST  OF   MATERIALS,    FUEL,   AND  LABOR. 

It  was  assumed  at  the  initial  stage  of  this  investigation  that 
railroad  materials  and  suppUes  had  greatly  advanced  in  price  within 
the  past  few  years.     Investigation  was  accordingly  had  into  this 
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question,  and  to  our  surprise,  it  may  be  said,  it  was  discovered 
through  figures  furnished  by  the  carriers  and  their  admissions  that, 
with  the  exception  of  fuel  and  ties,  railway  suppUes  and  materials 
are  to-day  costing  the  carriers  less  on  the  average  than  in  any  of  the 
past  ten  years.  President  Gardiner,  of  the  Chicago  &  North  Western 
road,  made  the  frank  admission  that  so  far  as  the  increase  in  cost  of 
materials  and  supplies  is  concerned,  whatever  advances  there  had 
been  in  some  articles  were  offset  by  the  decrease  in  others,  so  that 
in  good  conscience  he  could  not  urge  this  as  a  justification  for  in- 
creased rates.  President  Gardiner's  testimony  in  this  respect  was 
as  follows: 

The  cost  of  materials  has  been  pretty  constant.  There  are  a  great  many  things 
to-day  that  are  cheaper  than  they  were,  and  a  great  many  things  that  we  can  buy  a 
good  deal  cheaper  than  you  have  read  off  these  lists,  so  far  as  I  have  heard  them. 
Some  things  are  constant,  like  rail.  Ties  are  5  cents  higher.  We  have  to  substitute 
hemlock  and  pine  at  about  the  same  price  we  used  to  pay  for  pine,  but  they  do  not 
last  as  long.  And  then,  on  the  other  hand,  on  manufactured  articles,  in  the  way  of 
materials,  the  price  is  lower  and  they  are  better.  We  have  an  advantage  there  both 
ways.  They  manufacture  better  things  and  seU  them  at  a  lower  price.  And  some 
other  things  are  not  as  good  as  they  used  to  be.  I  do  not  think  there  is  much  advantage 
or  disadvantage  in  the  price  of  materials. 

.  With  respect  to  the  cost  of  fuel  it  appears  to  be  the  fact  that  more 
fuel  was  actually  consumed  during  the  winter  of  1909-10  than  ordi7 
narily  was  required  for  the  carrying  of  an  equal  volimie  of  traflSc. 
This  was  because  of  congestion  at  terminals  and  the  prevalence  of 
extremely  heavy  weather.  Furthermore,  a  strike  of  coal  miners  took 
place  during  the  winter,  which  left  some  of  the  roads  unprepared  to 
meet  such  an  emergency,  and  the  cost  of  fuel  for  a  period  was  much 
increased.  At  the  conclusion  of  this  strike  the  coal  operators,  yield- 
ing in  part  to  the  demands  of  the  men,  increased  the  price  of  coal. 
So  that  it  is  uncontradicted  before  us  that,  the  fuel  cost,  based  on  the 
ton  of  coal  consimied,  was  higher  in  1910  than  it  had  been  for  several 
years  preceding.  It  appears,  further  (and  this  has  not  been  denied), 
that  the  cost  of  coal  ivC  the  year  1911  wiU  be  higher  than  it  has  aver- 
aged for  the  preceding  five  years.  Mine  wages  were  advanced  in  1910, 
and  coal  was  correspondingly  increased  in  price,  and  that  increase 
obtains  to-day  and  doubtless  ^dll  for  some  time  to  come.  At  least 
this  is  the  best  judgment  of  those  who  should  know  the  exact 
(condition. 

IJut  this  does  not  entirely  dispose  of  the  question  of  fuel  cost.    We 

have  found  the  average  fuel  cost  per  train-^iile  for  the  years  1901-1905 

Hud  for  tlie  years  1906-1910  and  compared  these  first  one  with  another 

t^v  (he  vurioim  carriers.     Tlien  we  have  taken  -the  fuel  cost  per  train- 

♦ho  exceptionally  high  year  of  1910  and  compared  that  with 

5  for  the  first  five  years  of  the  decade.    These  contrasts  or 
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comparisons  show  a  very  great  increase  in  the  cost  to  a  carrier  for  the 
fuel  used  in  carrying  a  train  1  mile,  whether  we  compare  the  averages 
for  the  two  five-year  periods,  or  the  average  for  the  first  period  with 
1910.  During  this  time,  however,  the  average  number  of  tons 
carried  in  a  train,  even  of  these  lines,  has  greatly  increased,  excepting 
as  to  one  small  road.  Thus  we  find  that  while  on  the  Santa  Fe  road 
the  fuel  cost  per  train-mile  for  the  five  years  1906-1910has  increased  by 
15  per  cent  over  1901-1905,  the  tons  in  the  train  have  increased  17  per 
cent.  The  Chicago  &  Alton's  increase  in  cost  of  fuel  has  just  been 
offset  by  its  increased  trainloads.  The  Chicago  &  North  Western  has 
been  compelled  to  pay  20  per  cent  more  in  1906-1910  than  it  did  in 
1901-1905  for  fuel  per  train  mile,  while  its  trainload  has  increased  but 
6  per  cent.  The  Burlington  road,  however,  has  so  increased  its  tons 
per  train  that  it  has  more  than  offset  its  increased  cost  of  fuel  on  the 
train-mile  basis.  With  the  ililwaukee,  however,  this  is  not  true,  nor 
with  the  Rock  Island  road.  The  Iowa  Central,. however,  shows  efficiency 
in  operation  by  so  increasing  its  trainload  as  to  make  its  fuel  cost  per 
ton-mile  less.  The  Minneapolis  &  St.  Louis,  on  the  other  hand,  has 
been  unable  to  increase  its  tonnage  per  trainload,  showing  an  actual 
decrease. 

These  figiu*es  must  be  read  vdth  a  knowledge  of  the  pohcy  of  the 
roads  as  to  the  character  of  service  attempted  and  given,  as  to  the 
efficiency  of  the  management,  and  the  condition  of  the  property. 
It  is  the  policy  of  some  roads  to  accumulate  shipments  until  heavy 
trainloads  are  made.  Other  carriers  seek  to  give  prompt  service 
without  respect  to  the  volume  of  traffic  on  a  train.  Still  others  are 
unable,  because  of  poor  equipment  or  heavy  grades,  to  increase  their 
trainload.  There  is  no  general  conclusion  to  be  drawn  from  this 
table  which  will  be  apphcable  to  all  carriers,  but  it  probably  is  fair 
to  say  that  as  to  the  average  road  $1  worth  of  fuel  in  the  last  five 
years  in  the  decade  would  carry  a  ton  of  freight  as  far  as  it  would 
in  the  first  five  years  in  the  decade.  Tlus  was  not  so  in  1910,  owing 
to  the  causes  above  indicated,  the  extreme  bad  weather,  a  shortage 
in  fuel,  and  consequent  increased  cost.  The  carriers,  however,  we 
believe,  must  figure  that  coal  will  cost  them  slightly  more  on  the 
average  per  ton  in  tlus  year  than  the  average  for  the  last  five  years 
(at  least  10  cents  per  ton),  and  this  additional  expense  may  be  offset 
by  heavier  trainloads,  or  perhaps  by  less  prompt  service,  the  wisdom 
of  the  former  pohcy  being  questionable,  and  the  latter  course  being 
undesirable. 

As  to  the  increased  cost  in  ties,  while  the  standard  white  oak  tie 
costs  5  or  10  cents  more,  the  general  increase  in  this  expenditure  is 
ahnost  negligible,  it  being  estimated  from  the  reports  furnished  by 
the  carriers  that  it  will  increase  the  cost  of  maintenance  lees  than 
$50  per  mile  of  road  per  year. 

20 1,  c.  c.  Rep. 


370  INTERSTATE  COMMEBCE  COMMISSION   BEPORT8. 

The  large  item  of  increase  in  operating  expenses  upon  which  the 
carriers  depend  in  their  defense  of  these  increased  rates  is  that  of 
increased  wages  arising  out  of  settlements  made  with  their  employees 
in  the  spring  of  1910.  Definite  figures  have  not  been  furnished  us  as 
to  the  yearly  increase  in  expenditure  necessitated  by  these  new  wage 
schedules;  but  from  the  statements  made  by  various  carriers  the  fol- 
lowing table  has  been  compiled  showing  in  parallel  columns  the  esti- 
mated increase  in  revenue  arising  from  the  proposed  rates  and  the 
estimated  wage  increase: 


Esdmrntod 
Name  of  road.  tncrase  in 


AtchtooD,  Top«ka  &  Santa  Fe $160,000 

Chicago  A  North  Western 260,711 

Chicago,  Burllnctoo  Sc  Quincy 237,201 

Chicago  Great  Wertem 46,140 

Chicago,  Milwaulcee  &  St.  Paul 750,000 

Chicago,  Rocklsland  A  Pacific 142,600 

mtoob  Central 1 37,3» 

Wabash 812,379 


wageln- 


Sl,613,aO 
Sn,9QS 
325,000 
175,000 
484,653 
1,296,447 
820,000 
068,770 


Other  increases  have  been  made  since  the  hearings  had  in  this  case, 
but  we  are  without  data  as  to  their  extent. 

It  appears  that  there  have  been  constant  increases  during  the  past 
10  years  in  the  wages  of  employees  on  these  western  roads,  the  esti- 
mate for  the  Santa  Fe  alone  lowing  that  if  the  wage  schedule  of 
1901  had  been  applied  in  1910  the  road  would  have  saved  over 
$6,000,000.  The  Chicago  &  North  Western  presented  schedules 
showing  that  wages  have  increased  on  that  road  since  1900  as 
follows:  Trainmen,  20  to  26  per  cent;  engineers,  2.7  to  27  per  cent; 
firemen,  38  per  cent;  train  dispatchers,  45  to  53  per  cent;  telegraph 
operators,  16  to  36  per  cent;  road  masters,  10  to  21  per  cent;  section 
foremen,  13  to  27  per  cent;  section  laborers,  20  per  cent;  motive 
power  department  employees,  38  to  44  per  cent;  car  department 
employees,  12  to  37  per  cent. 

EXPERIENCE   OF  SIX   MONTHS. 

The  wage  increases  of  1910  were  in  effect  during  the  six  months 
from  July  1  to  December  31  of  last  year.  We  have  prepared  state- 
ments for  each  of  the  principal  carriers  herein  involved  showing  a 
comparative  statement  for  the  five  periods  of  six  months  each  end- 
ing December  31,  1910.  From  a  study  of  these  we  may  be  able  to 
discern  how  well  founded  are  the  fears  of  the  carriers  as  to  the 
destructive  influence  of  these  new  wage  schedules.  The  first  one  we 
wiU  consider  is  that  of  the  Burlington. 
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Chkago,  Bvrlington  &  Qmnc]/  Railroad  Company — Tolali. 


„ — X  of  sqolpmeDt. . . 

Tmuporti  Hon  Axpenaw. . .  _ 

Opanlinf  Inauiia 

Annwa   rnUeua   opcntad 
duilEc  ptftod-t 


IqI J  1-Dkl  31,  Jan.  l-Joiu  10,  lalj  1-Dmi  SI 


12,3I«,3W.18 
U,1I0,817.M 


i,  SSI, 884.se 

D,133,«Gl.e7 

i,«8,mi.eo 
',iTi,[iTa« 


I3i,7ai,s3>.n 

t2,esa,us.H 
M,xi,3sa4e 


From  this  table  it  appears  that  the  freight  revenue  for  the  last 
half  of  the  year  1910  has  increased  $2,000,000  over  that  for  tlie  same 
six-moDths'  period  in  1909,  and  S4,000,000  over  that  for  the  same 
period  in  1908,  while  transportation  expenses  have  increased  a  million 
and  a  half  dollars  over  the  last  six  months  of  1909  and  $2,500,000 
over  the  last  six  months  of  1908.  The  operating  income,  which  is. 
the  amount  that  the  carrier  receives  forrailroad  transportation  service 
and  is  the  result  of  a  deduction  from  the  total  operating  revenues  of 
all  expenses,  including  taxes,  has  increased  from  SI  2,342,000  to 
$15,563,000.  Transportation  expenses  have  increased,  it  will  be  seen, 
over  the  1909  period  in  but  a  slightly  increased  ratio  as  compared 
with  the  increase  of  operating  revenues  for  1910  over  1909.  The 
increase  in  operating  revenues,  however,  gives  to  the  Burlington  road 
during  these  six  months  a  much  higher  revenue  than  it  has  enjoyed 
for  any  of  the  periods  considered. 

We  now  pass  to  a  consideration  of  the  table  giving  the  averages 
per  mile  of  road,  from  which  it  will  be  seen  that  the  transportation 
expenses  per  mile  of  road  during  the  last  half  of  1910  increased  but 
$15  per  mile  over  the  transportation  expenses  for  the  first  half  of 
that  year,  while  the  operating  income  is  nearly  $700  per  mile  of  road 
greater  in  the  last  half  of  the  year  than  in  the  first  half,  and  $350  per 
mile  greater  than  in  the  corresponding  period  for  1909. 

Chiaiffn.  Burlington  A  Quincif  Railroad  CoTa'pam/. — Artrage*  prr  tnilt  ofrottd. 


Biz  inootlia- 

l(0n. 

July  t- 

letK. 

Jui.  1- 

JdItI' 

Joiiiao, 

&'■-, 

Fnkht  nvtoM  ptT  mile  a(  nwl 

tJ.MI.SI 

4,aia«3 

TM.CO 

i,m.ii 

H1.37 
I,4£;.3I 

ti.vts.x 

4, 101.  Si 

7m!|2 
1,M2.26 

IS 

H8.18 
SS0.11 
1,4«.H 

1.368.19 

■.OEO-K 

l!  122.44 
7M.3S 

l,«4i(r7 

»3  500.78 

SSf^SSir^iui; 

S:SS 

^,^^a=.-tf^"iSsr!;:::: 

..»£ 
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The  total  operating  revenues  for  the  last  six  months  of  1910  were 
about  12}  per  cent  greater  than  for  the  first  six  months,  while  the 
transportation  expenses  were  practically  no  greater;  and  this  is  remark- 
able when  it  is  considered  that  during  the  last  six  months  of  the  year 
the  full  effect  of  the  increase  of  wages  was  felt  by  the  carriere. 

We  pass  next  to  a  consideration  of  the  Rock  Island. 

T?ie  Chicago^  Rock  Island  <(:  Pacific  Railway  Company — TotaU, 


Six  moQths— 


Item. 


Freight  revenue 

Passenger  revenue 

Total  operating  revenues 

Maintenance   of   way   and 

structures 

Xfalntenanoe  of  equipment... 

Transportation  expenses 

Taxes 

Operating  income 

Average  mileage  operated 


July  1-Dec.  31,  Jan.  1-June  30,  July  1-Dec  31,  Jan.  1-June  30,  July  l-Dec.31. 

1006.  1000.  1000.  loia  loia 


$10, 
30, 

t 

10, 

1, 

8, 


072,348.37 

170,7ia50 

,016,£06w07 

no,  301 58 
828,32&78 
7eO,16L37 
106,71^80 
125,112.48 
7,412.23 


$17, 485, 17a  05 

7, 726, 73d  48 

27,370, 33&  70 

3,710,00a34 
3,350,110137 
10,003,278.43 
1,061,817.01 
6,058,08&18 
7,414.30 


$20,021,805.22  $18,838,206i71 


10,176,742.10 
32,673,62&06 

5,333,37&00 
4,052,105.35 
ll,420,450t31 
1,223, 62&  06 
8,071,31&24 
7,403.70 


8,106,77X80 
20,560,ieOL30 

4,702,812.14 
4,026,753.53 
12,418,75L45 
1,523,283.80 
4,800,132L04 
7,303.50 


$22,aao,oo&30 

10^540,117.82 
34,532,06417 

5,138,9CL42 
4,531,606.57 
12,626,360.06 
1,360,310.75 
0,020,006.64 
7,305.  n 


The  Chicago f  Rock  Island  <t  Pacific  Railway  Company — Averages  per  mile  of  rood. 


Sixmoottis— 

Item. 

Julyl- 

Dec31, 

1006. 

Jan.1- 

JunedO, 

1000. 

Julyl- 

Dec31, 

1000. 

Jan.1- 
June  30, 

loia^ 

Julyl- 
1010. 

Freight  revenue  rer  mile  of  road. 

$2,673.00 

1,237.24 

4,040.60 

635.48 

516.40 

1,452.80 

140.17 

$2,356.30 

1,042.14 

3,001.56 

500.52 

452.65 

1,442.25 

145.01 

038.60 

7,414.30 

$2,785.35 

1,374.55 

4,413.15 

72a  37 

547.32 

1,543.75 

165.27 

1.211.73 

7,403.70 

$2,547.01 

1,106.63 

3,907.05 

636.07 

544.63 

1,670.66 

206.03 

661.40 

7,303.60 

$2,077.41 

PaaBenicBr  revenue  per  mile  of  road 

1.42S.17 

Total  operatine  revenue  per  mile  of  road 

4,067.07 
004.78 

Maintenance  oi  way  and  structnrps 

Maintenance  of  equipment  per  mile  of  road 

Transportation  expenses  per  mile  of  road 

Taxen  per  mile  of  road  ^ 

612.74 

1,707.26 

183.09 

Operatine  Income  per  mile  of  road 

1.006.18 
7,412.23 

1.220.00 

A  verace  milease  operated  durinj;  period 

7,305.71 

Here  we  see  an  increase  of  nearly  $2,000,000  in  total  operating 
revenues  in  the  last  half  of  1910  over  the  corresponding  period  for 
1909.  The  carrier  has  increased  its  maintenance  charges  by  $300,000. 
Comparing  these  two  periods,  transportation  expenses  have  increased 
by  nearly  $1^00,000  and  the  operating  income  is  slightly  higher  than 
in  the  first  half  of  the  fiscal  year  1910,  which  was  the  banner  year  in 
the  history  of  that  road. '  When  we  consider  the  averages  per  mile  of 
road,  we  see  that  notwithstanding  increases  in  wages  and  high  main- 
tenance charges  the  operating  income  per  mile  makes  fully  as  good  a 
record  as  in  the  last  half  of  1909. 
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Next  we  have  the  statement  of  the  Milwaukee  road: 

Chicago,  Milwavku  &  St.  Paul  Railway  Company — Totals. 


Item. 


Six  months- 


July  l-Dec.  31, 
1906. 


Jan.  Wime 
30,1909. 


July  1-Dec. 
31,1909. 


Jan.  1-June 
30,1910. 


July  1-Dec. 
31, 1910. 


Freight  revenue J22, 

Passenger  revenue 

Total  operating  revenues . . . 
Maintenani'o    of    way   and 

structures 

Maintenance  of  equipment.. 
Transportation  expenses.. . . 

Taxes 

Operating  income 

Average    mileage    operated 

during  period 


32, 

4. 

3, 
10, 

1, 
11. 


884,067.57 
162, 55a  44 
507, 799.  28 

106,  l(M.  33 
761,779.71 
981,708.21 
18S,^55.37 
445, 201. 18 

7,511.91 


$19,457,693.05  r23, 496, 525.  W  It21,412,6ia  70  $24,607,403.31 


5,612,301.49 
27,389,664.21 

3,182,49S.35 
3,505,994.45 
10,782,762.65 
1,239,82a  24 
7, 472,03a  67 

7,511.56 


7,870,385.41 
33,912,588.38 

4,867,287.49 
4,062,681.21 
12,668,887.95 
1,233, 128w  11 
9,967,504.22 

7,611.56 


6,910,359.02       7,836,014.67 
30,934,305.49     36,522,389.96 


3,605,537.90 
3,661,887.64 
13,078,39168 
1,296,244.97 
7,746,639.83 

7,511.56 


4,914,675.71 
4,750,714.26 
14,646,021.41 
1,303,001.74 
8,835,119.08 

7,611.56 


Chicago,  Milwaukee  <(r  St.  Paul  Railway  Company — Averages  per  mile  of  road. 


Six  months- 


Item. 


Freight  revenue  per  mile  of  road 

Panenger  revenue  per  mile  of  road 

Total  operating  revenues  per  mile  of  road 

Maintenance  of  way  and  structures  per  mile  of 

road 

Maintenance  of  equipment  per  mile  of  road 

Transportation  expenses  per  mile  of  road 

Taxes  per  mile  of  road 

OperaUng  income  per  mile  of  road 

Average  milnge  operated  during  period 


Julyl- 

Jan. 1- 

Julyl- 

Jan.  1- 

Dec.  31, 

June  30, 

Dec.  31, 

June30, 

1908. 

1900. 

1900. 

1010. 

13,046.37 

12,690.35 

13,128.06 

$2,850.62 

953.49 

747.16 

1.047.77 

920.76 

4,327.60 

3,646.34 

4.614.73 

4,118.23 

646.61 

423.68 

647.97 

480.00 

601.17 

466.76 

640.86 

487.60 

1,461.91 

1,436.49 

1,686.59 

1,820.08 

168.26 

165.05 

164.16 

172.67 

1,623.61 

994.74 

1,329.62 

1,031.30 

7,611.01 

7,611.56 

7,611.66 

7,611.66 

July  1- 

Dec.31 

1010. 


$3,275.94 
1,013.10 
4,720.03 

664.27 

633.66 

1,049.66 

173.47 

1,176.20 

7,511.66 


The  operating  income  of  the  Milwaukee  for  the  last  half  of  1910 
was  over  $1,000,000  greater  than  for  the  first  half  of  the  same  year, 
but  is  over  $1,100,000  less  than  for  the  last  six  montlis  of  1909.  The 
operating  revenues  increased  $4,500,000  in  the  last  half  of  the  year 
over  the  first  half,  and  $1,500,000  over  the  last  half  of  1909.  Mam- 
tenance  charges,  we  see,  reached  an  unprecedented  figure  with  this 
road,  and  transportation  expenses  were  also  correspondingly  in- 
creased. The  operating  revenues  show  a  sUght  advance  per  mile 
in  the  latter  six  montlis  of  1910,  but  the  operating  income  per  mile 
shows  a  slight  decrease,  although  it  is  to  be  noticed  that  the  decrease 
of  1910  under  1909  is  not  so  great  as  the  decrease  of  the  last  half  of 
1909  imder  the  last  half  of  1908,  while  the  relation  of  transportation 
expenses  is  in  practically  the  same  ratio  one  six-months  period  with 
another.  In  onler  to  earn  $4,729  the  Milwaukee  road  expended  for 
transportation,  in  wliich  labor  and  fuel  are  the  largest  items,  $1,949 
per  mile  of  road  for  July  1  to  December  31,  1910.  In  the  first  six 
months  of  the  same  year  in  order  to  earn  $4,118  the  road  expended 
$1 ,820  for  transportation  expenses  per  mile.     Expressed  in  percentage 
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this  means  that  for  the  first  half  of  1910  the  transportation  expense 
was  44  per  cent  of  the  revenue,  while  for  the  last  half  of  the  same 
year  under  the  new  wage  scale  the  transportation  was  only  41  per 
cent  of  the  revenue.  This  shows  that  with  the  increased  wage  scale 
the  carrier  had  to  spend  less  money  in  transportation  to  earn  $1 
of  revenue.  This  seems  to  be  generally  true,  however,  contrasting 
the  first  half  with  the  latter  half  of  the  year. 
We  next  come  to  the  North  Western  roatl. 

Chicago  <fc  North  WcsUm  Railway  Company— Total*. 


Item. 


July  1-D«c. 
31,1906. 


Jad.  l-Jmw 
SO,  1900. 


Six  month*— 


Ju]v  1-I>«c. 


I 


Jan.  I  June 


July  l-'^m, 

ai.  191U. 


Frelf  ht  mvftnue 123,227,754.62 

9,428,6T3..';« 
35,333,129.12 


riiMWinirrr  revenue. 

ToUl  operaUuf  revenues . . . 

Maintenance   of   way    and 

ttnicUim 

Maintenance  of  equipment,. 
TimnaportaUon  expenses. .. . 


4,307.175.08 

3,  hUi,  '^W.  W 

12,4«0,S2>.77 

1,3N0,0I».Q0 

Operattnc  income 12.265,601. 8» 

Average   mik«Ke   operated  , 
durlnie  period '  7,CSS.42 


iaD,391,32«  fi6   136,055.745  23   |23.4nl,f*l^ft'>   5^.5^.047. « 

7.446,994.93      10. 141.»X'i.9()       »,  >9.  TH    '7  |  ln..'M«^  liJ  .'J 

30,646,341.91      39.165,191.56     35,010. 4yj.U  |  40,o7tf,H);.ia 

4,115,000.20  I 
4.029.275.71  I 
12,180.033.78  ' 
1,334,  G31. 79 
7,791,091.41 

7,04.70  ' 


0,300.448.87 

4,464.8fO  02 

5,'/.*7.ai).C7 

4,t*i).rAV;M 

4,4(A.4>t|.3i> 

4.«VJ.UtM.Cl& 

l4,368,Mf..25 

15,  Sflh,  .\3.H  (M) 

l.'..'.*M.55».  71 

l,3»iS.000.00 

l,Hn.M2  :*2 

1.(^1.000.00 

11, 10b,  054. 17 

7,877,657.79 

1U,VK>,00».14 

7,«37.97 

7,(00.64 

7.6M.U 

The  total  operating  revenues  increased  approximately  $1,5(X),000 
in  the  last  half  of  1910  over  the  same  period  for  1909,  while  the 
operating  income  was  less  in  1910  than  in  1909. 

Ckieago  <Cr  North  Western  Railvpoff  Company — Average*  per  miU  of  road. 


8tx 


Item. 


Jolyl- 
Dw.  31, 

1908. 


FrriKbt  revenue  per  mile  of  road. $3. 042  90 

l*a»pnKer  revenue  per  mile  of  road I./.c.  \s 

Total  operating  re>'enue«  per  mile  of  rtnd 4,ti:di.74 

Maintenance  oil  way  and  stnictuiea  per  mile  of 

road 8M,25 

Main  tenants  of  equipment  per  mile  of  nwd 600.  ()0 

Transportation  exftmine  pa- mUe  of  rued ].ra.'i  h1 

Taxes  per  mile  of  iMod ivi  7^ 

Operating  Income  per  in  iU«  of  rtmd .            1 . «»   hJ 

A>era^miletuvu|)erat*Hl  duruitc  (lenod 7,U3i,4i 


Jan.  1- 

Julyl- 

Jan. 1- 

Jolyl 

June  30, 

Dec.  31, 

Juno  30. 

IVr  tl. 

1909. 

1900. 

1910. 
«S  074.  <1 

ivia 

t2.«70.H5 

13.411.34 

$1,451  m 

9:.V4l 

1 .  t/:  ::, 

l.iKV  \\ 

I.  J7I   -'I 

4.013.  ga 

6,127.7U 

4.fi*M.fiO 

6.  ITh.  \% 

MH  99 

KM  OR 

sm.b: 

77a  tU 

5-'7.75 

01 -'   NJ 

.WS  14 

Ma  14 

l..'i**.'..34 

l.KM   £i 

2.«iM  M 

2,<r»i  ti 

174.  HI 

17**.  11 

:}\  (H 

.MM  M 

l.»W.  4M 

1.4A4  1i 

1    HI  I     V. 

1.41.\  «i 

7,ta4.76 

7.ut7.97 

7   tJiv  J4 

7,(WI   11 

Considering  this  table,  we  see  that  while  in  the  last  half  of  1909 
transportation  expenses  were  $1,SX1  per  mile,  which  brought  in  a 
revenue  of  $5,127;  a  year  later  it  required  $2,078  (an  increase  of 
nearly  $200  per  mile)  to  produce  an  operating  revenue  of  $5,276  (an 
increase  of  $150  per  mile).  It  would  be  unfair  to  compare  the  trans- 
portation expenses  mth  the  operating  revenue  for  the  fintt  half  of 
1910  as  to  this  road,  because  of  its  unfortunate  c<mdition  during  the 

early  months  of  the  i/^inter. 

20 1,  c  C.  R«fk 
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Below  are  given  the  corresponding  tables  for  the  Illinois  Central: 

Illinois  Central  Railroad  Company — Totals, 


Item. 


Six  months- 


July  1-Deo.  31, 
1908. 


Jan.  1-June  30, 
1909. 


Freight  revenue 

Paaoenger  revenue 

Total  operating  revenues . . . 
Maintenance   of  way   and 

structures 

Maintenance  of  equipment . 
Transportation  expenses. . . . 

Taxes 

Operating  income 

Average   mileage   operated 

during  period 


$18, 

6, 

27, 

3. 
6, 
9, 
1. 
6. 


446,008.47 
764,360.47 
566,003.16 

403.773.66 
308,409.64 
263.001.78 
132,766.22 
276,403.70 

4,644.29 


$17,658,828.82 

6,110,999.61 

26,104,333.12 

2,792.513.03 
4,967.217.64 
9,364,939.98 
1,144,212.03 
6,669,471.16 

4,650.64 


July  1-I>ec.  31,  Jan.  1-June  30„  July  1-Deo. 

31,1910. 


1909. 


19ia 


$19,466,296.24 

6.193.610.46 

29,160,276.40 

4,360,137.85 
6,794,227.03 
9,647,299.36 
1.318.082.96 
6,871,280.06 

4,550.64 


$19,311,462.21 

6,687,503.19 

28,734,446.60 

3,238.753.56 
6,708,022.09 
10,187,611.17 
1,206,815.73 
6,133,393.71 

4,560.54 


$20,906,135.46 
I  6.839,462.74 
'  31,394,419.35 

4,108,102.16 
6,386,431.39 
10,394,747.15 
1,246.690.88 
7,929, 56a  80 

4, 55a  54 


Illinois  Central  Railroad  Company — Averages  per  mile  of  road. 


Item. 


Freight  revenue  per  mile  of  road 

Passenger  revenue  per  mile  of  road i 

Total  operating  revenues  per  m  ile  of  road 

Maintenance  oi  way  and  structures  per  mile  of 

road 

Maintenance  of  equipment  per  mile  of  road 

Transportation  expenses  per  mile  of  road 

Taxes  per  mile  of  road 

Operating  income  per  mile  of  road 

Average  mileage  operated  during  period 


Six  months- 

Julyl- 

Dec.  31, 

1908. 

Jan.  1- 

June  30, 

1909. 

1 

Julyl- 

Dec.  31, 

1909. 

Jan. 1- 
JunedO,  ' 
19ia 

Julyl- 

Dec.  31, 

1910. 

$4,058.95 
1,266.28 
6,006.61 

749.02 
1,388.21 
2,038.38 

249.27 
1,381.18 
4,644.29 

$3,868.63 
1,123.16  < 

6,736.54 

1 

613.67 
1,060.37 
2,066.79 

251.46  ! 
1.465.64 
4,650.54 

$4,277.80 
1,361.05 
6,406.80 

960.14 
1,493.06 
2,008.06 

289.66 
1,290.24 
4,560.54 

$4,243. n 
1,249.85 
6,314.61  , 

711.73 
1,474.12 
2.238. n  , 

265.20 
1,347.84 
4,650.54 

$4,603.99 
1,503.00 
6,899.06 

901.67 
1,400.44 
2,284.29 

373.94 
1.742.66 
4, 65a  64 

The  operating  income  of  this  road  during  the  last  six  months  of 
1910  has  increased  by  more  than  $2,000,000  over  the  corresponding 
six  months  for  1909.  Its  transportation  expenses  were  only 
$800,000  more  in  the  later  period.  Following  down  through  these 
tables  we  notice  that  maintenance  charges  are  but  slightly  less  in  the 
1910  period  while  operating  income  is  nearly  $500  per  mile  more, 
notwithstanding  the  increase  in  wages. 

The  Atchison,  Topeka  A  Santa  Fe  RaUxcay  Company — ToUds. 


Item. 


Six  months- 


July  1-Dec. 
31,1906. 


Freight  revenue 

Passenger  revenue 

Total  opcratin;:  revenues. . . . 
Maintenance   of   way   and 

stmctures 

Matntenanoe  of  equipment... 

Transportation  expeinaos 

Taxes 

Operattng  faioome 

Aven^B   mileafe   operated 

dormg  period 


$26. 

9. 

37, 

10. 


779.944.15 
197,496.87 
927,661.66 

787,819.67 
297.402.84 
084,604.38 
164,262.19 
053,1».07 

7,482.60 


Jan.  l-June 
30,1909. 


$26,114,44L17 

i    9.312,341.16 

38,843,106.64 

5,282,461.87 
6,19,823.35 

10,613,935.54 
1,452,643.98 

14,718»845.42 

7,45&43 


July  1-Dec 
31, 1900. 


Jan.  l-June 
30.1910. 


I 


July  1-Dec. 
31. 1910. 


$20,564,421.00 
10,425.06100 
43, 334. 83a  76 

7, 019, 74a  58 
6,361,196.71 

11,794,065.30 
1,585, 2a  79 

14, 8U,  300. 86 

7.45&80 


$28,983,797.36 
10,733,293.03 
43,646,482.24 

7.047,66a  40 
6,523,70L31 

13,58S,0ia85 
1,864,603.26 

13,762.70158 

7.459.24 


$30,533,416.84 
11.521,419.07 
46,614,760.66 

6,612,277.52 
6,821.354.72 

12,933,483.75 
1,416,81&53 

16,043,000.86 

7,547.40 
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The  Atehisonf  Topeka  <t  Santa  Ft  Railway  Company — At^ages  per  mile  of  road. 


Six  months-- 

Item. 

Julyl- 

Dec.  31, 

1906. 

Jan.l- 

June  30, 

1909. 

Julyl- 

Dec.  31, 

1909. 

Jan.l- 

JuDe30, 

1910. 

Julyl- 

Dec.  31, 

1910. 

Frci£ht  rev*enue  Der  mile  of  road 

$3,454.55 

1,232.48 

5,082.35 

641.58 

843.86 

1,361.36 

156.01 

1,883.14 

7,462.60 

$3,501.33 

1,248.67 

5,207  05 

708.25 

687.79 

1,4C3.08 

194.75 

1.973.45 

7,458.43 

$3,963.70 

1,397.68 

5,806.55 

941.14 

852.84 

1,581.23 

212.53 

1,986.02 

7,458.80 

$3,885.62 

1,43&93 

5,851.33 

944.82 

874.58 

1,821.23 

249.97 

1,710.99 

7,459.24 

$4,045.55 

Passeoeer  revenue  per  mile  of  road 

l,536tM 

Total  operating  revenues  per  mile  of  road 

M  aintenanceofway  and  structuresper  mile  of  road 

Maintenance  of  equipment  per  mile  of  road 

Transportation  expenses  per  mile  of  road 

Taxes  per  mile  of  road 

6,043.77 
87&10 
903.80 

1,712.31 

187.72 

Operatinc:  income  per  mile  of  road 

2.CZS.63 

Average  mileaee  operated  durine  period 

7,547.40 

The  Santa  Fe  shows  an  increase  in  operating  income  of  $1,200,000 
for  the  six  montlis  period  1910  over  1909 — an  increase  on  the  per- 
mile  basis  of  from  $1,986  to  $2,125,  and  this  notwithstanding  main- 
tenance charges  in  1910  were  greater  than  those  in  1909.  To  earn 
$43,000,000  in  1909  the  transportation  expense  was  $11,800,000.  In 
1910  to  earn  $45,600,000  required  a  transportation  expense  of 
$12,900,000.  For  the  first  half  of  1910,  however,  the  expenses  for 
transportation  were  extraordinarily  heavy,  being  much  above  the  ratio 
to  operating  revenue  that  we  find  them  to  be  for  the  last  half  of  the 
same  year.  The  transportation  expense  per  mile  for  the  last  six 
montlis  of  1909  was  27  per  cent  of  the  total  operating  revenue,  while 
for  the  corresponding  six  montlis  of  1910  it  was  28  per  cent.  At  the 
same  time  the  transportation  expense  per  mile  for  the  last  six  months 
of  1910  compared  with  the  first  six  months  of  the  same  year  showed 
a  decrease  of  6  per  cent  and  the  revenues  increased  4  per  cent.  This 
clearly  indicates  that  the  increase  in  the  rate  of  wages  and  fuel  has 
not  placed  any  undue  burden  upon  this  company  so  far  as  earning  a 
dollar  of  revenue  is  concerned. 

The  carriers  have  passed  through  the  period  of  immediate  experi- 
ment under  these  added  costs  and  found  that  there  is  promise  of  a 
continuance  of  the  prosperity  this  ypar  which  was  theirs  in  1910. 
These  six  montlis  figures  establish  beyond  reasonable  doubt,  taking 
the  carriers  as  a  whole,  that  the  increase  in  wages  does  not  come  out 
of  net  but  comes  out  of  an  increased  gross. 

We  have  treated  the  Santa  Fe  and  Burlington  as  standard  roads 
throughout  this  inquiry  by  which  to  make  measurement.  Certainly 
the  reports  which  they  have  now  made  for  the  probationary  six 
months  do  not  cry  out  with  injustice  against  the  perpetuation  of  exist- 
ing rates;  they  do  not  make  apparent  that  these  roads  are,  as  one  wit- 
ness imaginatively  stated,  being  forced  into  the  arms  of  a  receiver. 

At  the  close  of  the  six  months  July  1  to  December  31,  1910,  these 
■■''  carriers  had  a  larger  income  from  operations  by  over  $5,000,000 
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than  they  enjoyed  in  the  corresponding  six  months  of  1909,  and 
$20,000,000  more  than  in  the  first  half  of  1910. 

Operating  income. 


Name  of  road 

July  1-Dec. 
31 ,  1906. 

Jan..l-June  i   July  1-Dec. 
30, 1909.      I       31, 1900. 

Jan.  1-Jime 
30, 19ia 

July  1  Deo. 
31 ,  19ia 

Chicago,  BurUngton  A  Quincy. 
Chicaco,  Rock  Island  A  Padftc. 
Chicago,  MUwaukee  &  Bt  Paul. 

Chicago  A  North  Western 

IIHnols  Central 

Atohiaon,  Topeka  A  Santa  Fe. 

$13,149,617  56 

8,125,112.48 

11,445,201.18 

12,265,601.88 

6,276,463.70 

14,053,129.07 

$8,226,589.80 
6,958,986.18 
7, 472, 08a  67 
7,791,001.41 
6,660,47L16 

14,718,845.42 

$12,342,713.15 
8,971,318.24 
9,987,50122 

11,108,064.17 
5,871,28a  08 

14,813,309.86 

$9.380, 82a  28 
4,890,132.94 
7,746,639.83 
7,877,657  79 
6,133,393.71 

12,762,702L58 

$15,563,157.92 
9,(r2fl,9iH.64 
8,^35,119.08 

10,886,009.14 
7,929,560.80 

16,043,009.35 

Total  JL 

65,316,126.87 

51,837,014.64 

63,094,179.72 

48,791,247.13 

68,286,854.93 

How  much  more  are  these  raihroads  entitled  to  for  the  same  service 
in  the  year  1911  than  they  were  in  1910  or  1909?  Are  they  to  have 
the  benefit  of  all  increase  in  traffic,  as  well  as  of  economies  which 
they  make,  and  the  shipping  public  bear  every  added  expense  ?  If 
these  increased  rates  are  to  be  allowed,  must  we  not  say,  with  Mr. 
Ripley,  that  in  the  past  all  rates  have  been  too  low  and  that  by  force 
of  our  power  to  protect  these  carriers  against  intense  competition 
between  each  other  we  will  aid  in  the  raising  of  rates  onto  a  higher 
level  t 

THE   POORER   ROADS. 

A  strong  plea  is  made  on  behalf  of  what  are  known  as  the  poorer 
roads  in  this  territory,  among  them  the  Minneapolis  &  St.  Liouis  and 
Iowa  Central  lines.  It  is  almost  axiomatic  that  rates  can  not  be 
made  so  as  to  give  high  earnings  to  a  poorly  placed,  indifferently 
operated,  or  isolated  road  without  making  the  rates  absolutely  extor- 
tionate. The  rate  per  ton  per  mile  on  the  Minneapolis  &  St.  Louis  is 
higher  than  on  any  other  line  in  that  territory,  and  yet  its  operating 
income  per  mile  of  road  operated  only  averaged  $1,500  for  the  last 
10  years.  It  paid  an  average  interest  of  $1,050,801  during  these  10 
years  on  a  funded  debt  of  $21,991,824,  or  about  5  per  cent.  In 
other  words,  it  paid  5  per  cent  on  a  valuation  of  approximately 
$30,000  per  mile.  Its  operating  income  of  $1,222,698  average  for 
the  10-year  period  yielded  about  6  per  cent  on  a  valuation  of  $30,000 
a  mile. 

The  Iowa  Central,  which  had  an  average  owned  mileage  of  502 
miles,  for  the  10-year  period  paid  an  average  interest  of  $565,049 
per  year  on  a  funded  debt  of  $12,314,580.  Its  operating  income 
from  railroad  operation  was  about  the  same  as  the  amount  paid  out 
for  interest.     This  yielded  approximately  5  per  cent  upon  a  valuation 

of  $25,000  a  mile. 
20 1.  C  C.  Bep. 
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There  is  no  way  by  which  such  a  condition  can  be  remedied  unleeB 
the  Grovemment  makes  a  direct  appropriation  for  the  support  of 
roads  in  this  condition.  They  stand  alone,  unconnected  with  any 
great  system  and  unable  to  command  traffic  at  either  end  of  their 
lines.  Assuming  that  the  rates  were  raised  to  a  point  far  beyond 
their  present  standard,  the  strong  competitors  of  these  lines  would 
be  able  to  command  the  business,  and  there  is  no  reason  to  believe 
that  such  increase  would  give  the  weaker  lines  more  than  a  small 
percentage  of  increase  in  operating  income. 

IN   CONCLUSION. 

Tlio  strength  of  the  carriers'  case  is  in  these  two  contentions:  (1) 
That  the  roads  are  not  earning  a  fair  return  upon  the  value  of  their 
property;  (2)  that  the  cost  of  operating  has  increased  because  of 
increased  wages.  It  is  true  that  cost  of  operation  has  increased  by 
the  amount  shown  as  allowed  to  labor  and  addition  to  wages.  But 
it  is  also  true  that  operating  revenues  have  increased  so  as  to  more 
than  absorb  increased  operating  expenses,  as  is  shown  in  the  six 
months'  statement  above.  Moreover,  cost  figures  furnished  would 
indicate  that  under  skillful  management  an  additional  tonnage  may  be 
handled  under  a  higher  wage  schedule  without  increasing  the  cost 
of  the  service  given. 

It  now  appears  probable  that  at  the  end  of  the  fiscal  year  1911  the 
carriers  here  involved  will  in  the  main  enjoy  earnings  as  high  as 
those  they  had  in  1910 — the  highest  year  in  their  history.  Let  us 
assume  that  this  increase  in  rates  were  attempted  in  1911  and  that 
Congress,  in  June,  1911,  had  passed  that  amendment  to  section  15  ot 
the  act  to  regulate  commerce  with  which  this  report  opens  and 
under  which  the  burden  of  proof  to  establish  the  reasonableness  of 
increased  rates  is  laid  upon  the  carrier  proposing  the  same,  and  that 
at  the  close  of  one  of  the  most  prosperous  years  in  their  history  the 
carriers  had  attempted  to  increase  these  rates,  would  the  Commission 
justify  such  increases  upon  the  grounds  herein  advanced  ?  There  can 
be  but  one  answer  to  this  question. 

These  commodity  rates  already  pay  their  due  share  of  the  value 
of  the  service  rendered  by  the  carriers.  Many  of  them  in  fact  are 
now  twice  as  high  for  the  haul  immediately  west  of  Chicago  as  corre- 
sponding rates  for  a  similar  haul  immediately  east  of  Chicago. 

The  Constitution  of  the  United  States  guarantees  the  carriera 
against  the  confiscation  of  their  property  or  the  taking  of  the  same 
without  due  process  of  law.  Without  this  constitutional  guaranty^ 
which  is  distinctively  American — ^for  here  property  rights  are  more 

20LaaBep. 
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sacredly  safeguarded  than  in  otber  lands  of  more  mobile  law — the 
railroads  of  our  country  are  protected  from  injury  of  any  lasting 
character  by  the  popular  consciousness  that  they  are  essential  to  the 
industrial  life  of  the  people.  To  harm  these  roads  is  to  injure  our- 
selves. Our  laws  do  not  seek  to  establish  dominion  over  private  capital 
for  any  other  purpose  than  to  make  sure  against  injustice  being  done 
the  public,  and  thereby  make  such  capital  itself  more  secure.  We 
are  dealing  here  with  a  difficult  problem,  involving  multitudinous 
facts  and  an  infinite  variety  of  modifying  conditions,  which  make  the 
establishment  of  principles  and  the  framing  of  policies  a  matter  of 
slow  evolution.'  Congress  has  laid  down  a  few  rules.  These  rules 
we  are  attempting  to  apply.  It  is  not  for  us  to  say  that  we  repre- 
sent the  Government  and  may  have  a  policy  of  our  own  which  in  any 
degree  runs  counter  to  the  power  granted  to  us  or  the  duty  imposed 
upon  us.  The  railroads  may  not  look  to  this  tribimal  to  negative  or 
modify  the  expressed  will  of  the  legislature.  They  have  laid  before 
us  the  facts  and  law  which  would  make  for  a  justification  of  their 
course  in  the  increasing  of  rates.  To  our  minds  their  justification 
has  not  been  convincing. 

We  do  not  say  that  the  carriers  may  not  increase  their  income. 
We  trust  they  may,  and  confidently  believe  they  will.  If  the  time 
does  come  when  through  changed  conditions  it  may  be  shown  that 
their  fears  are  realized,  or  approaching  realization,  and  from  a  survey 
of  the  whole  field  of  operations  there  is  evidence  of  a  movement 
which  makes  against  the  security  and  lasting  value  of  legitimate 
investment  and  an  adequate  return  upon  the  value  of  these  properties, 
this  Commission  will  not  hesitate  to  give  its  sanction  to  increases 
which  will  be  reasonable.  It  is  the  law  that  rates  shall  be  just  and 
reasonable,  and  alike  to  all  for  like  service.  In  construing  this 
law  the  courts  have  given  general  direction  in  a  number  of  cases, 
and  by  all  standards  that  have  been  set  this  Commission — all  of  its 
members  concurring — ^finds  the  proposed  rates  to  be  beyond  the 
limitations  placed  by  law  upon  the  carriers. 

We  shall  ask  the  carriers  to  withdraw  the  proposed  tariffs  forthwith 
through  their  agents  and  attorneys  in  fact  who  have  filed  them.  If 
such  action  is  not  taken  on  or  before  March  10, 1911,  the  Commission 
will  further  suspend  these  rates,  make  appropriate  finding,  and  issue 
an  order  directing  the  maintenance  of  the  present  rates  for  a  period  of 
two  years  from  that  date. 
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APPENDIX  B. 
Atchison,  Topeka  &  Santa  Fe  Exhibit. 

Coti  and  stoHiHa  o/freight  operation,  lUinoU  division,  year  of  1910  and  1909, 


Aoooonts. 


ICaintenanoe    of    way    and 

stnictures 

Maintenanoe  of  equipment . . . . 
TraiBo  expenses. 


Transportation  expenses: 
Stauon  service— 

8tatl(Hi  employees 

Station  supplies  and  ex- 


Total  station  service. 


Yard  service— 
Yardmasters,  switchmen, 

etc 

Yard  supplies 

Yard  enginemen 

Enginehouae    expenses- 
yard 

Fad  for  yard  locomotives. 
Otber  supplies  and  expen- 
ses for  yard  locomotives 


Total  yard  service.. 


Road  ens:ine  service- 
Road  enginemen ... . 
Bnginebouse 

road 

Fuel  for  road  locomotives. . 
Water  for  road  looomo* 

tives 

Otber  supplies  Ibr  road 
locomotives 


Total  road  engine  serv- 
ice  


Train  service- 
Road  trainmen 

Train  supplies   and  ex- 


Total  train  ser\- ice. 


Tdegr^>h 

DtspMOhlng  trains , 

TMegn^h  and  tekphone, 
qpoatloo 


Total  teiegr^>h  service.. 


Sapcnntendeiioe 

Lots  and  damage 

AH  otber  cootuigent 


ex- 


Total  ooDtingeDdes 

Total  tnnsportatioo  ex- 


Total  frei^t  operating 


Mainline. 


1910 


$425,347.74 

579,730.15 

68,637.87 


77,966.29 
5,002.31 


82,957.60 


37,343.05 

365.62 

17, 23a  78 

4,306.74 
17,594.04 

2,232.90 


79,073.13 


121,819.81 

34,764.87 
214,317.50 

12,407.07 

7,253.56 


390,622.81 


131,758.94 
41,819.21 


173,578.15 


1909 


,972.62829, 


8252, 

562,208.54 

50,600.90 


72,036.07 
3,720.03 


75,765.10 


28,268.44 

208.97 

13,879.57 

3,606.11 
12,499.25 

1,459.46 


60,OU.80 


93,796.71 

28,079.74 
162,713.62 

10,105.45 

5,7ia06 


103,UL65 
36,849.17 


Biancb  lines. 


1919 


»,299.21 
20,868.34 
2,36L33 


9,092.66 
517.13 


9,609.79 


1,877.06 


1,880.90 

339.88 
1,541.19 


5,639.03 


8,840.22     7,183.06 


1,854.72 
13,2iai4 

814.88 

48L91 


300,404.58  25,20L87 


10,513.17 
1,478.52 


139,96a82'  11,991.69     9.925.74 


19,066.84 
7,706.77 


26,702.61 


16,936w84 
70,971.61 

44,408.41 


14,509.91 
4,406.17: 


806.06 
505.96 


13,174.81 
64,923.06 

27,546.36 


l,6Sa85 
2,  on.  12 

6,212.23 


132,8ia86 


106,643.23,    9,940.20 


885,305.1fl     700,698.61' 63,698.60 
71,736.20{       51,566.35    4,898.62 


1909 


827,013.89 

20, 49a  16 

1,937.82 


8,489.72 
485.64 


8,975.36 


1,327.57 

Cr.    L81 

1,686.24 

419.93 
1,22a  97 

Cr.      .08 


4,662.82 


1,713.92 
10,54L14 

812.48 

315.31 


20,566.93 


8,n4.71 
1,21L03 


753.73 
284.17 


18,918.08     l,31La2     1,037.901       28,073.68 


1,284.86 
1,754.81 

2,421.00 


5.40a67 


50,618.42 
4,333.08 


TotaL 


1919 


8454,646.96 

600,594.49 

70,999.20 


87,047.96 
5,5ia44 


98,567.39 


39,22a  11 

366.62 

19,11L66 

4,646.62 
19,135.23 

2,232.90 


84,712.16 


1999 


8279,966.51 

582,608.79 

61,517.72 


80,534.79 
4,206.67 


84, 73a  46 


29.596.01 

207.16 

15,565.81 

4,lia04 
13, 72a  22 

1.469.38 


64,664.62 


13a  66a  03. 

36,619.59 
227,527.64 

13,2SL96 

7,736.47! 


100,97&79 

29,791.66 
173,254.76 

10,917.93 

6,086.S^ 


415,824.681      330. 97a  51 


142,272.  U 
43,297.7^, 


185,569.84 


111,  89a  86 
38, 66a  20 


19,86L90 
8,211.73 


149,886.56 

I     ■ 


15,368.64 
4.692.34 


19,965.98 


18,567.69 
71,018.73 

50,614.64 


142,261.06 


948,906.76 
76,e2a83 


2,O30,788.12j  l,627,06a08121,106.10J104,398.31  2,m,86B.28|  1,711,441.» 


14.4ia«7 
66,67^87 

29,967.36 


111«10L90 


751,312.08 
56,89137 


20 1.  C  C  Befi. 
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Atchison,  Topbka  &  Santa  Fb  Exhibit — Continued. 

Catt  and  gtatisHes  of  freight  operation,  Illinois  diviiion,  year  of  1910  and  1909 — Contd. 


FMght  itadstlos  and  •wraces. 


OroM  too  mltos,  etft 

Orosg  ton  miles  wwt 

Total 

Number  of  tons  per  tnin  mile, 

Srosi.* 

Number  of  tons  per  mile  of 

road,  groa 

Net  ton  miles 

Number  of  tons  per  train 
mile,  net 

Number  of  tons  per  mile  of 

road,  net 

Nmnber  of  tons  per  loaded  car 

per  mile 

Sncliie  miles 

fiigiiie  mUes  per  mile  of  road 

Engizifls  per  train 

Train  miles,  east 

Train  miles,  west 

Total 

Train  mUes  per  mile  of  road. . . 

Oar  miles,  loaded 

Oar  miles,  empty 

Total 

Per  cent  car  miles,  loaded 

Cost  per  10,000  cross  too  mUes: 
For  transporutlon  expenses. 
For  all  otLer  expenses 

For  total  operating  ex- 
pms"S 

Cost  per  10,000  net  too  miles: 
For  transportation 
For  all  other  expei 

For  total  operating  ex- 

pJIftfUfl 

BoadmUeage 

20 1.  C.  C.  Rep. 


Mainline. 


1910 


630,806,060 
734,077,618 


1,356,486,677 


i,on 

6,018,233 
547,771,433 

433 

2,432,064 

17.55 

1,400,400 

6,268 

1.11 


682,517 
683,486 


1,306,003 
5,621 


31,216,613 
11,611,174 


42,827,787 
78 


16.53 

8.45 


14.08 


16.161 
30.01 


37.07 


225.23 


1009 


641,500,162 
538,560,417 


Branch  lines. 


1010 


1,080,149,579 


1,002 

4,796,560 
423,319,577 

428 

1,879,416 

16.45 

1,106,333 

4,912 

1.12 


27,479,042 
17,060,041 


44,538,08333,756,2761,400,024,660 


521 

768,294 
19,201,520|l4 

225 

331,233 

21.06 

88,717 

1,530 

i.04 


503,971 
485,800 


988,780 
4,390 


42,682 
42,767 


85,440 
1,475 


25,738,864 
9,895,613 


911,940 
605,931 


35,634.477,  1,417,871 
72,  641 


86.49, 
8.57 


114.80 
12.80 


15.06 


27.19 


16.55 
21.89 


83.17 
29.90 


38.44 


63.07 


Total. 


1910 


10,558,285 
14,106,041 


648,288,001 
751,736,660 


462 

562,306 
,068,809 

193 

242,e03| 

18.05 

1.273i 
1.01 


1,036 

4,943,590 
566,972,953 

419 

2,008,023 

17.66 

1,406,117 

5.290 

1.10 


86,534 

86,455| 

72,089 
1,260 


675,199 
676,253 


1,351,453 
4,772 


742,554 
412,815i 


1,155,369 
64 


815.00 
15.93 


3a  93 


35.06 
38.22 


82,128,563 
12,117,105 


44,245,668 
73 


86.78 
8.60 


15.87 


16.74 
21.22 


74.30 


37.96 


225.34 


57.97 


57.97. 


283.20 


1909 


561.157,397 
552,748,458 


1,113,906,855 


1,040 

3,983,145 
437,388,476 

412 

1,544,396 

16.52 

1,180,182 

4,167 

1.11 


539,605 
522,264 


1,061.760 
3,740 


26.481,418 
10,306,428 


36,789,846 
72 


86.74 
8.80 


15.54 

■      ■ 


17.18 
22.41 


30.69 


283.21 
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AromsoN,  Tofbka  &  Santa  Fe  Exhibit — C!ontmued. 


Co9t  and  statistieB  of  freight  operation^ 


Dividon,  year  of  1910  and  1909. 


Aooounts. 


ICainteoaDoe  of  wmy  and  stmo- 

taiw 

Uftintenannft  of  equipment. . . . 
Traffic  expenses 

Transportation  ezpeoses: 
Station  service- 
Station  employees 

Station  siqypUes  and  ex- 

Total  station  senice. ... . 

Yard  service— 
Yardmastefs,  switduneo, 

etc 

Yard  supplies 

Yard  engfnemen 

Englnehoose    expenses 

Fuel  for  yaid  locomotives  I 
Otber  supplies  and  ex- 
pensQs  for  yard  fooo- 
motives 

Total  yard  servioe. 

Road  engine 
Road  enginemen 
Efuginehouse 
Road..Tr. 
Fuel  for  road  focomotiveB. 
Water  for  road  locomotiveB 
Other  saimUes  for  road 
looomoilves 

Total  road  engine  ssrvfoe. 

Train  ssrvioe— 

Road  trainmen 

Train  supplies  and  ex* 
pensQs 

Total  train  servfoe. 

TelegrH>h  service— 

Dispatching  trains 

Telegaph  and  telepbone— 
OperatioQ 

Total  telegraph  service.. 

Contingencies 

BupeiintendeDoe. 

Loss  and  damace 

AH  other  contimgeot  ex- 
penses................ 

Total  contiHfinMiles 

ToteltenqxirtattoQ  ez- 

ral  expenses'.^ !!!!!!!!  II 

Total  fMght  operating 


Mainline. 


Branch  lines. 


1910 


$MB,66&78 

a06,73&Q2 

66,23&64 


(H,61&31 
8,561.02 


68,177.23 


22,510.44 

153.45 

14,701.28 

4,00&61 
15,122.17 


2,144.01 


08,645.06 


m,  108. 58 

41,400.37 

348,454.83 

10,153.70 

6,067.06 


428,00143 


140,75&88 
80,80&61 


20,40a5D 
U,  008. 50 


81,40118 


16,310.28 
68,6801 40 

90,00L41 


1060       <     1910 


8308, 08&  00656,102. 66 
544,306.651  20,80& 
56,07L80|    2,528.58 


S?^ 


00,350.82 
8,066.85 


6S,426il7' 


20,327.66 

01.06 

18,842.50 

4,10107 
U,78&00 


1,418.67 


60,  STL  04 


80,54&66 

82,247.27 

172,08104 

U,  023. 14 

5,440.44 


7,670118 
47108 


8,153.26 


22.00 


8.04 


2&M 


312,14L55| 


102,238.50 
85,118.86 


180,652.40      137,352.45 


17,008.83 
O,830lO1 


115,00L18 


882,155.47 
70, 63a  17 


2,102,415.08 


18,122.18 
68,168.12 

14,685.46 


00,020.71 


608, 15a  76 
53,55101 


1,660,002. 


14,02103 

4,045.83 

22,262.22 

867.14 

84L50 


42,441.21 


18,545.82 
1,548.08 


20,00174 


4,oaa6B 

018.06 


27,738.84     4,0«.63 


2,28L70 
8,165.68 

50,048.86 


56,80a74 


1S,061A2{107, 

7,a8aa6 


20^26, 


847.68 


1,438.52 
20,10&28 
2,4ia81 


TotaL 


1910 


0,880.05 

4aa88 


0,76&03 


0.11 

saoi 
laosi 


Or.  .10 


ioa85 


8523,84a  48 

635,048.60 

67,76112 


72,20140 
4,08a  00 


76^  88a  40 


573,500.08 
50,80L3D 


6^686.87 
8,408.28 


73,108.10 


32,5ia44 

17a  85 

14,70LS^ 

4,00161 
15^12121 


2,14101 


21^88177 
17L97 

4,10107 
11, 78a  00 


1,418.57 


68,67L0O.       60,67L80 


186,08151 

46,45170 

270,717.06 

10, 63a  84' 


U,83L31 

8,797.45 

14,57L46 

86148 


8QL07         7,80a51         6,20.61 


100,877.97 

8104171 
18^56150 


80,86a77      470,58164.      848,01L82 


14,407.23      15^80L70'      116^64181 
1,542.20       41,44153        86v66a0i 


15,04143 


8,117.44 
40a8S 


8,578.27 


1,88L86 
8,082.41 

42,13178 


46,082.55 


2&a80 
5, 58a  10 


164,7n.01 


208,747.23,      158,80L8B 


86^44181;       81,817.U 


18,600081       14,068.« 
71,84117|       66^18158 

81,08177;       56^77124 


171,4BL02      187,91126 


1,004,20100'     790,407.56 
7^80a48,       60,08101 


2,828,768.66  1,814,812.21 


20Laaiusii. 
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Atchison,  Topska  &  Santa  Fe  Exhibit — Ciontinued. 

Coitand  statUtieB  of  freight  operaHon,  Miit(niriIHvuion,yearofl910  ana  1909 — Contd. 


Freight  itatistke  and  avenges. 


Orofls  ton  miles,  east 

Oroas  ton  miles,  west 

Total 

Nmnber  of  tons  per  train  mile, 

gross 

Number  of  tons  per  mile  of 

road,  gross... 

Net  ton  miles 

Number  of  tons  per  train 
mile,  net 

Number  of  tons  i>er  mile  of 

road,  net 

Number  of  tons  per  loaded  car 

per  mile 

Bnrine  miles. 

Engine  miles  per  mile  of  road 

Engines  per  train 

Train  miles,  east 

Train  miles,  wast 

Total 

Train  miles  per  mile  of  road. . . 

Oar  miles,  loaded 

Oar  miles,  empty 

Total 

Per  cent  car  miles  loaded. 

Oost  per  10,000  grov  ton  miles: 
For  transporUtioo  expenses. 
For  all  other  expenses. 

For  total  operating  ax- 

pcnses. •.....•..••.... 

Oost  per  10,000  net  too  miles: 
For  transportation  expenses. 
ForaUottoeqwnses. 

FortotaT  operating  ex- 
penses.....  

Road  mileage 

20i.aaB^ 


Mainline. 


1910 


664,504,489 
603,564,006 


1,258,068,585 


1,025 

5,880,282 
480,943,806 

309 

2,293,530 

16.84 

1,310,058 

6.133 

1.07 


624,603 
602»434 


1,227,097 
5,744 


29,982,075 
10,805,2n 


40,787,352 
73 


r.o9 

9.62 


16.71 


18.21 
34.70 


42.91 


213.62 


1909 


55820 


^v8,314,< 
515,401,151 


1,013,715,700  40,676,605  35,776,060 1 ,296,645,190 


1,011 

4,742,971 
392,680,165 

392 

1,837,272 

15.55 

1,060,526 

4.962 

1.06 


528,217 
474,218 


1,002,435 
4,090 


25,255,601 
8,829,761 


Brtfnoh  lines. 


TotaL 


1910 


,435,77617 
30,140,829|l8 


345 

520,790 
12,755,381 

106 

166,5^ 

16.82 

132,211 

1,726 

1.12 


58,656 

60,062 


117,617 
1,536 


781,740 
820,268 


34,086,262  1,601,998 

74]      49 


96.82 
9.45 


16.27 


17.63 
24.39 


932.54 
23.24 


65.78 


103.63 
73.92 


42.02* 


213.73 


1909 


1910 


,142,400,  684,940,366 
,633,660  713,704,025 


870 

467,111 
12,038,996 

124 

167,188 

16.24 

100,147 

1,425 

1.131 


48,637 
48,167 


96,804 
1,364 


741,001 

602,806 

1,433,806 


52 


920.96 
16.07 


46.06 


80.00 
47.76 


136.85 


76.59 


966 

4,474,846 
602,699,277 

874 

1,732,191 

16.34 

1,442,360 

4.970 

1.07 


683,218 
661,496 


1,344,714 
4,634 


30,763,816 
11,626,535 
42,389,350 


72 


r.89 

iao6 


17.94 


X.37 
36.96 


46.32 


290.21 


1909 


516,466,968 
634,034,811 


1,049,491,760 


966 

8,614,942 
404,719,150 

368 

1,304,046 

15.67 

1,109,673 

4,029 

1.06 


576,864 
622,386 


1,009,239 
3,787 


25,996,692 

9,522,566 

36,619,168 


73 


r.63 
9.68 


17.80 


19.75 
26.00 


44.84 


290.  S2 


390  INTEB8TATB  COMMEBCE  COMMISSION   BEP0BT8. 

Atohmon,  Topbka  &  Santa  Fb  Exhtbit — Continued. 
Cott  arid  tbitutui  o/fieight  optration,  all  divuiont,  ytar  tfuHnf  Jun»  SO,  1910. 


AoeounU. 

U^ln 

Una. 

Brand]  UiMi. 

ToW. 

IMO 

1W» 

IBIO 

IN. 

■•» 

1M 

11,801,496.37 

'l83|718.7S 

3.600.44 

li« 

'■■^S 

'i6e;4iB:o6 

station  aapplln  ind  ex- 

7u.e60.aa 
3«.ns.w 

ee7.38e.0B 

3e.U4.3« 

06.686.11 

60. 130.0) 
1.006.21 

824,348.80 
42,I1&6B 

723,621.71 

Tattl  ■UUoD  sBTvlaB. . . 

7S8,S8B.ft 

703,630.4a 

68.276.86 

67,744.86 

806,806.49 

761,276.  X) 

Yardmulen,  mrltcbmen. 

118,1611.73 
SS,B2S.73 

31.IU.0ll 

ae.062.77 

1063.88 
88;  KB.  83 

27,B21.« 
W,SM.O« 

18,030.03 

I,77i:i0 

272.07 
1,681.77 

2K.13 

2,668.08 
208.72 

1,016.  et 

368.60 

"An 

110,960.82 

30,197- SO 
162.926.60 

21,663.  U 

.iSS 

OOftr  auppUcB  ud  ex- 

28, 13a  71 
»4;879.60 

16,306.23 

ToUlyudMTYlat 

833,  Ml,  M 

442,306.13 

7,M7.17 

7,834.73 

641,068.41 

460,000.80 

e3s,aos.iM 

1S1,ZM.4T 
l.tM,G3a.59 

114. 839. » 

4J,I»4.17 

470. 473. 96 

114, 301.  S2 
K;.111.21 

101,064.47 

31,214.  es 

21,002.08 

7,033.20 
37.212.67 

2,741.  U 

1,220.21 

21,636.70 

6.028.7 

1.63B.34 

002.70 

000,302.  a 

,,B:S:!! 

117,680.70 
46,313.78 

4sa,ooe.7i 
102,080.  n 

32,207.44 

Knglnthoua*  sipeam— 

WaUr  tor  nad  iDoaina- 

"■"tssis'""' 

Total  road  tagtif  svt- 

3,44i,oas.» 

1,«H,1M.8 

2,613.033.04 

1.711,316. n 

TniDMTvloa- 

lOLIIKM 

SJ4.383.60 

87,167.19 

J  ■«  BO  « 

760,430:11 
103,4B6.E 

Tnln  luppUa  and  «i- 

1,378.07 

1,241.30 

68.308.66 

Tataltnlnnrrkc.... 

B».0Bl.Z4 

6ai,MO-7« 

36,8e4.W 

32,123.83 

671,016.1^ 

03,604.  B 

T.f;^?li?h^dw;^ 

84,7M,H 
34.541.  S3 

£3,030-38 
24,720.48 

3,380  70 
1.4«.» 

1,683.77 
1.003.33 

88,13t.» 
36,062.21 

66,323.16 
3S,Ba.Sl 

Total  tek)eni>l»H^la 

11R.3BG.M 

78,368.86 

4,B21.3»,    2.777.10 

124, 117. 01 

81,146.00 

Xss*^ 

ffiStf 

ii!.84i.ga 

88.008.9 
214,D6S.U 

133.463.4 

7.838.97     4.734.04 
2.344.20     4,68Dl»1 

10.404.  «J       080.80 

120,767.60 
217,360.61 

223,336.41 

21S,6t644 
1*4,143. 17 

MO.  777.  or 

431.627.  sa 

20.077.77,  10,004. ;« 

661.464.84, 

443,632.00 

i,3K.Jt0.13 
I»,»17.S 

"■SSSS 

I1O.008. 121187, 718.» 
11,631.85  13.UB.80 

S,67«,S».lt 
386.440.a 

4.001.106.73 
2SS.SB.74 

«     »- 

10,«(I,<B.« 

7,783,447.1 

1 

10.706.338.26 

8.00.714. 36 

' 
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Atchison,  Topbka  &  Santa  Fe  Exhibit — Continued. 

Coii  and  statisties  of  freight  operation,  all  divisums,  year  ending  June  SO,  1910 — Contd. 


Statistlos  And  •▼enges. 


Oross  ton  miles,  east. 
Qross  ton  miles,  wwt. 


2,702,391,398 
2,787,934,924 


Total 6,490,326,322 


NombcT  of  tons  per  train  mile, 

gross 

Number  of  tons  per' mile  of 

road,  gross 

Net  ton  miles 

Number  of  tons  per  train 
mile,  net 

Number  of  tons  per  mile  of 

road,  net 

Number  of  tons  per  loaded  car 

per  mile 

Encine  miles 

Engine mOespermlle of  road . 

Engines  per  train 


Train  mUes,  east. 
Train  miles,  west. 


Total 

Train  miles  per  mile  of  road. . 


Car  mUes,  loaded, 
Car  miles,  empty. 


Total 

Per  cent  car  mfles  loaded.. 


Cost  per  10,000  ffosB  ton  mUes: 
For  transportation  expenses. 
For  all  other  expenses. 


For  total  operating  ex- 

penses 

Cost  per  10,000  net  ton  miles: 
For  transportation  expenses. 
For  all  other  expenses. 


For  total  operating  ex- 


Road  mileage. 


Mainline. 


1910 


1,063 

8,681,777 
2,312,436,47811 

466 

1,606,686 

19.16 

6, 173, 182 

4,027 

1.22 


2,548,266 
2,621,118 


6,009,383 
3,307 


120,764.024 
47,680,224 


108,463,848 
72 


80.78 
9.17 


18.96 

23.16 
21.72 


44.88 
1,632.85 


1909 


2,079,128,873131,546,00622,694,0232,733.937,4932,101.723,490 
2,160,666,38129.041,677"      ~" 


4,239.796,25460,687,67246,767,0955,660,913,994  4,286,602,349 


1,098 

2,766.649 
1,799,490, 


81322 


464 

1,173,821 

1&61 

4,714,475 

3,075 

1.22 


1,938.399 
1,940,153 


3,878.552 
2.530 


96.709,282 
84.501,060 


131,210.351 

741 


80.23 
9.13 


18.36 

21.75 
21.50' 


43.25 
1.533.02 


Branch  lines. 


1919 


1909 


TotaL 


1910 


1909 


24,172,472 


2. 816, 970, 501  2, 184, 838, 863 


268 

161.421 
2,383,099 

99 

50.634 

16.17 
234,930 


1.04 


106.833 
119. 196 


226,031 
602 


1,384.021 
843.4771 


2,227,498 
62 


134.68 
29.66 


64.34 

93.86 
80.29 


174.15 
375.84 


222 

124.606 
16,609,228 

79 

44,254 

14.64 

221,468 

500 

1.05 


96.967 
113.926 


210.893 
662 


1,048 

2,908,994 
2.334,819.51711 

441 

1,223,578 

19.11 

6,407,1121 

3,358 

1.21 


2.665,096 
2,640.316 


5,205.414 
2,776 


1,134.288 
636.007 


1,770,296 
64 


S35.86 
28.14 


64.00 

100.96 
79.24 


180.22 
375.32 


122,148.645 
48.532.701 


170,681,846 
72 


•iao6 

9.40 


19.45 

23.83 
22.29 


1,046 

2,246,220 
1,816,100,041 


961,605 

18.66 

4,985,9« 

2,587 

1.21 

2,086,806 
2,064,079 


4,069,446 
2.14S 


97,843,570 
85,137,070 


132,960,646 
74 


9.84 


18.86 

22.47 
22.04 


4461 


1,906.84 


Net  ton  mUes. . . 
Water  ton  mUes. 


1909 


1,816.100,041 
6,027,135 


1910 


Total  ton  mUes. 


1,821,127,170  2,840,996, 


2,334, 8U,517 
6,177,119 


20 1.  G.  C.  Rep. 
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INTERSTATE  GOMMEBCE  COMMISSION  REPORTS. 


Atchison,  Topeka  &  Santa  Fb  Exhibit — Continued. 

Coii  cmd  itatisHes  of  passenger  operation^  eastern  Unes,  years  of  1910  and  1909. 


Aoootmts. 


MaintenAooe  of  way  and 
structures 

Mainteuaoce  of  equiiH 
ment 

Traffic  expenses 


Sl,600,7g&eo  $1,060,507.01 


Transportation  expenses: 
Staoon  service- 
Station  empknrees.... 
Station  supplies  and 
expenses 


Total  station  senr- 
ice 


Yard  service— 
Yardmasters,  switob- 
men.  etc 


Yard  supplies 

Yard  engmemen 

EnginehouM  e  x  - 
pcnses  —Yard. . . . . . 

Fuel  for  yard  loco- 
motives  

Other  supplies  and 
expenses  for  yard 
locomotives 


Total  yard  service.. 


Road-engine 

Road  enginemen 

Enginehottse  ex* 
penses — Road 

Fuel  for  road  loco- 
motives  

Water  for  road  loco- 
mottves 

Other  supplies  for 
road  locomotives. . . 

Total  road-engine 
service , 


Mainline. 


1910 


Train 

Road  trainmen 

Train  supplies  and 


Total  train  service 


Telegraph  service- 
Dispatching  trains .. . 
Telegraph  and  tele- 
phone—OpcratkMi. . 

Total  telegraph 


BcQMrtntcndeoce. ... . 

Loss  and  damage 

All  other  contingent 


Total  contingCDOles 

Total    traaqMTta- 

tioo 
General 
Total 

e  X  - 


861,735.24 
228,402.54 


141,206u56 
31,620.60 


172,730.16 


40,284.81 

100.651 

18,135.14 

5,007.68 

17,271.82 


lf09 


Biandi  Unes. 


1010 


716, 66a  66 
220,056.22 


11,248, 63a  68 

456,007.85 
122,87a  80 


148,27&72 
24,725.45 


173,00117 


41,501.27 

22&50 

15,804.23 

5,148.70 

14,860.06 


2,600.50|         1,800.52 


02,606.60 


282,760.58 
00,182.48 

364,002.00 
40,246.40 
16,123.65 


70, 44a  37 


117,073.78 
23,383.63 


141,357.41 


6,46100 

61.07 

3,12157 

1,00a  01 

2,722.44 
205.45 


13, 76a  53 


2so,ooaQ2;    178,122.56 

53,813.00 


82,07162 
284, 78a  56, 


33,715.30 
12, 57a  34; 


203,071.01 
11,06&21 
10,57180 


783,325.01 


220, 6ia 


674,042.84       457,07a  48 


^ 


107,42a80      152,007.25 


160,815.35,      141,022.67        82,57121 


381,425.84      338, 44a  56      235,571.46 


54,70a61 
81,672.38 


86,378.02' 


52,50a06        21,63a60 


20,067.76 


82,5aa82 


60, 02a  28 
51,60L80| 

146,44a66| 


63,04a  25 

20,  ma  11 

127,38117 


268,06a  71      211,343.43 


1,7B4.63L36!  1,568,853.10 
202,033.40      in,13a04 

J     !     «, 

4,006,401.23  S,733,20a72{  3,060,30a77l2,2»,88a 


17,003.73 


IfOO 


8002,01X14 

322,44107 
lQ3,87a00 


t2,830,S2a82U,062,6Qai8 


04,442.02 
17,24a  15 


Ul,6ei.l7 


4,417.55 

4a  30 

1,031.60 

67131 

1,402.53 

20ai8 


8,737.47 


140, 77a  27 
42,868.82 

144, 06a  82 

11,66L10 

7,002.01 


TotaL 


1010 


1,318,732.60 
351,863.34 


2S0,18a34 
M,013.23 


1,000,  lOa  08 
333,83128 


242, 72a  74 
41,97100 


314.003.57f      284,60a84 


66,74a  00 

26a  72 

21,2Sa71 

6,10a60 

10,00126 

2,ooao4 


106,366.22 


46,0ia8I 

27a  80 

17,82a  88 

5,82101 

10,82180 

2,01X10 


400,802.14 

143,40148 

667,07181 

52,23161 

26,60a45l 


88,18181 

400,70120 
128,8».44 
420,73LS8 

45,871  # 

10.( 


347,82aU   1,241,201 40<  1,021,87100 


124,20102      373,607.74      821,63101 


64, 67a  81 


188,87183      616,907.30(      027,237.30 


16,401 


J 


I 


e,6oa33 


76,34123        60,00108 
48,76111        31 


38,733.42      26,00120      126,11L34 


46,86132 
»,567.75 

03,062.66 


130,51163 


1,016,01101 
123,00106 


82,842.601 
14,44L71. 

71,28168' 


U6,7».00 
72,26166 

208, 63a  22* 


106,06LU 


06,7iL78 
34,4iL8I 

106,07X81 


118,57X70      307,683.81.      89,01181 


801,30X66  2,801,44a»  2,800,186.48 
01,2111», 


.19>      820,088. 40| 
On  7,687,80100 


OOaOO  8,004.06100 


20LaG.Bep. 
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Atchison,  Tofeka  &  Santa  Fe  Exhibit — Continued. 

CottandiUUUUa  ofpoitenger  operation,  easUm  linei,  yean  of  1910  and  1909 — Continued. 


Ftmeagat  stAtisUcs  and 


Tnlo  miles 

Train  miles  per  mile  of  road. . . 
Otf  miles. 

Oost  per  train  mile: 
Majntenance  of  way  and 

fltmctures 

ICalntenanoe  of  eqoipment . . 

Trmfflo  exjpenaes. 

Transportation  expenses ... . 
Qensral  expenses. 

Total  operating  expenses 

Oost  per  car  mile: 
Maintenance  of  way  and 

siruotures 

Maintenance  of  equipment . . 

Trmfflo  expenses. 

Trangportttton  expenses.... 
QenerBl  expenses. 

Total  operating  expenses 

Road  mileage 


Mainline. 


Branch  Unes. 


IMO 


8,04S,1G3 

8,247 

20,997,000 


1909 


3,716,720 

2,969 

26,449,187 


10.40 
.22 
.06 
.45 
.06 


1.18 


.06 
.08 
.01 
.07 
.01 


.17 


1,214.38 


80.28 
.20 
.06 
.42 
.06 


1910 


2,470,517 

1  494 

14,834|079 


80.61 
.18 
.06 
.41 
.06 


1.01 


.04 
.08 
.01 
.06 
.01 


.14 


1,251.87 


1.20 


.06 
.03 
.01 
.07 
.01 


.20 


1909 


2,049,727 

1,267 

11,958,061 


80.44 
.16 
.06 
.39 
.04 


1.08 


.06 
.08 
.01 
.06 
.01 


TotaL 


1910 


6,413,660 

2,237 

41,831,979 


80.44 
.21 
.06 
.44 
.05 


1.19 


.06 
.08 
.01 
.07 
.01 


.19 


.18 


1,668.24 


1,618.79 


2,867.82 


1909 


5,766,447 

2,009 

88,407,248 


80.88 
.18 
.06 
.41 
.06 


1.09 


.06 
.09 
.01 
.06 
.01 


.16 


2,870.16 


Coit  and  itatiitice  of  paesenger  operation^  eoa»t  UneSf  year  ending  June  30,  1910, 


Aoooonts. 


Matntsnanoe  of  way  and 

structures 

Maintenance  of  equipment. . 
Traffic  ezpeoses. 


81,637, 
1,109,831.25 
256,961.14 


Transportation  expenses: 
StttkMi  serrioe— 

Station  employees. 

Station  supplies  and  ex- 


Total  station  serrioe 


switob- 


Yard 
Yardmasters, 
man,etio 


Yardmpte_ 
Yard  enginemen 
Enginebouse 

yard... 

Foal  for  yard  locomo- 

tiTSS 

Other  siqmlies  and  ex- 
penses nr  yard  looo- 
motiTes , 


MalnUne. 


1910 


712.87181,187,809.78 
821,867.53 
217,032.94 


169,205.46 
79,858.06 


249,063.51 


Total  yard  serrioa... 


Road  engine 
Road  enginemen 


road 

FneUbrroadJocQinotiTes 
Water  for  road  locomo- 

tiTSS 

Other  snppUes  for  road 

lOOOBwlOTeS. 


Total    road    engine 


36,637.82 

280.35 

14,901.20 

5,00152 

20,566^94 

2,434.23 


1909 


122,415.24 
56,242.98 


178,658.22 


79,775.06 


30,358.60 

161.07 

U,869.76 

3,209.96 

13,033.86 

1,71&94 


Branch  lines. 


1910 


8169,  S25w  1918131 
72,703.06 
12,804.68 


21,379.67 
4,934.05 


26,313.rJ 


60,3«>.77 


886,663.77 

126,896.94 
562,104.63 

83,lia54 

20,744.71 


289,766.28 


375,280.90 
76, 868.9 
17,092.98 


6.25 
.94 
.62 

67.73 

899.32 

78.23 


663.99 


1909 


,679.57 
62,815.33 
10,281.09 


81,797,237.5681,819,489.36 


17,702.22 
4,178.38 


21,880.60 


622.771 

5.21 

275.06 

66.48 

273.41 

102.50 


TotaL 


1910 


1909 


1,182,534.30 
269,785.82 


874,672.86 
227,314.03 


190,586.13      140,117.46 
84,792.  iJ       60,421.36 


275,377.23'      200,538.82 


36,644.07' 

231.29 

14,901.72, 

6,072.2« 

20,966.^ 


1 


30,961.36 

156.88 

12,144.84 

3,268.43 

13,807.27 


2,512.46,         1,819.44 


1,336. 46| 


33,167.71 


88,674.78^    10,203.47 
46,667.14 


4,734.72 
1,406.48 


817,583.86[    95,158.62     72,298.39 


80,328.06        61,676.22 


29,968.61 

7,844.23 
30,750.28 

2,602.60 

1,144.78 


869,820. 48{ 

136,600.41' 
607,761.771 

86,846.36^ 

22,150.19, 


289,722.79 

96,419.00 
406,031.18 

79,471.61 

18,237.76 


1,223,178.11       889,882.24 


20I.aaBq^ 
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INTEBSTATB  GOMMEBCE  COMMISSION  BEPOBTS. 


Atchison,  Topbka  &  Santa  Fe  Exhibit — Continued. 

Co9i  and  $taH$tic$  of  pa$$enger  operation,  eoa$t  Ufu$,  year  ending  June  SO,  1910 — Contd. 


Aooouots. 


Tnosportatton 
ContinaecL 
Train  seiTloe— 

Road  tninmeii. 

Train  soppUet  and  ax- 


Total  train  senrloa..... 


Tetograph 
Dispuc] 


diing  trains 

Talflgniph     and     telo- 
pbone— opacatioiu . . 

Total  telegraph  nrvioe 


Soperinteodenoe 

Loss  and  damage. 

AU  other  contiE^ient  ex- 


Total  oooUngeodes. . . 
Total   transpoitatioo 


Total 
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Train  miles 

Train  miles  per  mile  of  road. 
Car  miles 


Cost  per  train  mile: 
MahiU 


tenMice  of  way  and 

stractores 

Maintenance  of  equipment. . 

Trafl)c  expenses. 

Transportatkio  expenses 

General  expenses. 
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Cost  per  car  mUe: 
Mamtwiance  of  way  and 
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Maintenance  of  equipment . . 
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Note. — ^In  sabmittliig  the  tables  ahowing  estimated  frei^t  cost  figures  of  the 
Qdcago,  Burlington  A  Quincy  Railroad  Oompany  for  each  month  of  the  fiscal  year 
ending  June  30, 1910»  and  for  the  months  of  July,  August,  and  September  of  the  fiscal 
year  1911,  I  attach  and  make  a  part  of  said  tables  the  following  explanation  as  a 
part  of  my  testimony.  These  tables  do  not  represent  the  cost  of  moving  revenue 
frel^t,  for  the  following  reasons: 

1.  The  divisiofn  between  freight  and  passenger  is  only  an  estimate,  because  many 
arbitrary  steps  are  necessary  in.making  the  division. 

2.  The  apportionment  to  divisions  of  the  road  is  made  so  as  to  show  the  expense 
whkh  is  under  the  control  of  the  operating  superintendent;  to  illustrate,  Omaha 
expense  is  all  undor  the  control  of  the  superintendent  of  the  first  Nebraska  Division, 
thou^  much  of  that  expense  is  due  to  breaking  up  trains  from  Iowa  and  Missouri, 
making  up  trains  going  into  those  States,  and  generally  handling  the  business  of 
those  States.  Furthermore,  the  expense  of  the  great  terminal  at  Chicago  is  not 
apportioned  at  all,  though  this  expense  should  enter  into  the  cost  figures  for  all 
divisions. 

8.  The  tonnage  is  all  the  tonnage,  both  company  and  revenue,  and  the  proportion 
<d  these  varies  on  each  division,  depending  largely  on  location  of  maintenance, 
betterments,  and  new  work  being  done. 

4.  The  so-called  *'cost "  figures  do  not  show  actual  cost,  but  are  made  up  to  measure 
the  comparative  efl&ciency  of  superintendents,  and  to  show  the  trend  from  month  to 
month.  In  othor  words,  the  cost  included  in  the  railroad  figures  is  influenced  by  a 
desire  to  show  regular  operating  expenses  in  such  a  way  as  to  reflect  efficiency,  and 
does  not  include  inventory  adjustments,  "outside  operations,"  rentals,  hire  of  equip- 
ment, sinking-fund  payments,  or  bond  or  other  interest  payments. 

0.  G.  BURNHAM, 

Viee  Preiidmt, 
20 1,  a  a  Rep. 
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No.  3160. 
JOHN  MORRELL  ft  COMPANY 

V. 

CHICAGO,  BURLINGTON  ft  QUINCY  RAILROAD  COM- 

PANY  ET  AL. 


Bubmitted  December  8, 1910,    Decided  February  IS,  1911. 


On  tankage,  a  fertilizer  material^  the  defendant  lines  formerly  bad  a  propoi<> 
tional  rate  of  $2.80  per  ton  from  Ottnmwa,  Iowa,  to  the  Ohio  River,  ap- 
plying on  movementa  to  the  southeast;  while  the  proportional  rate  from 
Kansas  City  to  the  Ohio  River  was  and  is  $2.20  per  ton,  that  b^ng  a 
compelled  rate  to  meet  competition  through  Memphis.  The  defendants 
later  reduced  their  proportional  from  Ottumwa  to  $2.20.  Rqiaratlon  on 
shipments  moving  under  the  $2.80  rate  from  Ottumwa  denied  and  complaint 
dismissed. 

O^DonneUj  Dillon  <6  Toolen  for  complainants. 

Hale  H olden  and  Herbert  Haaae  for  Chicago,  Burlington  ft  Qain<7 
Railroad  Company. 

R.  Walton  Moore  for  Illinois  Central  Railroad  Company;  Nash- 
ville, Chattanooga  ft  St  Louis  Railway ;  Seaboard  Air  Line  Railway ; 
Georgia  Southern  ft  Florida  Railway  Company ;  Central  of  Gecnrgia 
Railway  Company;  Southern  Railway  Company;  Georgia  Railroad 
Company ;  and  Mobile  ft  Ohio  Railroad  Company. 

W.  A.  NortJumtt  for  Louisville  ft  Nashville  Railroad  Company. 

Herbert  Haase  for  Wabash  Railroad  C<»npany. 

Rosaer  <&  Brandon  for  Atlanta,  Birmingham  ft  Atlantic  Railroad 
Company. 

Report  of  the  Comkissiok. 

Haruik,  Commdaeumer: 

There  are  no  joint  through  rates  on  tankage,  a  fertilizer  material, 
from  Ottumwa,  in  the  state  of  Iowa,  to  destinations  in  southeastern 
states,  and  for  several  years  the  defendant  lines  extending  from 
Ottumwa  to  the  Ohio  River  have  maintained  a  propcntional  rate  Qf 
$2.80  per  net  t<Hi,  applicable  on  such  through  shipments,  the  charges 
aonih  of  the  Ohio  River  being  collected  at  the  regular  local  rates  to 
ral  destinations.    From  Kansas  City  to  the  Ohio  River 

so  L  C  O.  Beii. 
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crossings  the  proportional  rate  applied  on  similar  traffic  is  and  has 
been  $2.20  per  net  ton,  thus  affcHrding  a  differential  of  60  cents  a  ton 
in  favor  of  Kansas  City  shippers.  And  on  this  ground  the  combina- 
tion through  rates  from  Ottumwa  are  attacked  by  the  complainants 
as  discriminatory  and  unreasonable  to  the  extent  of  the  difference 
between  the  two  proportional  rates. 

The  matter  was  made  the  occasion  of  an  informal  complaint  to  the 
Commission  as  long  ago  as  August,  1909,  the  complainants  having 
previously  taken  it  up  with  the  interested  carriers,  but  without  result 
The  defendants  finally  reduced  the  proportional  rate  from  Ottumwa 
to  the  lower  Ohio  Biver  crossings  to  $2.20  per  net  ton  in  a  tariff 
voluntarily  published,  and  which  became  effective  March  1,  1910. 
And  the  complaint,  filed  with  the  Commission  ten  days  later,  prays 
for  reparation  in  the  sum  of  $1,562.99  on  numerous  carload  shipments 
^f  tankage  to  Nashville,  Jacksonville,  Macon,  and  Savannah. 

The  complainants  rely  chiefly  on  the  fact  that  the  short-line  mile- 
age fnxn  Ottumwa  to  the  Ohio  River  is  less  than  the  short-line  dis- 
tance from  Kansas  City,  and  on  the  further  fact  that  the  rate  on 
packing-house  products  from  Ottumwa  is  1  cent  per  100  pounds  less 
than  the  rate  from  Kansas  City.  The  defendants,  on  the  other  hand, 
assert  that  the  Frisco  system,  with  its  direct  line  from  Kansas  City  to 
Memphis,  had  put  in  effect  a  rate  of  $3  per  ton  on  tankage  which  was 
used  in  connection  with  local  rates  beyond  Memphis  that  are  4  cents 
lower  than  the  rates  to  tiie  same  destinations  from  the  Ohio  Biver. 
The  defendants  were  compelled  to  meet  this  adjustment  by  establish- 
ing a  proportional  of  $2i20  from  E^ansas  City  to  the  Ohio  Biver. 
They  further  explain  that  the  Frisco  has  not  compeUed  the  establish- 
ment of  a  proportionately  low  rate  on  packing-house  products.  In 
reply  the  complainants  point  out  that  the  Frisco,  in  exercising  the 
rate-making  power  which  it  holds  as  the  short  line  from  Kansas  City 
to  Memphis,  has  contented  itself  with  a  rate  that  yields  it  earnings 
of  but  6i2  mills  per  ton-mile. 

In  the  light  of  those  revenues,  which  apparently  satisfy  the  rate- 
making  line,  the  complainants  think  that  the  proportional  rate  of 
$2.80  from  Ottumwa  to  Cairo,  which  yielded  the  Burlington  7.4  mills 
per  ton-mile  for  its  haul  to  St.  Louis,  was  excessive,  and  that  the 
present  proporti<mal  of  $2.20  ought  to  have  afforded  satisfactory 
revenues  to  the  Burlington,  since  it  is  equivalent  to  6.8  mills  per  ton- 
mile.  This  contention,  however,  does  not  take  into  account  the  fact 
that  the  haul  to  Cairo  from  Ottumwa  is  a  two-line  movement,  and  the 
earnings  per  ton  per  mile  f <Hr  the  entire  distance  to  Cairo  were  but  6.7 
miUs  at  the  rate  complained  of,  or  6.27  mills  at  the  present  rate  of 
$2i20.    It  also  overlooks  the  fact  that  the  $2  JO  proportional  applied 
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not  only  to  Cairo  but  to  Cinciimati  and  New  Albany,  and  on  moTe- 
ments  through  the  latter  gateways  the  earnings  of  the  lines  north  of 
the  Ohio  Biver  amounted  only  to  about  5  mills  per  ton-mile. 

The  defendants,  by  the  Yoluntary  reduction  of  their  proportdooal 
rate  from  Ottumwa  to  the  lower  Ohio  Biver  crossingSi  have  now  put 
the  complainants  on  an  equal  rate  basis  with  their  competitcMrs  at 
Kansas  City;  but  tiie  record  does  not  convince  us  that  the  previous 
adjustment  was  unjustly  preferential  to  the  Kansas  City  shippers 
and  unduly  discriminate  against  the  complainants.  There  is  there- 
fore no  basis  of  record  for  an  award  of  reparation;  on  the  contrary, 
the  record  seems  clearly  to  show  that  the  $2i20  rate,  now  voluntarily 
extended  to  Ottumwa,  was  a  compelled  rate  at  Kansas  City,  and  was, 
when  considered  by  itself,  a  low  rate. 

The  complaint  must  therefore  be  dismissed,  and  it  will  be  so 
ordered.  ^ 

20Lac.B«p. 
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No.  3486. 

A.  GEO.  SCHULZ  COMPANY 

v. 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPANY 

ET  AL. 


SubmUied December  S,  1910.-  Dedded  February  IS,  1911. 


1.  Compkiiiant's  ah^ment  of  wood-pulp  cartons  from  Milwaukee,  Wis.,  to  Spokane, 

Wash.,  was  properly  classified  as  wood-pulp  cartons,  and  defendants  were  not 
justified  in  exacting  the  payment  of  an  additional  sum  at  destination  upon 
a  higher  classification. 

2.  Reparation  awarded  for  such  additional  sum  and  for  demurrage  charges  which 

had  in  the  meantime  accrued ;  but  it  does  not  appear  in  this  case  that  reparation 
should  be  awarded  for  an  outlay  in  telegraphic  charges. 
8.  It  appears  that  after  the  car  was  partly  unloaded  the  delivering  carrier  notified  the 
consignee  that,  owing  to  a  mistake  in  classification,  additional  charges  must  be 
paid,  and,  when  the  consignee  declined  to  pay  such  additional  charges,  insisted 
that  the  portion  of  the  carload  which  had  been  already  removed  should  be 
returned  to  the  car,  which  the  consignee  did;  Held,  That  the  expenditure  due 
to  removing  and  restoring  a  part  of  the  carload  was  the  direct  consequence  of  the 
unlawful  act  of  the  delivmng  carrior  in  declining  to  delivor  this  carload,  for 
which  reparation  should  be  awarded. 

Oliekaman,  Odd  <k  Corrigan  for  complainant. 

W.  A.  Hayes  for  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway 
Company;  Spokane  International  Railway  Company;  and  Canadian 
Pacific  Railway  Company. 

RSPOBT  OF  THX  COMMIBSION. 

Pboutt,  Cammissumer: 

This  complaint  is  brought  by  a  corporation  of  Wisconsin  with  its 
place  of  business  at  Milwaukee,  which  is  engaged  in  the  manufacture 
and  sale  of  paper  boxes,  straw  and  wood-pulp  board  cartons,  and 
similar  articles,  and  also  uses  what  is  known  as  chip  board.  It 
alleges  that  the  freight  charges  exacted  by  the  defendants  on  a 
shipment  made  by  it  to  Spokane,  Wash.,  are  unreasonable,  and  asks 
reparation. 

20LC.aBe|i. 
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On  May  12,  1909,  the  complainant  shipped  to  its  own  order,  care 
Trowbridge  Brothers  at  Spokane,  one  carload  of  its  product.  It  pre- 
paid the  freight  charges,  amounting  to  $360.80,  based  on  a  tariff 
which  provided  for  binders'  board,  wood-pulp  board,  box  board,  and 
various  similar  kinds  of  board,  including  wood-pulp  cartons,  but  which 
did  not  specifically  mention  chip  board.  Tins  tariff  carried  a  rate 
of  $1.10  from  Milwaukee  to  Spokane.  Upon  arrival  at  destination 
the  delivering  carrier  reclassified  the  shipment,  upon  the  assumption 
that  the  so-called  chip  board  properly  fell  under  tariffs  providing  for 
rates  on  boxes,  paper  or  pasteboard  (including  paraffin  pasteboard 
boxes),  folding  ^g  cartons,  etc.;  and  printed  chip  board,  cut  and 
shaped  for  shirt  fronts.  This  reclassification  operated  to  advance  both 
the  rate  and  the  weight,  so  that  an  additional  simi  of  $398.45  was 
assessed,  and  this  sum  the  complainant  was  compelled  to  pay  in 
order  to  obtain  possession  of  the  shipment. 

From  a  consideration  of  the  record  we  are  of  the  opinion  that  the 
carriers  were  not  justified  in  reclassifjdng  this  shipment.  It  appears 
that  this  so-called  chip  board  is  a  product  similar  to  wood-pulp  board, 
but  of  less  value,  and  is  in  no  wise  similar  to  those  articles  which  took 
the  higher  rate.  We  also  find  that  it  should  not  take  a  higher  rate  than 
that  appUcable  to  wood-pulp  board  and  other  similar  articles.  Since 
the  date  of  movement  the  carriers  have  reduced  the  rate  applicable 
to  the  articles  with  which  they  attempted  to  classify  this  shipment, 
so  that  to-day  those  articles  and  wood-p\ilp  board  take  the  same  rate. 

We  are  of  the  opinion  that  this  shipment  was  properly  classified  as 
wood-p\ilp  cartons;  that  the  transportation  charges  had  therefore  been 
fully  prepaid,  and  that  the  defendants  were  not  justified  in  demanding 
and  exacting  the  payment  of  the  additional  sum  of  $398.45  at  desti- 
nation, and  that  the  complainant  is  entitled  to  recover  this  sum. 

When  this  shipment  arrived  at  destination  the  consignee,  Afianming 
that  the  freight  charges  had  been  fully  paid,  began  to  imload  the  car. 
After  the  car  was  partly  unloaded  the  deUvering  carrier  notified  the 
consignee  that,  owing  to  a  mistake  in  classification,  additional  charges 
in  the  sum  of  $398.45  must  be  paid,  and  when  the  consignee  declined 
to  pay  such  additional  charges  insisted  that  the  portion  of  the  carload 
which  had  been  already  removed  should  be  returned  to  the  car.  This 
the  consignee  did,  and  the  expense  of  taking  out  and  putting  back 
this  portion  of  the  carload  was  $29,  which  sum  the  complainant  after- 
wards paid. 

After  considerable  correspondence  the  complainant  finally  in- 
structed the  consignee  to  pay  the  additional  charges  above  named, 
and  also  $17  demurrage  which  had  in  the  meantime  accrued;  and 
these  sums  were  paid  to  the  defendants  by  the  consignee  upon  account 
of  the  complainant.    Telegraphic  charges  amounting  to  $4.15  accrued 
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in  the  course  of  the  correspondence  in  reference  to  this  matter.  These 
sums  the  complainant  now  seeks  to  recover,  in  addition  to  the  exces- 
sive freight  charges  above  stated. 

The  Conuoission  has  held  that  where  a  shipper  is  compelled  to 
pay  demurrage  charges  through  the  fault  of  the  carrier  the  carrier 
must  refund  the  charges  so  exacted.  Porter  v.  St  L,  <k  8.  F.  R.  R. 
Co.,  15 1.  C.  C.  Rep.,  1 ;  Munroe  <k  Sons  v.  M.  C.  R.  R.  Co.,  17 1.  C.  C. 
Rep.,  27.  These  demiurage  charges  accrued  because  the  defendant 
improperly  refused  to  deliver  this  car  to  the  consignee,  and  the 
complainant  is  therefore  entitled  to  the  $17  paid  on  that  accoimt. 

The  expenditure  due  to  removing  and  renstoring  a  part  of  the  car- 
load was  the  direct  consequence  of  the  unlawful  act  of  the  delivering 
carrier  in  declining  to  deUver  this  carload.  It  was  a  part  of  the  trans- 
action and  inseparably  connected  with  it.  In  our  opinion  these 
damages  are  of  such  a  character  that  in  this  case  they  can  properly 
be  and  should  be  covered  by  the  order  of  this  Commission. 

It  might  possibly  be  the  right  of  the  parties  in  the  exercise  of 
good  judgment  to  resort  to  the  telegraph  as  a  means  of  correspond- 
ence in  case  of  an  emergency  like  that  which  existed,  but  it  does  not 
appear  that  in  this  case  the  result  justified  the  outlay,  since  at  least 
17  days  must  have  elapsed  while  demiurage  was  accruing.  This 
amount  should  be,  in  our  opinion,  disallowed. 

The  complainant  is  entitled  to  an  order  for  $444.45,  with  interest 
from  June  15,  1909. 
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No.  2661. 
O.  C.  BEALL 

V. 

WASHINGTON,  ALEXANDRIA  ft  MT.  VERNON  RAILWAY 

COMPANY. 


BvhnUtted  December  15^  1910.    Bedded  Felruanry  IS,  1911. 


Single  pasBcnger  fore  of  16  cents,  Washington,  D.  C,  to  Four  Mile  Ron,  St 
Elmo,  St  Asaph,  Monnt  Ida,  and  Del  Ray,  in  Yir^nla,  found  unreasonable, 
and  a  fiire  of  10  cents  prescribed  for  future. 

Frank  FvJXer  for  complainant. 
John  S.  Barbour  for  defendant. 

Report  of  the  Commissiok. 

By  the  Commission: 

This  petition  puts  in  issue  the  reasonableness  of  defendant's  sin^e- 
trip  fare  from  Washington,  D.  C,  to  Four  Mile  Run,  St  Ehno,  St 
Asaph,  Mount  Ida,  and  Del  Ray,  in  Virginia.  The  complainant  is  a 
resident  of  Del  Ray,  and  brings  this  proceeding  on  behalf  of  himself 
and  others  similarly  situated.  The  gravamen  of  the  complaint  is  that 
the  fares  mentioned  are  equal  to  those  applying  from  Washington  to 
Alexandria,  Va.,  although  the  distance  to  Alexandria  is  about  2  miles 
more  than  the  average  distance  between  Washington  and  the  group 
of  towns  above  mentioned,  which  are  intermediate  to  Alexandria. 

The  defendant  is  an  electric  railway  company  engaged  in  the  car- 
riage of  passengers  and  property  between  points  in  Virginia  and 
Washington,  D.  C.  Its  tracks  extend  from  TwelfUi  street  and  Penn- 
sylvania avenue,  in  the  city  of  Washington,  south  and  west  through 
the  city  to  the  Potomac  River,  which  they  cross  by  means  of  what  is 
known  as  the  Highway  Bridge.  From  the  south  end  of  that  bridge 
the  line  runs  through  a  portion  of  the  state  of  Virginia  to  the  city  of 
Alexandria,  and  thence  to  Mount  Vemcxt  The  distance  from  the 
terminus  in  Washington  to  the  terminus  in  Alexandria  is  7.6  miles. 
From  the  Washington  terminus  to  Four  MUe  Run  the  distance  b 
shown  by  the  defendant's  time  table  to  be  4.1  miles.   The  distance  to 
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Del  Ray,  the  farthest  point  named,  is  6.6  miles.  The  average  distance 
to  the  several  points  involved  is  said  to  be  5  miles. 

The  passenger  fares  are  based  upon  a  group  or  zone  system.  The 
first  zone  extends  from  the  Washington  terminus  to  the  south  end 
of  the  highway  bridge,  a  distance  of  about  1.6  miles,  and  within 
this  zone  the  single-trip  fare  is  5  cents.  The  second  zone  extends 
from  the  south  end  of  the  highway  bridge  to  Addison,  a  further 
distance  of  2  miles.  The  single-trip  fare  between  this  zone  and 
Washington  is  10  cents.  The  remainder  of  the  line  to  and  including 
Alexandria  constitutes  a  third  zone  of  about  4  miles.  The  single-trip 
fare  between  this  zone  and  Washington  is  15  cents.  There  is  no 
station  between  Addison  and  Four  Mile  Bun.  At  the  latter  point 
there  is  only  the  power  plant  of  the  railway  company.  Consequently, 
although  passenger  fares  are  established  to  and  from  Four  Mile  Bun, 
there  is  little  demand  for  such  fares;  and  the  next  station  beyond, 
which  is  St  Elmo,  is  the  first  station  within  the  Alexandria  zcme 
to  and  from  which  there  is  travel. 

In  addition  to  the  single  fare  of  15  cents  defendant  has  established 
the  following  round-trip  and  commutation  fares  between  Washing- 
ton and  points  in  the  Alexandria  zone:  Bound  trip,  25  cents;  8 
single  trips,  90  cents ;  26  single  trips,  $2.50 ;  and  52  single  trips,  $4.05, 
good  within  a  calendar  month  and  not  transferable.  Applied  to  the 
average  distance  of  6  miles  between  Washington  and  the  stations 
mentioned  in  the  complaint  the  fares  above  specified  produce  approxi- 
mately the  following  revenue  per  passenger-mile :  Single  trip,  3  cents ; 
round  trip,  2.6  cents;  8  trip,  2.25  cents;  25  trip,  2  cents;  52  trip, 
1.6  cents. 

The  line  of  the  defendant  has  been  in  operation  14  years.  It  was 
eeUblished  primarily  to  furnish  service  between  Alexandria  and 
Washington,  in  competition  with  the  Southern  Bailway  and  with 
ferryboats  plying  on  the  Potomac  Biver.  Apparently  the  road  has 
been  ec(momically  and  efficiently  managed,  and  the  service  rendered 
by  it  to  the  communities  along  its  line  seems  to  be  adequate  and  con- 
venient. At  present  it  operates  73  north-bound  and  72  south-bound 
trains  per  day. 

As  has  been  noted,  the  average  distance  from  Washington  to 
Four  Mile  Bun,  St  Elmo,  St.  Asaph,  Mount  Ida,  and  Dd  Bay 
is  about  6  miles.  An  examination  of  the  fares  of  other  subur- 
ban lines  entering  Washington  shows  that  generally  for  similar 
or  even  greater  distances  the  single  fare  is  10  cente.  That  fare 
would  give  defendant  substantially  the  same  revenue  per  passenger- 
mile  as  it  receives  under  the  15-cent  fare  to  Alexandria.  The  defense 
presented  by  the  railway  company  may,  in  a  general  way,  be  divided 
into  three  heads.  First,  it  is  asserted  that  the  passenger  travel  from 
the  complaining  towns  is  light  and  therefore  a  somewhat  higher  fare 
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is  justified  than  would  be  maintained  if  the  traffic  were  of  greater 
density.  Second,  that  any  reduction  in  fares  is  unwarranted  because 
^  it  is  only  within  the  last  few  years  that  the  stock  of  this  railroad  has 
ever  paid  any  dividends,  and  those  paid  have  been  very  meager,  and 
have  recently  been  reduced,  if  not  abandoned  altogether."  Third,  it 
denies  in  its  answer  that  it  is  subject  to  the  act  to  regulate  commox^ 

Defendant  estimates  that  during  1909  there  w^re  55  passengers 
per  day,  or  20,075  trips  for  the  year,  between  Washington  and  the 
group  of  stations  in  question,  as  compared  with  about  575  passengers 
per  day,  or  200,000  trips  per  year,  between  Alexandria  and  Washing- 
ton. Defendant  argues  that  the  passenger  revenue  derived  from 
these  small  communities  does  not  pay  for  the  service  rendered  and 
that  they  are  the  beneficiaries  of  the  facilities  provided  to  acccHnmo- 
date  the  heavy  passenger  travel  between  Washington  and  Alexandria. 
This  may  well  be  true,  and  yet  have  no  bearing  upon  the  reasonable- 
ness of  the  present  charge.  Certainly  it  ought  not  to  be  expected 
that  these  communities  should  bear  an  undue  portion  of  the  cost  of  a 
transportation  service  designed,  and  for  the  most  part  used,  to  meet 
the  requirements  of  other  and  larger  communities;  nor-does  the  fact 
that  defendant,  in  order  to  furnish  adequate  service  to  the  large  cities 
at  its  termini,  operates  through  these  towns  many  more  trains  than 
are  necessary  to  their  needs,  warrant  the  exaction  of  a  charge  in  pro- 
portion to  the  frequency  of  the  service  incidentally  furnished.  It 
might  well  be  assumed  that  inasmuch  as  the  present  service  must 
be  maintained  to  accommodate  the  travel  between  Washington  and 
Alexandria  any  additional  traffic  secured  from  the  intermediate 
points  is  in  the  nature  of  a  net  gain  to  the  carrier. 

An  examination  of  the  defendant's  annual  reports  to  the  Com- 
mission for  the  years  in  which  such  reports  have  been  made  (1908, 
1909,  and  1910)  fails  to  indicate  that  its  financial  condition  is  so 
distressing  as  is  suggested  in  its  brief.  The  total,  capital  issued 
against  its  19  miles  of  line  up  to  June  30, 1910,  is  $3,950,000  or  $207,- 
891.74  per  mile  of  line,  composed  of  $2,450,000  5  per  cent  bonds 
secured  by  a  mortgage  on  the  entire  property,  of  which  $115,000  is 
held  in  the  treasury,  and  $1,500,000  of  capital  stock.  Neither  the 
amount  of  money  invested  in  the  property  devoted  to  the  service  of 
the  public,  nor  the  consideration  received  from  the  sale  of  stocks  and 
bonds  is  disclosed;  and  in  the  absence  of  explanation,  this  seems 
plainly  a  case  of  gross  overcapitalization.  In  1908  defendant  paid 
the  interest  <m  its  bonds,  1  per  cent  dividend  (m  its  capital  stock, 
and  carried  forward  a  net  surplus  for  the  year  of  $17,452.21 ;  in  1909 
the  interest  charges  were  paid,  the  dividend  was  increased  to  9 
per  cent,  and  the  net  surplus  for  the  year  was  $29,193.19 ;  in  1910  it 
again  paid  interest  charges,  2  per  cent  on  its  stock,  and  carried  for- 
ward a  net  surplus  for  the  year  of  $53^466.41.    In  that  year  its  net 
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income  was  $83,466.41,  of  which  $30,000  was  devoted  to  dividends  and 
$58,466.41  was  credited  to  the  accumulated  surplus.  Therefore,  had 
no  addition  been  made  to  the  existing  surplus  of  ^65,595.39,  it  could 
have  paid  a  5  per  cent  dividend  on  its  $1,500,000  of  stock  as  well 
as  the  5  per  cent  interest  upon  the  bonds.  Assuming  that  the 
actual  investment  in  the  property  is  $50,000  per  mile  of  line,  or 
$1,000,000  in  all,  the  earnings  in  1910  were  sufficient,  after  laying 
aside  a  surplus,  to  return  about  16  per  cent  upon  the  investment. 
Again  assuming  that  all  of  the  20,000  trips  between  Wadiington  and 
the  communities  involved  had  been  under  a  10-cent  fare,  and  none  of 
such  trips  under  round-trip  or  commutation  fares,  the  net  loss  to 
defendant  would  have  been  $1,000 ;  and  it  would  still  have  been  able 
to  meet  interest  charges  on  its  large  capital,  pay  all  operating  ex- 
penses, declare  a  dividend  of  2  per  cent  on  its  stock,  and  lay  aside  a 
surplus  of  more  than  $52,000. 

Although  defendant  asserts  in  its  answer  that  it  is  not  subject  to 
the  act  to  regulate  commerce,  the  point  is  not  mentioned  in  its  brief 
and  we  do  not  understand  that  it  seriously  presses  the  matter.  De- 
fendant is,  beyond  question,  a  common  carrier  by  railroad  of  pas- 
sengers and  property  between  points  in  the  state  of  Virginia  and 
points  in  the  District  of  Columbia,  and  therefore  is  subject  to  the 
statute  here  invoked.  It  files  tariffs  and  statistical  reports  in  ac- 
cordance with  the  act  and  seems  heretofore  to  have  considered  itself 
subject  to  the  jurisdiction  of  the  Commission. 

Upon  consideration  of  all  the  facts  disclosed  by  the  record,  as  well 
as  our  examination  of  other  circumstances  and  conditions  pertinent 
to  the  issues  involved,  it  is  our  opinion,  and  we  so  find,  that  de- 
fendant's single-trip  fare  of  15  cents  ior  the  transportaticm  of  pas- 
sengers from  Washington  to  Four  Mile  Eun,  St.  Elmo,  St  Asaph, 
Mount  Ida,  and  Del  Bay  is  unjust  and  unreasonable,  and  that  for  the 
future  it  ought  not  to  exceed  10  cents.  An  order  will  be  entered 
accordingly.  From  complainant's  testimony  and  brief  we  infer  that 
he  intended  to  attack  the  fares  from  the  Virginia  points  to  Wash- 
ington, although  the  language  of  the  petition  does  not  specifically 
mention  those  fares,  but  we  assume  that  defendant  will  reduce  them 
in  accordance  with  our  conclusion  herein. 
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No.  8886. 
BROWNE  GRAIN  COMPANY 

V. 

FORT  WORTH  &  RIO  GRANDE  RAILWAY  COMPANY 

ET  AL- 


BubfMted  November  15,  1910,    Decided  March  11,  1911. 


Glass  rate  of  56  cents  per  100  pounds  applied  on  shl];nnait  of  com  shocks  from 
Alexandria,  La.,  to  Brownwood,  Tez.,  via  a  ronte  911  miles  In  leogtb,  not 
found  to  be  nnjust  or  unreasonable. 

E.  P.  Browne  for  complainant. 

W.  C.  Preston  and  /.  L.  Lockett^  jr.^  for  Fort  Worth  A  Rio 
Grande  Railway  Company  and  St.  Louis  &  San  Francisco  Railroad 
Company. 

W.  F.  Dickinson  and  /.  C.  McCdbe  for  Chicago^  Rock  Island  ft 
Pacific  Railway  Company. 

RbFOBT  of  THB  COMIOBSION. 

By  the  Commissiok: 

Complainant  is  a  partnership  located  at  McKinney,  Tex.,  engaged 
in  the  wholesale  grain  business,  and  files  its  petiticm  for  reparati<m 
in  the  sum  of  $82.60  on  account  of  an  alleged  unreasonable  and 
unjustly  discriminatory  charge  by  defendants  for  transportaticm  of  a 
carload  of  baled  com  shucks  shipped  from  Alexandria,  La.,  to  Brown- 
wood,  Tex.,  October  29,  1909.  It  is  alleged  that  the  rate  charged, 
56  cents  per  100  pounds,  was  excessive  so  far  as  it  exceeded  a  rate  of 
20  cents,  which  was  established  shortly  after  the  shipment  moved. 

The  ^pment  weighed  14,700  pounds,  and  charges  aggregating 
$112,  based  on  a  minimum  weight  of  20,000  pounds  at  rate  of  56 
cents,  were  collected.  The  traffic  was  delivered  by  complainant  to 
the  Chicago,  Rock  Island  &  Pacific  Railway  Company  at  Alexandria 
for  transportation  to  Brownwood,  Tex.,  without  routing  instructions 
beyond  the  line  of  that  company,  which  thereupon  forwarded  the 
car  via  the  route  over  which  the  56-cmt  rate  was  applicaUe  in  con- 
nection with  its  own  line  as  the  initial  carrier.  The  car  moved 
north  over  the  Rock  Island  to  Little  Rode,  Ark.,  thence  west  over  the 
St.  Louis  &  San  Francisco  to  HoldenvUle,  OUa.,  and  south  over  the 
same  line  to  Forth  Worth,  Tex.,  and  thence  to  Brownwood  over  the 
Fort  Worth  &  Rio  Grande  Railway,  a  distance  of  911  miles.  Inas- 
much as  the  rate  via  all  routes  was  56  cents,  it  was  inmiaterial  to 
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complainant  over  which  roads  the  shipment  moved.  A  much  more 
direct  route  would  have  been  obtained  had  complainant  employed  as 
the  initial  carrier  the  Texas  &  Pacific  Railway,  which  extends  west- 
ward from  Alexandria,  instead  of  the  Bock  Island,  whose  lines 
extend  northward. 

On  March  20,  1910,  a  commodity  rate  of  20  cents  per  100  poimds, 
via  the  route  traversed  as  well  as  the  shorter  routes,  was  established 
with  minima  graded  to  length  of  car,  the  minimum  for  the  car  in 
question  being  19,000  pounds.  On  September  20,  1910,  the  applica- 
tion of  this  rate  via  the  circuitous  route  taken  by  complainant's  ship- 
ment was  canceled,  leaving  the  class  rate  again  in  force.  De- 
fendants assert  that  it  was  not  their  intention  to  make  the  20-cent 
rate  from  Alexandria  to  Brownwood  applicable  via  the  route  of  this 
shipment;  that  the  establishment  of  the  rate  was  due  to  an  error  in 
publishing  the  tariff;  and  that  it  was  eliminated  as  soon  as  discovered. 
While  not  combating  its  reasonableness  as  applicable  via  the  more 
direct  routes,  which  range  in  distances  from  494  to  722  miles,  they 
state  that  the  earnings  via  the  longer  route  of  911  miles  would  be 
unremunerative.  The  earnings  per  car  on  20,000  pounds  of  com 
shucks  at  the  20-cent  rate  are  $40,  or  4.39  cents  per  car-mile  over  the 
route  taken,  as  against  earnings  of  8.1  cents  for  the  more  direct  route 
via  the  Texas  &  Pacific  The  average  receipts  per  ton  per  mile  for 
all  traffic  in  Texas,  Louisiana,  and  part  of  New  Mexico,  for  the  year 
ended  June  30,  1909,  were  1.070  cents,  and  for  the  whole  United 
States  0.763  of  a  cent  Even  considering  the  quality  of  the  com- 
modity, the  revenue  of  4.3  mills  per  Um  per  mile  via  defendants' 
route  under  a  20-cent  rate  would  appear  to  be  lower  than  we  would 
feel  justified  in  requiring. 

Complainant  reiers  to  the  fact  that  there  was  at  the  time  of  ship- 
ment a  rate  of  20  cents  applicable  on  hay,  an  article  analogous  to  com 
shucks,  in  the  opposite  direction,  or  from  Brownwood  to  Alexandria, 
but  this  rate  was  over  the  shorter  routes.  At  the  time  of  the  hearing 
the  rate  on  com,  carloads,  from  Alexandria  to  Brownwood  was  20 
cents  per  100  pounds,  but  defendants  assert  that  they  also  intend  to 
cancel  the  application  of  that  rate  via  the  long  route,  inasmuch  as 
they  do  not  consider  the  traffic  desirable.  The  rate  of  20  cents  per 
100  pounds,  on  a  car  of  com  loading  from  60,000  to  100,000  pounds, 
would  yield  car  earnings  of  from  $120  to  $200.  The  earnings  on  a 
20,000-pound  car  of  com  shucks  at  56  cents  would  be  but  $112. 

We  are  not  convinced  that  the  charges  assessed  were  unreasonable 
for  the  service  performed,  or  that  they  were  unduly  discriminatory, 
and  the  prayer  for  repaiation  is  therefore  denied.  The  shorter 
through  routes  still  maintain  the  20-cent  rate,  and  therefore  no  order 
for  the  future  is  required.  An  ord&r  will  be  entered  dismissing  the 
ccHnplaint. 
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No.  8471, 

W.  E.  CALDWELL  COMPANY 

V. 

CHICAGO,  INDLA.NAPOLIS  &  LOUISVILLE  RAILWAY 

COMPANY  ET  AL. 


SulmUtted  November  26,  1910.    Decided  March  11,  1911, 


1.  Joint  rates  on  tank  material,  Lonisville,  Kj.,  to  Shawano,  Wia^  Combined 

Locks,  Wis.,  and  West  Port  Arthur,  Tex.,  found  unreasonable  so  for  as 
they  exceeded  combination  of  intermediate  rates  contemporaneooaly  In 
force.    Reparation  awarded. 

2.  Differences  In  value  of  articles  offered  for  transportation  can  not  be  precisely 

reflected  in  the  comparatively  small  number  of  classes  now  need  tor 
rate-making  purposes;  and  in  the  absence  of  a  showing  that  the  rate 
resulting  from  the  classification  is  unreasonable  or  otherwise  unlaw- 
ful, it  must  fairly  appear  that  a  i)articular  article  is  not  rated  with 
other  articles  similar  in  value,  weight,  and  other  essential  transporta- 
tion qualities,  before  the  Commission  will  require  a  change  in  the  dassl- 
flcation.  Application  of  fifth  class  rates  to  woodea  tank  material  (In 
the  white)  in  Ofllcial  Classification  territory  not  found  unreasonable. 

G.  M.  Stephen  for  complainant 

TF.  A.  Northcatt  for  Louisville  &  Nashville  Railroad  Company. 

Edward  Barton  for  Baltimore  &  Ohio  Southwestern  Railroad 
Company. 

L.  T.  Wilcox  for  Morgan's  Louisiana  &  Texas  Railroad  &  Steam- 
ship Company. 

Frank  L.  Littleton  for  New  York  Central  Lines. 

AttUa  Coxy  jr.y  for  Chicago,  Indianapolis  &  Louisville  Railway 
Company. 

Refobt  of  thb  Commission. 

Br  THB  Commission: 

Complainant  is  a  corporation  engaged  at  Louisville,  Ky.,  in  the 
manufacture  of  wooden  tanks  and  tuik  material.  By  a  petition,  filed 
August  23, 1910,  and  an  amendment  thereto,  filed  August  26, 1910,  it 
alleges  Uiat  unreasonable  rates  were  charged  by  def^dants  for  the 
transportation  of  certain  shipments  of  wooden  tuik  material  and 
steel  tower  material  from  Louisville  to  points  on  defendants'  line& 
The  basis  for  the  several  allegations  of  the  petition  will  be  more 
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particularly  described  in  connection  with  the  facts  respecting  the 
shipments  involved.    Reparation  is  asked. 

On  August  20,  1908,  complainant  shipped  from  Louisville,  Ky.,  to 
Shawano,  Wis.,  over  the  Chicago,  Indianapolis  &  Louisville  BaUway 
and  Chicago  A  North  Western  Bailway,  a  carload  of  wooden  tank 
material,  weight  80,000  pounds,  upon  which  freight  charges  were 
collected  in  the  sum  of  $108.50,  based  on  the  joint  fifth  class  rate  of 
84.5  cents  per  100  pounds.  At  the  same  time  there  was  applicable  to 
wooden  tuik  mat^al  a  combination  of  intermediate  rates  of  26.5 
cents,  composed  of  the  fifth  class  rate  of  18  cents,  Louisville  to  Mil- 
waukee, and  the  class-D  rate  of  8.5  cents,  Milwaukee  to  Shawano. 

After  filing  of  complaint  and  before  hearing  in  this  case  the  Chi- 
cago &  North  Western  Railway  Company  made  refund  to  complainant 
on  the  erroneous  assumption  that  a  joint  through  commodity  rate  of 
19.1  cents  was  applicable.  Our  conclusion  is  that  the  rate  of  84.5 
cents  exacted  by  defendants  was  unreasonable  to  the  extent  that  it 
exceeded  the  c<Hnbination  of  intermediate  rates,  amounting  to  26.5 
cents.  It  follows  that  a  reasonable  charge  for  the  service  would  have 
been  $79.50.  If  complainant  has  not  already  done  so,  it  should  at 
once  return  to  the  Chicago  &  North  Western  Railway  Company  $22.20 
of  the  refund  already  received  through  the  error  of  that  company, 
and  the  entry  of  an  award  of  reparation  will  be  unnecessary.  Defend- 
ants wiU  be  required  to  establish  and  maintain  for  two  years  a  rate 
for  the  transportation  of  wooden  tank  material  in  carloads  from 
Louisville  to  Shawano,  not  in  excess  of  the  contemporaneous  OHubi- 
nation  of  intermediate  rates  upon  Milwaukee. 

On  March  11,  1910,  complainant  shipped  from  Louisville,  Ky.,  to 
Combined  Locks,  Wis.,  over  the  Pittsburg,  Cincinnati,  Chicago  A 
St  Louis  Railway  and  Chicago  &  North  Western  Railway,  one  car- 
load of  wooden  tank  material,  weight  80,000  pounds,  upon  which 
freight  charges  were  collected  in  the  smn  of  $94.50,  based  on  the 
joint  through  fifth  class  rate  of  81 1  cent&  At  the  same  time  there 
was  a  commodity  rate  of  14  cents  on  wooden  tank  material,  minimum 
carload  weight  80,000  pounds,  Louisville  to  Milwaukee,  and  a  class- 
D  rate  of  7  cents,  minimum  carload  weight,  86,000  pounds,  on  the 
same  material,  Milwaukee  to  Combined  Locks.  We  find  that  the 
rate  assessed  upon  this  shipment  was  unreasonable  so  far  as  it  ex- 
ceeded the  ccmibinaticm  of  intermediate  rates,  amounting  to  21  cents 
per  100  pounds,  and  that  complainant  is  entitled  to  reparation  in  the 
sum  of  $27.80,  with  interest  from  March  28,  1910.  An  order  will 
be  entered  awarding  reparation  and  requiring  defendants  to  main- 
tain for  the  future  rates  not  in  excess  of  the  contemporaneous  inter- 
mediate rates. 

On  March  80,  1909,  complainant  shipped  from  Louisville  to  West 
Port  Arthur,  Tex.,  over  the  Louisville  A  Na      'Ue  Railroad,  Morgan's 
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Louisiana  &  Texas  Railroad,  and  Texas  &  New  Orleans  Bailroad, 
1,180  pounds  of  steel  tower  material  and  2,500  pounds  of  wooden 
tank  material,  upon  which  freight  charges  were  collected  in  the  sum 
of  $38.71,  based  upon  joint  third  class  rate  of  $1.18  per  100  pounds 
for  the  steel  tower  material  and  a  similar  fourth  class  rate  of  $1.07 
for  the  wooden  tank  material.  At  the  rates  named  the  total  charges 
should  have  been  $10.67,  and  there  appears  to  have  been  an  under- 
charge of  $1.96.  When  this  shipment  moved,  there  was  a  less-than- 
carload  special  iron  commodity  rate  of  30  cents,  Louisville  to  New 
Orleans,  applicable  to  tank  towers,  knocked  down,  and  a  third  class 
rate  of  58  cents  on  the  same  material.  New  Orleans  to  West  Port 
Arthur,  the  combination  of  intermediate  rates  so  made  amounting  to 
88  cents;  there  was  also  a  combination  of  intermediate  rates  applicable 
to  wooden  tank  material  amounting  to  81  cents,  composed  of  the  sixth 
class  rate  of  35  cents,  Louisville  to  New  Orleans,  and  the  fourth  class 
rate  of  46  cents,  New  Orleans  to  West  Port  Arthur.  We  find  that 
the  rates  exacted  for  transportation  of  the  steel  tower  material  and 
wooden  tank  material  were  unreasonable  so  far  as  they  exceeded  88  cents 
and  81  cents,  respectively,  and  that  complainant  is  entitled  to  repara- 
tion in  the  sum  of  $8.08,  with  interest  from  April  15,  1909.  De- 
fendants have  proposed,  by  tariffs  now  under  suspension  pending 
investigation  by  the  Conmiission,  to  advance  the  special  iron  rate  of 
30  cents  and  sixth  class  rate  of  35  cents,  Louisville  to  New  Orleans, 
to  35  cents  and  40  cents  respectively.  An  order  will  be  entered  re- 
quiring defendants  to  maintain  for  the  future  rates  not  in  excess  of 
the  contemporaneous  intermediate  rates. 

On  August  29,  1908,  complainant  shipped  a  carload  of  wooden 
tank  material  from  Louisville  to  Elkhom,  W.  Va.,  and  on  August  2G 
and  29,  and  October  8,  1909,  respectively,  three  carloads  of  wooden 
tank  material  from  LouisviUe  to  Potsdam,  N.  Y.  Charges  were 
collected  at  the  fifth  class  rates  of  29  cents  to  Elkhom  and  35  cents 
to  Potsdam.  Complainant  asks  reparation  on  basis  of  the  sixth 
class  rates  contemporaneously  in  effect,  upon  the  ground  that  wooden 
tank  material  ought  to  be  given  sixth  class  rates  in  Official  Classifica- 
tion territory.  Its  contention  in  this  respect  is  based  upon  a  com- 
parison of  wooden  tank  material  with  certain  other  articles  which  are 
given  sixth  class  rates. 

Lumber  in  carloads  is  given  a  sixth  class  rating  in  Official  Classi- 
fication territory  between  points  where  commodity  rates  have  not 
been  established;  and,  generally  speaking,  articles  of  comparatively 
low  value,  manufactured  from  lumber,  are  given  sixth  class  rates,  in 
carloads,  ^  in  the  rou^,"  and  fifth  class  rates  when  ^  in  the  white.** 
The  following  articles  are  examples  of  those  so  classified:  Agricul- 
tural implements  and  machine  parts,  and  stock  or  stuff ;  plow  beams 
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and  handles;  furniture  parts;  chair  stuff  or  stock;  table  stock  or 
stuff;  sucker  rod;  pump  curb  material;  billiard  cue  wood;  clothes 
wringer  wood;  door  or  window  frame  wood;  reel  wood;  tank  and 
tower  material.  Complainant  calls  attention  to  the  fact  that  whisky 
barrel  staves  and  beer  kegs,  more  valuable  per  unit  of  weight  than 
wooden  tank  material,  are  given  sixth  class  rates. 

The  wooden  tank  material  shipped  by  complainant  consisted  of 
staves  planed  and  grooved,  with  necessary  iron  hoops,  so  that  the  only 
labor  necessary  to  erect  the  tank  was  to  fit  the  staves  together  and 
attach  the  iron  bands.  Complainant  did  not  disclose  the  invoice 
price  of  its  tank  material,  but  its  witness  stated  that  the  tank  ma- 
terial as  shipped  was  worth  about  150  per  cent  of  the  value  of  the 
lumber  from  which  it  was  made;  that  is  to  say,  yellow-pine  lumber 
costs  complainant  at  Louisville  about  $30  per  1,000  feet  and  the  cost 
of  transforming  the  lumber  into  tank  material  is  about  $15  per  1,000 
feet 

Defendants'  witness,  the  chairman  of  the  Official  Classification 
Committee,  stated  that  he  had  made  an  investigation  of  the  values 
of  a  number  of  articles  which  ccMne  within  the  general  description 
of  cooperage  stock;  that  he  had  been  quoted  a  price  of  $170  on  a 
tank  12  feet  high  by  16  feet  in  diameter,  made  of  3-inch  white  pine 
and  weighing  6,000  poimds;  and  a  price  of  $450  on  a  tank  16  feet 
high  by  24  feet  in  diameter,  made  of  3-inch  cedar  and  weighing 
15,000  pounds.  From  this  and  numerous  other  instances  given,  he 
estimated  that  the  average  value  of  tank  material  is  approximately 
8  cents  per  pound  as  compared  with  an  average  value  for  the  general 
run  of  cooi>erage  stock  of  1  cent  per  pound. 

So  long  as  the  thousands  of  articles  offered  for  transportation  are 
divided  into  a  comparatively  small  number  of  classes  for  rate-making 
purposes,  it  is  obvious  that  minute  variations  in  value  of  different 
articles,  or  dissimilar  values  of  the  same  article,  can  not  be  precisely 
reflected  in  the  classification.  In  the  absence  of  evidence  that  the  rate 
resulting  from  the  classification  is  unreasonable  or  otherwise  unlaw- 
ful, it  must  fairly  appear  that  a  particular  article  is  not  rated  with 
other  articles  similar  in  value,  weight,  and  other  essential  transporta- 
tion qualities,  before  the  Commission  will  require  a  change  of  classi- 
fication. In  the  present  case  there  was  no  evidence  that  the  rates 
charged  were  unreasonable  for  the  service  performed,  or  that  they 
subjected  complainant  or  its  traffic  to  undue  discrimination.  Upon 
the  facts  now  before  us  we  hold  that  the  application  of  fifth  class 
rates  to  wooden  tank  material  in  Official  Classification  territory  is 
not  unreasonable,  and  the  relief  prayed  by  complainant  in  that 
respect  must  be  denied. 
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No.  3587. 
CLINTON  BRIDGE  &  IRON  WORKS 

V. 

CHICAGO,  BURLINGTON  &  QUINCY  RAILROAD 

COMPANY. 


Submitted  December  H,  1910.    Decided  March  11,  191L 


Where  a  shipper,  without  disclosing  to  a  carrier  the  charact^  or  size  of  its 
shipment,  orders  a  particular  kind  of  equipment,  loads  its  traffic  thereon, 
and  directs  transportation  of  the  shipment  as  loaded,  it  must  pay  the  rate 
lawfully  applicable  to  the  class  of  equipment  used,  although  a  low^  rate 
would  have  been  available  had  the  freight  been  loaded  in  another  kind 
of  car.    Complaint  dismissed. 

G.  M.  Stephen  for  oxnplainant. 

Hale  Holden  for  Chicago,  Burlington  &  Quinqr  Railroad 
Company. 

Refobt  of  the  Commission. 

Br  THE  Commission  : 

Complainant  is  a  corporation  with  principal  place  of  business  at 
Clinton,  Iowa.  Its  petition,  filed  September  16,  1910,  alleges  that 
an  unreasonable  charge  was  exacted  by  defendant  for  interstate 
transportation  of  a  shipment  of  iron  bridge  material  from  Clinton 
to  St  Marys,  Iowa.    Reparation  is  asked. 

The  shipment  was  made  May  28, 1909,  and  weighed  5,642  pounds. 
Freight  charges  were  collected  in  the  sum  of  $28ii5  at  the  first  daaa 
rate  of  56.5  cents  upon  a  weight  of  5,000  pounds^  in  accordance  with 
Rule  17-A  of  Western  Classification,  the  pertinent  portion  of  which 
is  as  follows : 

Shipments  •  •  •  loaded  on  open  cars  are  subject  to  a  minimum  diarge 
equal  to  that  for  5,000  pounds,  at  first  chiss  rate  for  each  car  used. 

The  contention  of  complainant  is  that  the  fourth  class  rate  of  25| 
cents,  which  would  have  made  a  charge  of  $14.39,  should  have  been 
assessed  upon  the  actual  weight,  upon  the  theory  that  the  rate  was  ex- 
acted in  conformity  with  Rule  17~B  of  the  classification,  which  pro- 
vides a  minimum  charge  of  first  class  rate  upon  5,000  pounds  in  caae 
the  articles  are  too  large  to  be  loaded  through  the  side  door  of  a  36- 
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foot  box  car  or  too  long  to  be  loaded  through  the  end  window  thereof, 
and  it  cites  Jone%  v.  So.  Ry.  Co.^  18  L  C.  C.  Bep.,  150,  and  Houston 
StrucUiral  Steel  Co.  v.  Wabash  R.  R.  Co.,  18  L  C.  C-  Rep.,  208.  But 
upon  the  facts  disclosed  by  the  record  the  case  does  not  come  within 
the  principle  announced  inHhose  cases. 

The  longest  articles  in  this  shipment  were  four  tubes  20  feet  long, 
which  could  have  been  loaded  into  the  side  door  of  a  40-foot  car  or 
the  end  window  of  a  86- foot  car;  and  therefore,  had  the  shipment 
been  delivered  to  defendant  for  loading,  it  would  have  been  under  the 
duty  of  shipping  it  in  the  manner  which  would  have  resulted  in  ap- 
plication of  the  lowest  rate.  Complainant's  iron  works  are  connected 
with  defendant's  raikoad  by  a  sidetrack.  Defendant's  testimony  is 
that  on  May  25, 1909,  complainant  ordered  by  telephone  a  34-foot  flat 
car  from  the  agent  at  Clinton.  Not  having  a  flat  car  at  hand,  de- 
fendant placed  a  gondola  car,  upon  which  complainant  loaded  the 
shipment  and  directed  that  it  be  forwarded  to  destination. 

There  was  an  attempt  to  rebut  the  evidence  of  an  order  for  a  flat 
car  by  the  introduction  of  an  affidavit,  made  by  the  secretary  of  the 
complainant  company,  in  which  he  states  "that  while  the  affiant  is 
unable  to  submit  documentary  proof  he  believes  and  is  firmly  con- 
vinced that  he  did  not  order  for  loading  this  shipment  a  flat  car, 
gondola  car,  or  other  so-called  open  car;  that  to  the  best  of  his  knowl- 
edge and  belief  neither  did  any  other  employee  or  officer  of  said 
Clinton  Bridge  &  Iron  Works  order  such  flat,  gondola,  or  open  car." 
It  does  not  appear  that  it  was  the  duty  of  this  officer  to  order  cars,  or 
that  he  customarily  has  knowledge  of  such  orders  when  made.  His 
"  best  knowledge  and  belief,"  therefore,  may  not  be  of  much  value  as 
evidence  of  what  was  actuaUy  done.  The  witness  for  complainant 
was  not  one  of  its  employees,  and  had  only  such  knowledge  of  the 
facts  as  had  been  transmitted  to  him  by  complainant  We  have  in 
another  case  had  occasion  to  comment  upon  the  unpersuasiveness  of 
this  kind  of  evidence.  Lambros  v.  (7.,  M.  <&  St.  P.  Ry.  Co.^  Unreported 
Opinion,  No.  315.  Defendant's  witness  had  no  personal  knowledge 
of  the  transaction,  but  presented  a  letter  from  the  local  agent  at 
Clinton  transmitting  two  leaves  taken  from  what  purports  to  be  a 
daily  order  book,  in  which  he  entered  orders  by  telephone  and  other- 
wise. These  leaves  had  upon  them  the  orders  for  two  days,  the  25th 
and  26th  of  May,  and  show,  in  regular  course,  entry  of  an  order  by 
the  complainant  for  a  34-foot  flat  car.  There  also  appears  another 
order  by  complainant  upon  the  same  date  for  a  box  car  to  be  sent  to 
this  switch ;  on  these  items  is  the  mark  ^  O.  K,"  which,  the  witness 
said,  means  that  the  orders  were  filled.  The  undisputed  fact  is  that 
the  open  car  was  placed  upon  the  switch,  and  that  the  shipment  was 
loaded  into  it  and  ordered  forwarded  by  the  complainant.    The  com- 
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plainant  did  not  offer  any  evidence  showing  any  other  order  regard- 
ing the  shipment.  Certainly  some  order  must  have  been  given.  In 
the  absence  of  any  other  proof  we  must  conclude,  from  the  evidence 
and  admitted  facts,  that  complainant  ordered  an  open  car,  and  in 
doing  so  did  not  disclose  to  the  defendant  company  the  character  or 
size  of  the  shipment. 

There  are  other  considerations  than  the  amount  of  the  rate  that 
sometimes  determine  a  shipper's  choice  of  facilities.  For  instance, 
it  is  easier  to  load  and  imload  certain  kinds  of  freight  onto  and  from 
an  open  car.  This  may  have  been  the  reason  which  induced  the  com- 
plainant to  order  a  flat  car.  The  route  traversed  was  305  miles,  and 
the  charge  is  not  in  itself  unreasonable,  considering  the  equipment 
ordered. 

Upon  all  the  facts  of  record  in  this  case  we  find  that  the  rate 
charged  was  in  accordance  with  the  rule  of  the  Western  Classification 
and  the  tariff  in  force  at  the  time,  and  complainant's  failure  to  secure 
the  application  of  a  lower  available  rate  was  due  to  its  own  action  and 
not  to  failure  by  the  defendant  to  discharge  its  duty.  The  complaint 
will  be  dismissed. 
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No.  8624. 
DELLS  PAPER  &  PULP  COMPANY 

V. 

CHICAGO  &  NOBTH  WESTERN  RAILWAY  COMPANY 

ET  AL. 


Submitted  December  12, 1910.    Decided  March  11, 1911, 


Where  a  tariff  provides  different  rates  for  property  d^)endent  on  the  valoe 
thereof  and  requires  that  the  invoice  value  shall  be  stated  and  receipted 
for  in  order  to  secure  the  lower  rate,  the  complainant  must  show  that  the 
requirements  of  the  tariff  were  complied  with,  or  that  they  were  unreason- 
able, before  reparation  will  be  awarded  on  account  of  application  of  higher 
rate  to  a  shipment  the  value  of  which  did  not  exceed  that  upon  which  a 
lower  rate  would  have  applied  had  the  value  been  disclosed  to  the  carrlec 
Complaint  dismissed. 

W.  D.  Hurlhut  for  complainant 

C.  C.  Wright  for  Chicago  &  North  Western  Railway  Company. 
Hale  Holden  for  Chicago,  Burlington  &  Quincy  Railroad  Com- 
pany. 
Oearge  H.  Ilamilton  for  Kansas  City  Southern  Railway  Company. 

Report  of  the  Commission. 

By  the  Commission  : 

The  complainant  is  a  corporation  with  principal  office  at  Eaa 
Claire,  Wis.  Its  petition,  filed  October  26,  1910,  alleges  that  it  was 
charged  an  unreasonable  rate  for  the  transportation  of  one  carload  of 
news-print  paper  from  Combined  Locks,  Wis.,  to  Dallas,  Tex.  Repa- 
ration is  asked. 

In  December,  1909,  complainant  shipped  one  carload  of  news-print 
paper  (not  printed)  over  defendants'  lines  from  Combined  Locks  to 
Dallas.  The  weight  of  the  shipment  was  37,585  pounds,  and  freight 
diarges  were  collected  in  the  sum  of  $291.77  at  a  rate  of  about  77.68 
cents  per  100  pounds,  which  rate  we  have  been  unable  to  verify. 
When  this  shipment  moved  defendants'  tariffs  provided  a  rate  of 
GO  cents,  Combined  Locks  to  Dallas,  on  printing  paper  in  carloads, 
^  invoice  value  not  exceeding  3}  cents  per  pound  and  so  receipted  for," 
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and  a  rate  of  85  cents  on  printing  paper,  "  invoice  valoe  exceeding 
3|  cents  per  pound,  or  invoice  value  not  receipted  tctr.'^  This  latter 
rate  was  lawfully  applicable  to  the  shipment.  The  present  rate  for 
paper  of  the  hi^er  value,  or  ^  value  not  receipted  for,**  is  79  cents. 
There  is  an  uncollected  underdiarge  of  $27.70. 

It  is  admitted  that  this  shipment  was  not  receipted  for  at  a  par- 
ticular value,  that  its  value  was  less  than  3|  cents  per  pound,  but  that 
the  value  was  unknown  to  the  carrier.  There  was  no  evidence  tend- 
ing to  show  that  the  carrier  was  at  fault  in  any  way,  or  any  explana- 
ticm  of  complainant's  failure  to  insert  the  invoice  value  in  the  bill  of 
lading  as  required  by  the  tariff,  although  it  does  appear  that  com- 
plainant was  well  advised  as  to  this  requirement  The  sole  ground 
upon  which  recovery  is  sought  is  that  inasmuch  as  the  value  of  the 
paper  was  in  fact  less  than  3|  cents  per  pound,  it  was  entitled  to  the 
69-cent  rate. 

Value  is  cme  of  the  factors  upon  which  rates  are  based,  and  where 
a  tariff  provides  different  rates  for  property  dependent  upcxi  the  value 
thereof  and  requires  that  the  invoice  value  shall  be  stated  and  re- 
ceipted for  in  order  to  secure  the  lower  rate,  the  complainant  must 
show  compliance  with  the  requirement  of  the  tariff,  or  that  such  re- 
quirement is  unreas(»able,  before  reparation  will  be  awarded  on 
account  of  application  of  higher  rate  to  a  shipm^it  whose  value  did 
not  exceed  that  upon  which  a  lower  rate  would  have  applied  had  the 
value  been  disclosed  to  the  carrier.  In  the  absence  of  any  claim  or 
evidence  that  the  condition  here  in  question  is  unjust,  the  ccnnplaint 
will  be  dismissed. 
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No.  3444, 
GAMBLE-ROBINSON  FRUIT  COMPANY 

V. 

NORTHERN  PACIFIC  RAILWAY  COMPANY  ET  AL. 


Submitted  January  10, 1911.    Decided  March  11, 1911. 


Ratee  of  $1.79,  $1.75),  and  $1.35  per  100  pounds  on  dtnis  fruits  in  carloads  from  Red- 
lands,  Prenda,  Pachappa,  Arlington,  and  Porterville,  Cal.,  to  Miles  City,  Mont., 
found  unreasonable  so  &r  as  they  exceeded  rate  of  $1.15  subsequently  established. 
Reparation  awarded. 

WaUer  Holsinger  and  Fred  H.  SUnchjUli  for  complainant. 

Emmerson  Hadley  for  Northern  Pac^c  Railway  Company. 

F.  0.  DiOard,  W.  W.  Arthur,  and  L.  T.  Wilcox  for  Southern  Pacific 

Company. 

Refobt  of  the  Commission. 

By  the  Commission: 

Complain^t  is  a  corporation  engaged  in  the  wholesale  and  com- 
mission fruit  and  produce  business,  with  offices  and  warerooms  at 
Miles  City,  Mont.  The  petition,  filed  August  2,  1910,  puts  in  issue 
the  reasonableness  of  freight  charges  on  certain  carload  shipments  of 
citrus  fruit  from  various  points  in  California  to  Miles  City.  Repa- 
ration is  asked. 

The  record  shows  that  between  February  20, 1909,  and  August  17, 
1910,  complainant  caused  to  be  shipped  oyer  defendants'  lines  from 
certain  California  points  to  Miles  City,  20  carloads  of  citrus  fruits, 
on  which  freight  charges  were  exacted  by  defendants  at  rates  of 
$1.79  per  100  pounds  on  the  first  car,  $1.75)  on  the  next  three  cars, 
and  $1.35  on  each  of  the  other  cars.  Five  of  said  cars  were  not 
mentioned  in  the  petition,  but  at  the  hearing  it  was  agreed  by  all 
parties  except  the  Atchison,  Topeka  &  Santa  Fe  Railway  Company, 
which  was  not  represented,  that  they  might  be  considered  as  in- 
cluded in  the  case.  Since  the  hearing  the  Santa  Fe  Company  has 
also  joined  in  this  agreement,  and  said  shipments  will  therefore  be 
treated  as  though  formally  presented  by  amended  petition.  The 
total  charges  amounted  to  $8,115.07,  and  complainant  allies  that 
they  were  excessive,  unjust,  and  imreasonable  to  the  extent  that 
they  exceeded  what  they  would  have  been  at  a  rate  of  $1.15  per  100 

pounds. 
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The  shipments  involved,  the  respective  points  of  origin,  dates  of 
n^vement,  weights,  charges,  and  amount  of  reparation  claimed,  are 
stated  in  the  following  table: 


Point  <rforigJbL 


B«d]tfids,CAl.. 
PvBiida,Od.... 

Do 

Do 

PadiM>pa,CaI. 
|AzUngioii,Cal.. 

Do 

PortenrfUe^Ctl. 
Aillii|tOD,C»l.. 

Do 

PrendSyCal 

Do 

Do 

Do 

Do 

Do 

AiliDgton,Cal.. 

Do 

Pnada,CAl 

AiUngtoDyCal.. 


Totali 


Date  of 
moremefit. 


Weight. 


Feb. 
Apr. 
Jane 
June 
July 
Aug. 

JaiL 
Feb. 
Mmr. 
Apr. 
Apr. 
lUy 

May 

June 
Jane 
Jane 
Jaly 
Aug. 


20,1900 

7,1909 

5,1900 

24,1900 

23,1900 

U,1900 

14,1900 

15,1900 

7,1910 

21,1910 

23,1910 

9, 1910 

20,1910 

8, 1910 

28, 1910 

11,1910 

28,1910 

30,1910 

29. 1910 

17,1910 


Pcmmi*. 
28,300 
28,324 
27,760 
27,650 
27,618 
28,060 
28,160 
28.6G6 
27,648 
28,080 
28,512 
28,060 
29,520 
29,376 
28.432 
28,512 
28,352 
29,376 
27,648 
28,656 


Amoont 


RcMntlaa 

ciuined 

oobMritof 

imteof81.U 

per  100 

ppgnda 


S506.57 

407.09 
487.19 
4S5u24 
373.25 
379.08 
380.16 
386.85 
373.25 
379.10 
384.91 
379.10 
396.53 
396.58 
383.83 
384.91 
382.75 
396.58 
373.25 
.86 


tlBLll 
171.37 

m.M 

167.28 
5&30 
5&16 
5«l31 

57.31 
56.30 

56ul6 
57.01 
56.16 
50.04 
58.75 
5«l86 
57.02 
56L70 
58.75 
5&28 
57.33 


8,115.07 


1,507.16 


On  the  dates  the  first  four  shipments  moved  there  was  no  joint  rate 
over  defendants'  lines  applicable  to  the  traffic  from  t^e  points  of 
origin  to  Miles  City,  and  combinations  of  intermediate  rates  were 
applied.  By  tariff  effective  Jime  30,  1909,  a  through  rate  of  $1.35 
was  established,  which  was  applied  to  the  later  shipments.  By  sup- 
plement to  that  tariff,  effective  December  10, 1910,  a  joint  conmiodity 
rate  of  $1.15  was  provided.  The  Northern  Pacific  Railway  Company 
agreed  at  the  hearing  that  the  rate  of  $1.35  on  citrus  fruits  was  un- 
reasonable. The  other  carriers  did  not  so  agree,  and  considerable 
testimony  was  introduced  by  complainant  in  support  of  its  conten- 
tion. For  a  number  of  years  a  blanket  rate  of  $1.15  has  been  main- 
tained from  California  points  to  eastern  and  intermediate  points,  and 
no  reason  appears  why  that  rate  should  not  have  been  given  to  Miles 
City. 

Upon  consideration  of  all  the  facts  we  are  of  opinion  that  the 
charges  collected  were  unreasonable  to  the  extent  that  they  exceeded 
charges  which  would  have  accrued  under  a  rate  of  $1.15,  and  we  so 
find.  Reparation  will  be  awarded  in  the  sum  of  $1,597.16,  with  in- 
terest from  September  1,  1910,  and  defendants  will  be  required  to 
maintain  for  a  period  of  two  years  a  rate  on  citrus  fruits  in  carloads 
from  said  California  points  to  Miles  City  not  in  excess  of  $1.15  per 
100  pounds. 
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Na  8678. 
RIVERSIDE  MILLS 

V. 

GEORGIA  RAILROAD  ET  AL. 


SufmUited  Fehrvary  1, 1910,    Decided  March  11,  1911. 


An  informal  complaint  showing  date  of  shipment,  weight,  and  rate  charged, 
coupled  with  an  allegation  that  the  rate  was  unreasonable,  is  sufficient 
presentation  of  a  claim  to  come  within  section  16  of  the  act  Memphis 
Freight  Bureau  v.  8i.  L.  8.  W.  By.  Co.,  18  I.  0.  0.  Bep^  67,  reaffirmed. 
For  reasons  stated  in  the  report,  complaint  dismissed. 

R.  J.  S out  hall  for  complainant. 

R.  Walton  Moore  for  Georgia  Railroad;  Atlanta  &  West  Point 
Railroad  Company ;  and  Western  Railway  of  Alabama. 

F.  C.  DiUard  and  L.  T.  WUcox  for  Southern  Pacific  Company; 
Morgan's  Louisiana  &  Texas  Railroad  &  Steamship  Company ;  Texas 
&  New  Orleans  Railroad  Company;  and  Galveston,  Harrisburg  & 
San  Antonio  Railway  Company. 

Repobt  of  the  Commission. 

By  the  Combussion  : 

Complainant  is  a  corporation  with  principal  place  of  business  at 
Augusta,  Ga.,  and  is  engaged  in  the  manufacture  and  sale  of  cotton 
waste.  By  complaint  filed  October  12,  1910,  it  alleges  that  defend- 
ants exacted  from  it  unreasonable  charges  for  transportation  of  a 
carload  of  cotton  waste  from  Augusta,  Ght.,  to  Tonopah,  Nev.  The 
same  subject  matter  was  presented  to  the  Commission  informally 
under  date  of  June  17,  1908.    Reparation  is  asked. 

On  August  2,  1906,  complainant  shipped  via  the  lines  of  defend- 
ants, fnxn  Augusta,  Ga.,  to  Tonopah,  Nev.,  one  carload  of  cotton 
waste  weighing  24,100  pounds,  upon  which,  on  September  18,  1906, 
freight  charges  were  collected  in  the  sum  of  $920.60 ;  but  at  the  rate 
of  $3.80,  which  defendants  were  attempting  to  apply,  the  charges 
would  amount  to  only  $916.80.  Complainant  applied  for  a  refund 
on  basis  of  rate  of  $3.02  which  had  hem  quoted  it ;  and,  (m  March  18, 
1907,  refund  to  thb  basis,  or  in  the  sum  of  $192.81,  was  made  by  the 
Georgia  Railroad.  Early  in  1908  the  Georgia  Railroad  advised  com- 
plainant that  the  lawful  rate  was  $8.80  and  asked  that  repayment  be 
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made  of  $184.59  of  the  refund,  admitting  an  overcharge  of  $8.22.  On 
basis  of  rate  of  $3.80,  the  correct  amount  to  be  repaid  would  have 
been  $188.01.  Complainant  did  not  then  make  the  repayment  re- 
quested and  under  date  of  June  17, 1908,  filed  an  informal  complaint 
with  this  Commission  asking,  in  effect,  that  we  find  to  be  unreasonable 
any  rate  in  excess  of  $3.02,  and  that  it  be  not  required  to  make  any 
further  payment  On  April  10,  1909,  complainant  paid  to  the 
Georgia  Railroad  the  $184.59  demanded.  The  inf<Hinal  procedure 
was  ineffective  and  the  formal  complaint  resulted. 

The  statute  of  limitations  was  pleaded  by  several  of  the  defendants 
who  contended  that  because  the  informal  complaint  was  not  filed 
within  six  months  after  the  shipment  moved  it  was  not  before  the 
Commission  in  such  manner  as  to  stop  the  running  of  the  statute. 
There  is  no  merit  in  this  contention.  Although  the  Commission  has 
announced  that  ordinarily  it  will  not  award  reparation  upon  informal 
proceedings  unless  the  complaint  is  filed,  or  the  rate  ccmiplained  of 
is  reduced  within  six  months  after  the  traffic  moved  that  rule  is 
only  an  expression  of  the  administrative  discretion  of  the  Commis- 
sion and  is  confined  to  informal  matters.  It  does  not  in  any  way 
modify  the  ruling  heretofore  made  that  an  informal  complaint  show- 
ing the  date  of  shipment,  its  weight,  and  the  rate  charged  and  col- 
lected, coupled  with  an  allegation  that  the  rate  assessed  was  unreason- 
able, is  a  sufficient  presentation  of  a  claim  to  come  within  the  pro- 
visions of  section  16  of  the  act  Memphis  Freight  Bureau  v.  St.  L. 
8.  W.  By.  Co.^  18 1.  C.  C.  Eep.,  67. 

There  was  no  joint  through  rate  on  cotton  waste  from  Augusta  to 
Tonopah  when  this  shifmient  moved,  nor  has  such  a  rate  since  been 
established.  The  shijHnent  moved  via  Sacramento,  CaL,  Reno  and 
Mina,  Nev.,  and  over  this  route  the  lowest  combination  was  as  follows : 

Augusta,  Ga.,  to  Sacramento,  Oal $l«12i 

Sacramento  to  Boio,  Nev . .  87 

Bene  to  Bilna,  Nev , 1. 10 

Hlna  to  Tonopali,  Nev .  SO 


Through  rate ....• - 8.09) 

This  rate  of  $8.69^  should  have  been  ai^lied  and  charges  of  $890.50 
collected.  By  the  collection  of  $912.88  complainant  was  overcharged 
$21.88,  which  amount  should  be  promptly  refunded  by  defendants, 
with  interest,  without  the  requirement  of  order  of  the  Comnussian. 
While  the  petition  asked  reparation  to  basis  of  rate  of  $8.02,  at  the 
hearing  complainant  based  its  claim  on  a  combination  rate  of  $8.24, 
which  was  effective  as  follows: 

Augusta  to  Sacramento,  CJaL.  effective  Jane  5, 1900 $1-10 

Sacramento  to  Tonopah,  Nev.,  effective  Jan.  20v  1910 2. 14 

Throng  rate S. 
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On  January  2, 1911,  the  $2.14  factor  was  reduced  to  $1.79,  maldng 
the  present  combination  $2.89.  In  Trafflc  Bureau  v.  S.  P.  Co^  19 
I.  C.  C.  Bep.,  259,  the  Commission  reduced  the  fourth  class  rate, 
Sacramento  to  Beno,  from  87  cents  to  61  cents,  and  the  present  rate 
beyond  Sacramento  is  apparently  a  readjustment  of  the  through  rate 
based  upon  that  reduction. 

Upon  ocmsideration  of  the  entire  record,  we  are  not  of  opinicm  that 
reparation  should  be  awarded  in  this  case.  Beparation  was  not 
awarded  in  connection  with  the  general  readjustment  of  class  rates 
ordered  in  the  Trafflo  Bureau  case,  supra.  The  rate  beycmd  Sacra- 
mento was  reduced  more  than  three  years  after  the  shipment  moved, 
and  we  are  not  satisfied  that  the  rate  when  charged  was  so  tmreason- 
able  that  complainant  is  entitled  to  damages.  As  stated  in  Anadarko 
Cotton  OH  Co.  V.  A.J  T.  dk  S.  F.  By.  Co.,  20 1.  C.  C.  Rep.,  48,  there  is 
no  presumption  of  law  that  a  rate  condemned  as  unreasonable,  or 
reduced  by  a  carrier  on  its  own  moticm,  has  been  unreasonable  for 
any  particular  period  in  the  past,  and  a  rate  reasonable  when  estab- 
lished may  in  course  of  time  become  unreasonable  by  virtue  of  changed 
circumstances  and  conditions.  C!onsequently  an  award  of  reparation 
by  no  means  necessarily  follows  the  reduction  of  a  rate,  whether  by 
the  voluntary  action  of  the  carriers  or  by  order  of  the  Commission. 
Upon  receipt  of  satisfactory  evidence  that  the  overcharge  above 
mentioned  has  been  refunded  to  complainant,  the  complaint  will  be 

dismissed. 
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No.  3053. 
IN  THE  MATTER  OF  RESTRICTED  RATES. 


SubmiUed  November  S,  1910.    Decided  February  24, 1911. 


1.  The  OommisBion  adheres  to  its  ruling  that  ''a  tariff  providing  for  reduced  rates  on 

coal  used  for  steam  purposes,  or  that  the  carrier  will  refund  part  of  the  regu- 
lar tariff  charges  on  presentation  of  evidence  that  the  coal  was  so  used,  la 
improper  and  unlawful — ^that  is  to  say,  that  the  carrier  has  no  right  to  attempt 
to  dictate  the  uses  to  which  commodities  transported  by  it  shall  be  put  in 
order  to  enjoy  a  transportation  rate/' 

2.  It  also  adheres  to  its  ruling  that  "a  carrier,  or  a  person  or  corporation  operating  a 

railroad  or  other  transportation  line  may  not,  as  a  shipper  over  the  lines  61 
another  carrier,  be  given  any  preference  in  the  application  of  tariff  rates  oo 
interstate  shipments,  but  it  may  lawfully  and  properly  take  advantage  of  legal 
tariff  joint  rates  applying  to  a  convenient  junction  or  other  point  on  its  own 
line,  provided  such  shipments  are  consigned  through  to  such  point  from 
point  of  origin  and  are,  in  good  faith,  sent  to  such  billed  destination."  . 

3.  Oarriers  ordered  to  cease  and  desist  from  maintaining  tariffs  which  contain  rates 

applicable  only  upon  shipments  for  a  particular  consignee  or  when  the 
conunodity  transported  is  for  a  particular  use,  or  rates  that  are  restricted  to 
the  use  of  certain  shippers  and  not  open  to  all  shippers  alike. 

John  H.  MaMe  for  the  Commission. 

George  8.  Patterson  for  Pemisylvania  Railroad  Company. 

Wmiam  Irvine  Cross  and  TF.  A.  Parker  for  Baltimore  &  Ohio  Rail- 
road Company. 

W.  M.  Duncan  for  Wheeling  &  Lake  Erie  Railroad  Company. 

R.   IT.  Da/vis  and  Samuel  M.  Havens  for  Buffalo,  Rochester  & 
Pittsburg  Railway  Company. 

C.  B.  Heiserman  and  Jas.  P.  Orr  for  ^Pittsburg,  Cincinnati,  Chicago 
&  St.  Louis  Railway  Company. 

Ouy  WeOman  and  Harry  I.  MUler  for  Buffalo  &  Susquehanna 
way  Company. 

Frederick  W.  Frost  for  Pittsburg,  Shawmut  &  Northern 
Company. 

H.  A.  Taylor  for  Erie  Railroad  Company. 

Rkfobt  6r  THE  Commission. 

Clabk,  Commissioner: 

In  the  territory  east  of  Illinois  and  north  of  the  Ohio  River  carrien 
quite  generally  have  f oUowed  the  practice  of  filing  and  using  tariflb 
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which  named  rates  for  the  transportation  of  coal  when  for  railroad 
use  lower  than  the  rates  applicable  to  the  transportation  of  com- 
mercial coal  between  the  same  points.  The  underlying  question 
has  been  before  the  Commission  in  various  forms  many  times  and 
this  proceeding  was  instituted  by  the  Commission  for  the  purpose  of 
considering  it  at  this  time  and  in  a  formal  way.  The  Pennsylvania 
Railroad  Company  and  the  Baltimore  &  Ohio  Railroad  Company 
were  made  defendants  to  this  proceeding,  but  numerous  other  rail- 
roads have  intervened,  so  that  most  of  the  coal-producing  railroads  in 
the  east  are  parties,  as  well  as  some  railroads  which  do  not  originate 
their  own  fuel  supply. 

The  tariffs  referred  to  vary  greatly  in  their  definition  or  descrip- 
tion of  the  transportation  covered  thereby.  Sometimes  it  is  pro- 
vided that  the  rate  will  apply  to  coal  when  consigned*  to  a  particular 
junction  point  to  a  named  railroad  company;  sometimes  when  for 
use  upon  the  locomotives  of.  a  named  railroad;  sometimes  when 
for  railroad  purposes.  The  question  for  consideration  therefore  is 
whether  or  not  a  railroad  may  grant  rates  applicable  to  the  transporta- 
tion of  property  consigned  to  a  railroad  company,  or  for  railroad  use, 
different  from  the  rates  contemporaneously  applied  to  the  trans- 
portation of  the  same  conmiodity  between  the  same  points  when 
consigned  to  or  for  the  use  of  others  tlian  railroad  companies. 

In  February  and  November,  1908,  the  Commission  issued  the  fol- 
lowing conference  rulings: 

A  tariff  providing  for  reduced  rates  on  coal  used  for  steam  purposes,  or  that  the 
carrier  will  refund  part  of  the  regular  tariff  chaiges  on  presentation  of  evidence  that 
the  coal  was  so  used,  is  improper  and  unlawful — that  is  to  say,  that  the  carrier  has  no 
right  to  attempt  to  dictate  the  uses  to  which  commodities  transported  by  it  shall  be 
put  in  order  to  enjoy  a  transportation  rate. — Rule  S4,  Conference  RuLinge  BulUtm 

No.  4. 

A  carrier,  or  a  person  or  corporation  operating  a  railroad  or  other  transportation  line, 
may  not,  as  a  shipper  over  the  lines  of  another  carrier,  be  given  any  preference  in  the 
application  of  tariff  rates  on  interstate  shipments,  but  it  may  lawfully  and  properly 
take  advantage  of  legal  tariff  joint  rates  applying  to  a  convenient  junction  or  othor 
point  on  its  own  line,  provided  such  shipments  are  consigned  through  to  such  point 
from  point  of  origin  and  are,  in  good  faith,  sent  to  such  billed  destination. — Rule  ttS, 
Cof^ferenee  Rulinge  BulUHn  No,  4. 

We  now  have  for  consideration  the  soundness  of  those  conclusions. 

As  indicating  the  different  phases  of  this  question  that  have  come 
to  us  it  may  be  instructive  to  note  that  we  have  upon  requests  for 
rulings  at  different  times  held  that  a  tariff  which  limited  the  applica- 
tion of  the  rates  shown  therein  to  shipments  handled  by  steam  power, 
thus  excluding  shipments  handled  by  electric  power,  was  unlawful; 
that  where  stock  in  one  railway  company  is  owned  by  another 
railway  company,  but  both  maintain  separate  organizations  and 
report  separately  to  the  Commission,  they  may  not  lawfully  carry 
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freight  free  for  each  other;  that  a  passenger  fare  tariff  offering 
season  excursion  fares  for  schools  and  different  fares  between  the 
same  points  for  societies  was  discriminatory;  that  property  for  use 
in  eating  houses  maintained  by  carriers  for  passengers  and  employees 
may  properly  be  regarded  as  necessary  and  intended  for  the  use  of 
such  carriers  in  the  conduct  of  their  business,  but  that  persons  and 
commodities  transported  for  use  in  serving  others  than  passengers 
and  employees  of  the  carriers  may  not  lawfully  be  carried  except 
under  regular  tariff  rates;  that  a  carrier  may  not  lawfully  transport 
free  or  at  reduced  rates  materials  for  building  or  repairs  on  a  refriger- 
ation plant  built  imder  contract  with  the  carrier,  but  which  also 
engages  in  commercial  ice  business;  that  the  Conmiission  would  not 
give  its  sanction  to  an  arrangement  for  lease  by  an  interstate  carrier 
of  trackage  rights  over  a  short  connecting  line  to  a  quarry  for  the 
purpose  of  hauling  from  that  quarry  with  its  own  crews  and  equipment 
ballast  for  use  on  its  line,  the  arrangement  being  regarded  as  a  mere 
device  to  evade  the  payment  of  lawful  rates,  which  would  necessarily 
result  in  unjust  discrimination  against  other  stone  quarries  on  the 
line  of  the  lessor  road;  that  it  is  unjustly  discriminatory  against 
dealers  on  its  line  for  an  interstate  carrier  to  operate  a  conunissaiy 
car  from  which  it  furnishes  and  sells  to  its  employees  household 
suppUes,  wearing  apparel,  etc. 

Apparently  defendants  do  not  contend  that  under  the  act  to  regu- 
late commerce  a  railroad  company  as  a  shipper  over  the  line  of 
another  railroad  may  claim  or  be  accorded  any  preferential  rates. 
They  argue  that  the  system  of  special  fuel  rates  was  adopted  for  the 
purpose  of  making  the  freight  charges  to  the  junction  point  s[>ecific 
and  pubhc,  thereby  putting  coal  operators  on  an  equality  with  each 
other  in  bidding  upon  fuel  contracts. 

It  is  stated  that  it  frequently  happens  that  where  the  joint  rate  is 
the  same  from  the  mines  in  a  given  group  the  divisions  of  that  rate 
between  the  carriers  are  different,  depending  upon  which  mine  the 
shipment  moves  from,  and  that  imder  a  division  of  rates  on  a  mileage 
prorate  basis  the  division  of  the  consuming  road  b  greater  on  ship- 
ments from  the  nearest  mine  than  on  shipments  from  the  more  dis- 
tant mines.  Coal  is  generally  bought  by  the  consuming  road  f .  o.  b. 
the  mine  and,  the  quaUty  of  the  coal  being  the  same,  obviously  that 
railroad  would  pay  more  for  coal  at  the  mine  from  which  its  division 
of  the  rate  would  be  greatest,  its  haul  in  either  case  being  the  same. 
This,  it  is  argued,  would  give  the  near-by  mine  an  advantage  over  more 
distant  mines  in  the  same  group,  while  the  price  obtainable  for  com- 
mercial coal  in  the  same  market  would  be  identical.  It  is  stated  that 
since  the  operators  of  these  mines  do  not  necessarily  know  the  exact 
divisions  of  the  joint  rates  they  would  not  be  on  a  parity  with  each 
other  in  seeking  fuel  contracts. 
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It  is  also  argued  that  producers  upon  different  lines  of  railroad  often 
compete  through  the  same  jimction  point  or  points  for  the  coal  sup- 
ply of  a  given  railroad,  and  that  inasmuch  as  divisions  of  joint  rates 
are  questions  of  barter  between  the  carriers  it  is  evident  that  even 
though  the  rates  from  points  of  production  to  the  coaling  station  upon 
a  consmning  road  were  the  same,  the  divisions  might  be  different  and 
the  cost  of  transportation  to  the  consuming  road  differ.  It  is  stated 
that  in  order  that  the  operators  in  the  different  fields  might  know  as 
to  the  relation  of  rates  from  those  fields  the  system  of  special  fuel 
rates  to  the  junction  points  was  adopted.  Defendants'  witnesses 
testify  that  coal  operators  prefer  a  continuance  of  the  present  method 
of  publishing  these  rates,  but  no  operators  appeared  at  the  hearing  to 
testify. 

It  is  said  that  before  the  establishment  of  the  present  system  of 
tariffs  manipulations  of  various  kinds  under  the  o][d  method  of  con- 
structing rates  had  prevented  the  maintenance  of  the  integrity  of  the 
rates.  That,  however,  was  at  a  time  when  "manipulations  of 
various  kinds"  were  epidemic  and  general. 

Ordinarily  the  divisions  of  joint  rates  are  not  published  and  are 
subject  to  change  by  mutual  agreement  of  the  carriers.  It  is  there- 
fore suggested  that  a  railroad  might  purchase  its  coal  upon  the  under- 
standing that  it  would  make  a  certain  division  with  the  originating 
line  different  from  that  in  effect  at  the  time  of  the  purchase,  and  that 
divisions  might  be  altered  for  the  purpose  of  varying  the  rate  which  the 
consuming  road  pays  for  transportation  to  the  jimction  point. 

The  ingenuity  of  lawmakers  has  never  yet  produced  a  statute  that 
was  immune  from  evasion  or  violation,  and  we  are  not  disposed  to 
give  too  much  weight  to  suggestions  of  possibilities  of  unlawful  acts. 
The  law  requires  publication,  observance,  and  maintenance  of  definite 
transportation  charges.  A  joint  rate  b  published  as  an  entirety. 
The  divisions  of  that  rate  are  subjects  of  agreement  between  the 
parties  thereto,  but  each  of  them  is  bound  by  law  to  collect  and 
retain  neither  more  nor  less  nor  different  compensation  than  its 
established  division  of  that  rate.  If  a  carrier's  officers  are  disposed 
to  violate  the  law  under  one  method  of  publishing  rates,  it  may  be 
assumed  that  the  same  disposition  would  be  present  under  another 
method  of  publication. 

It  is  stated  that  there  is  a  competitive  factor  in  the  handling  of 
railroad  fuel  coal  wliich  is  not  common  to  commercial  coal,  growing 
out  of  the  fact  that  a  railroad  can  receive  coal  intended  for  use  upon 
its  line  at  points  widely  separated.  The  Pere  Marquette  road  is 
cited  as  an  illustration.  This  road  extends  from  Toledo,  Ohio,  where 
it  connects  with  various  coal-K^anying  roads  from  the  Ohio,  the 
Pennsylvania,  and  the  West  Virginia  fields  to  Chicago,  HI.,  in  the 

vicinity  of  which  it  connects  with  various  lines  serving  the  coal  fields 
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of  Indiana  and  Illinois.  It  receives  a  considerable  part  of  its  coal 
supply  at  Toledo,  and  a  portion  of  it  from  the  Illinois  and  Indiana 
fields  at  its  west-end  junctions.  It  also  draws  a  portion  of  its  supply 
from  mines  in  Michigan.  It  is  therefore  said  that  these  coals  from 
these  different  localities  compete  for  railroad  use  upon  the  lines  oi 
the  Pere  Marquette,  while  they  do  not  compete  in  commercial  use;  . 
that  is,  that  the  coal  from  Illinois  and  Indiana  does  not,  for  commer- 
cial purposes,  enter  Toledo  and  does  not  there  come  into  competition 
with  the  Ohio  and  Pennsylvania  coals,  but  that  they  do  compete  for 
use  by  that  road  at  a  point  on  the  Pere  Marquette  midway  between 
Chicago  and  Toledo.  Obviously,  coal  from  Chicago  would  not  be 
brought  to  Toledo  for  conmiercial  purposes,  and  it  is  equally  obvious 
that  it  would  not  be  hauled  to  Toledo  for  railroad  purposes  either. 
If  the  coal  from  Toledo  and  the  coal  from  Chicago  compete  with  each 
other  for  railroad  purposes  at  a  point  midway  between  Chicago  and 
Toledo  they  might  in  a  relatively  9ame  degree  compete  with  each 
other  at  the  same  point  for  commercial  purposes. 

On  the  practical  side  of  this  question  it  is  seen  that  great  quantities 
of  coal  are  consumed  by  railroads.  Some  of  the  interveners  assert 
that  three-fourths  of  the  product  upon  their  lines  is  consumed  by 
railroads,  and  with  all  coal-producing  railroads  this  traffic  is  large  in 
volume.  It  is  said  that  the  chief  advantage  of  the  present  system 
is  that  the  rates  on  this  enormous  traffic  are  published  and  known  to 
everybody,  that  all  interested  understand  the  exact  transportation 
cost,  that  the  foimdation  of  the  act  to  regulate  commerce  is  that  aU 
rates  shall  be  published  and  observed,  and  that  it  is  desirable  if 
possible  to  apply  this  idea  to  the  transportation  of  railroad  fuel. 

Some  of  the  interveners  represent  that  the  cost  of  their  fuel  would 
be  increased  if  the  present  rates  are  not  continued.  Thp  Erie  Rail- 
road furnishes  an  estimate  showing  that  the  cost  of  its  coal  would  be 
greatly  increased  if  it  were  obliged  to  obtain  its  supply  upon  the  old 
system  of  divisions.  This  point  is  of  no  importance  because  taken 
at  its  full  value  it  is  but  a  question  of  division  between  the  carriers  of 
the  total  sum  paid  by  the  pubHc.  If  the  consuming  road  pays  more, 
the  producing  road  receives  more.  And,  aside  from  all  this,  as  will 
be  pointed  out,  there  is  a  lawful  and  simple  method  available  under 
which  the  same  results  can  be  attained  for  the  consuming  roads,  for 
the  producing  roads,  and  for  the  coal  operators  as  are  now  reached. 

It  is  stated  that  the  purpose  has  been  to  make  these  special  rail- 
road fuel  rates  approximate  the  divisions  which  would  be  received 
out  of  joint  rates  if  actually  observed.  Presumably,  the  producing 
roads  have  not  established  rates  which  yield  them  much  lees  than 
they  would  obtain  under  the  other  system  and  the  consuming  road 
would  hardly  consent  to  the  payment  of  rates  substantially  greater 
than  under  the  divisions  of  joint  rates. 
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As  a  practical  objection  to  the  present  system  it  is  urged  that  it 
might  open  the  door  to  fraud,  that  under  these  tariffs  the  coal  is 
entitled  to  the  railroad  fuel  rate  only  when  actually  consumed  by 
the  railroad,  and  that  if  coal  transported  under  these  rf^tes  was  later 
put  to  commercial  uses  it  would  have  borne  a  different  and  unlawfully 
discriminating  rate  from  that  borne  by  other  commercial  coal.  Tlus 
suggestion  is  not  of  great  weight  inasmuch  as  such  deception  if  prac- 
ticed could  be  exposed  and  would  invite  the  penalties  provided  in  the 
act.  It  is  suggested  that  the  present  system  of  rates  imjustly  dis- 
criminates between  different  consumers.  Ordinarily  the  railroad  does 
not  compete  with  a  private  consumer  of  coal  but  it  may  happen 
that  the  railroad  is  a  manufacturer  in  competition  with  private 
enterprises  and  in  that  event  its  fuel  so  used  would  have  borne  a 
different  rate  from  that  used  by  the  private  factory. 

It  appears  that  these  special  fuel  rates  have  been  confined  to  coal 
used  by  steam  railroads  and  this  is  stated  to  be  an  unjust  discrimina- 
tion against  electric  railroads  which  are  rapidly  coming  into  general 
use  and  into  competition  with  the  steam  railroads.  In  some  instances 
joint  through  rates  and  fares  are  in  effect  between  steam  and  electric 
roads.  It  is  difficult  to  see  how  unjust  discrimination  can  be  avoided 
if  the  coal-producing  road  gives  a  special  fuel  rate  to  another  steam 
railroad  and  refuses  to  accord  the  same  rate  to  an  electric  railroad  that 
is  in  direct  competition  with  the  consuming  steam  railroad.  The 
general  impression  presented  in  this  proceeding  seemed  to  be  that 
no  distinction  could  be  made  between  steam  railroad  companies 
receiving  coal  from  the  same  field  at  the  same  junction  point,  and 
that  if  any  steam-railroad  uses  justified  the  special  rates  all  steam- 
railroad  uses  might  be  embraced  therein. 

The  objections  from  a  practical  standpoint  to  departing  from  the 
present  sjrstem  do  not  present  any  grave  problems  or  any  difficulties 
that  can  not  easily  be  overcome.  A  carrier  has  an  unquestioned 
right  to  haul  its  own  property  on  its  own  rails  at  will.  A  joint  rate 
between  the  producing  road  and  the  consuming  road  applying  to  a 
given  point  on  the  line  of  the  consuming  road,. and  out  of  which  the 
producing  road  gets  a  division' that  is  the  same  as  its  present  special 
fuel  rate,  would  yield  the  same  results  that  are  yielded  by  the  present 
system.  It  is  not  an  unconmion  thing  for  carriers  to  file  tariffs  which 
show  upon  their  face  the  divisions  of  the  rates  named  therein,  and  if 
fuel  coal  were  transported  under  a  joint  rate  and  the  tariff  showed 
the  division  of  the  rate  there  would  be  just  as  much  publicity  and 
general  knowledge  as  to  the  charges  of  Uie  producing  road  as  there 
is  under  the  special  rate  tariffs.  The  consuming  road  having  hauled 
the  coal  to  the  point  to  which  the  joint  rate  applies  can  distribute  it 
to  its  fuel  stations  via  its  own  lines  at  wilL 
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It  is  therefore  apparent  that  as  a  practical  matter  there  is  no  diflS- 
culty  about  bringing  this  system  within  the  limits  of  the  Commission's 
expressed  opinions  hereinbefore  referred  to.  It  is  said  that  these 
special  railroad  fuel  rates  when  published  are  subject  to  review  by  the 
Conmiission  to  the  same  extent  as  other  rates,  that  if  discrimina- 
tion is  found  therein  it  can  be  removed  and  that  if  the  rate  is  exces- 
sive it  can  be  reduced.  The  same  statement  appUes  with  equal  force 
to  a  joint  rate  under  agreed  divisions  whether  such  divisions  are  pub- 
lished or  not.  The  Commission  can  always  require  the  filing  of  the 
divisions,  and  a  joint  rate  under  agreed  divisions  definitely  fixes  the 
lawful  earnings  of  the  parties  to  that  rate. 

The  more  important  question  here,  however,  is  whether  or  not  the 
special  tariffs  in  question  are  lawful  and  whether  or  not  they  violate 
any  of  the  provisions  of  the  act  to  regulate  commerce. 

In  OapUal  OUy  Gas  Go.  v.  O.  Vt.  Ry.  Co.,  11  I.  C.  C.  Rep.,  104, 
the  Conmiission  held  that  the  maintenance  of  a  rate  on  co^  when 
intended  for  ''railroad  supply/'  and  maintenance  at  the  same  time  of 
a  higher  rate  between  the  same  points  on  coal  used  for  other  purposes, 
constituted  unlawful  discrimination;  citing  Wight  v.  V.  8.,  167  U.  8., 
512,  and  Interstate  Commerce  Commission  v.  A.  M.  R.  R.  Co.,  168  U.  S., 
144. 

In  In  tJie  Matter  of  Contracts  of  Express  Companies  for  Free  Trans- 
portation  of  their  Men  and  Materials  over  Railroads ,  16  I.  C.  C.  Rep., 
246,  the  Commission  held  that  a  railroad  company  may  lawfully 
transport  men  and  suppUes  of  an  express  company  without  reference 
to  any  tariffs  when  they  are  employed  or  used  in  the  business  of  the 
express  company  upon  the  line  of  that  railway,  but  that  the  railroad 
company  may  not  lawfully  transport  men  and  supplies  of  the  express 
company  when  they  are  employed  or  used  in  the  business  of  the 
express  company  at  points  not  on  the  line  of  that  railroad.  It  was 
there  said : 

Theee  contract  provisions  as  applied  to  such  off-ihe-line  business  are  in  violation  d 
the  statute  because  the  carrier  is  transporting  these  men  and  supplies  without  the  pub- 
lication of  a  tariff  and  at  a  rate  different  from  that  provided  for  the  general  public.  Any 
contract  in  e£fect  even  if  valid  when  entered  into  must  become  invalid  under  the  ad 
to  regulate  commerce; 

citing  7.  a  a  V.  C.  dk  0.  Ry.  Co.,  200  U.  S.,  361. 

In  Hitchman  Coal  dk  Coke  Co.  v.  B.  &  0.  R.  R.  Co.,  16  I.  C.  C 

Rep.,  512,  the  Commission  held  that  there  was  no  warrant  in  the 

confunon  law  for  the  theory  that  a  carrier  as  a  shipper  over  the 

lines  of  another  carrier  may  enjoy  or  be  given  a  preferred  status; 

that  there  is  no  intimation  in  the  act  to  regulate  conunerce  that  a 

"^rrier  as  a  shipper  has  or  may  be  given  a  status  different  from  or 

TB  advantageous  than  that  given  to  all  other  shippers,  and  that 
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the  practice  between  carrieni  of  according  to  each  other  preferential 
rates  can  not  be  upheld  without  removing  the  comer  stone  of  the  act 
which  seeks  to  abolish  undue  preference  and  imjust  discrimination. 
In  this  case  it  appeared  that  the  defendant  the  Baltimore  &  Ohio 
Railroad  Company  had  rates  on  coal  from  the  Moundsville  district  to 
Cleveland  of  $1  per  ton  when  for  conunercial  purposes;  98  centa 
per  ton  when  for  vessel  fuel;  88  cents  per  ton  when  for  fuel  cargo; 
and  from  Bellaire,  Ohio,  directly  across  the  Ohio  River  from  the 
Moundsville  district,  65  cents  per  ton  when  for  railroad  piuposes. 
In  that  case  the  complaint  came  from  a  coal  company,  and  it 
appeared  that  it  was  charged  $1.25  per  ton  on  its  shipments  to 
Toledo,  while  coal  from  the  same  and  other  districts  was  carried  to 
Toledo  for  97.5  cents  per  ton  for  use  of  steam  railroads. 

Section  2  of  the  act  prohibits  receiving  directly  or  indirectly  by 
any  device  whatsoever  a  greater  or  less  compensation  for  transpor- 
tation for  one  person  than  for  another  person  for  ''a  like  and  con- 
temporaneous service  in  the  transportation  of  a  like  kind  of  traffic 
under  substantially  similar  circiunstances  and  conditions."  The 
courts  have  repeatedly  held  that  the  words  ''substantially  similar 
circiunstances  and  conditions"  relate  solely  to  questions  of  trans- 
portation or  haulage.  In  Wight  v.  Z7.  8,,  167  U.  S.,  512,  where  a 
railroad  imdertook  to  differentiate  its  service  for  two  shippers  upon 
the  strength  of  differing  conditions  at  the  shippers'  respective  ware- 
houses, the  Supreme  Court  held  that  the  circumstances  and  condi- 
tions referred  to  in  section  2  of  the  act  are  those  only  which  affect 
the  transportation,  and  said: 

It  was  the  piirpose  of  the  section  to  enforce  equality  between  shippen,  and  it 
prohibits  any  rebate  or  other  device  by  which  two  shipperB,  ^pping  over  the  same 
line,  the  same  distance,  under  the  same  circiunstances  of  carriage,  are  compelled  to 
pay  different  prices  therefor. 

In  Pennsylvania  B.  R.  Co.  v.  International  Coal  Mining  Co.,  173 
Fed.,  1,  the  court  affirmed  the  judgment  of  the  lower  coiurt  awarding 
damages  because  the  plaintiff  had  been  charged  a  higher  rate  on 
so-called  ''free  coal"  than  otheis  had  been  charged  on  so-called 
'' contract  coal."    The  court  said: 

The  law  having  in  view  the  carriage  of  Irei^t  and  equal  rates  to  all,  it  is  clear  to 
ua  that  the  words  ''substantially  similar  circumstances  and  conditions,"  as  used  in 
this  subsection  (section  2  of  the  act),  are  those  which  affect  transportation,  and  not 
those  which  involve  personal  conditions  or  contractual  relations  between  one  par- 
ticular shipper  and  the  carrier,  but  are  such  things  only  as  are  circumstances  of 
carriage  generally.    ♦    ♦    ♦ 

In  this  case  the  railroad  charged  to  one  shipper  a  rate  of  haulage,  and  the  coal  of  the 
other  shipper  being  hauled  from  the  same  initial  locality  to  the  same  terminal  pointy 
the  haulage  was  identical,  and  therefore  the  freight  should  be  the  same. 

In  MUchdl  Coal  <k  Coke  Co.  v-  P.  B.  B.  Co.,  181  Fed.,  403,  plaintiff 
was  awarded  judgment  because  of  unlawful  discrimination  against 

20LO.O.B«|k 


it  aod  in  f  aror  of  other  shippen,  the 

flnces  pren  to  other  fiLippefs  ortrmnWr  for  the 

It  was  there  Leld  th^t  the  words  "txm: 

iBed  in  sertkn  2  of  the  met  eorer  the  time  during  wfckh 

cnminAtorT  rates  or  practices  remain  in  force.    (M  this 


z5t'jti  tbe  veC-kaovc  erO  aimed  at  in 
e  i=ip  Ijed  tczs  c  the  crjcspftharjc  is  tike  c 
"  jt  ice  iBxae  tisae  viUi  tbe  oBeadis^  ntea, 
lir  in  f :rc«.  tbe  aervx^a  res^cfed  to  a  com 
'cfctficpogancoQB*'  withiL,  the  neai^hM^  U  ite  Matcte. 

It  is  soggested  that  these  special  fuel  rates  are  analogoos  to  export 
and  import  r&tcs,  and  the  PiUAvrg  PlaU  Glan  aue,  13  L  C.  C.  i^, 
87,  and  tlie  ImpcH  Bate  ca$e,  162  U.  S.,  197,  are  dted  in  that  con- 
nection.  We  are  not  prep&ied  to  i^dmit  that  analogr,  bat  cren  if 
it  does  exist  the  export  and  import  rates  are  open  and  araihLble 
alike  for  ^  shii>i>ers,  whUe  tiie  rates  here  considered  are  restnctad 
in  their  use  to  certain  shippers  or  are  conditioned  upon  the  commodi- 
ties being  put  to  a  certain  use.  In  the  Impart  Bate  ouf ,  tv/vv,  the 
sde  question  was  whether  or  not  carriers  subject  to  the  jumdiction 
of  our  act  might  charge  less  for  transporting  import  traffic  than  on  the 
same  commodity  transported  between  the  same  pcHnts  whm  it  was 
not  imported.  The  PUUburg  Plate  Gflan  ease,  suprOy  presented  the 
same  issue  and  was  dismissed  without  prejudice  on  the  strength  of 
the  decision  of  the  Supreme  Court  in  the  Impart  Bale  ease,  supra. 

It  is  uiged  that  the  conditions  under  which  this  coal  for  rail- 
way fuel  purposes  is  transported  are  different  from  those  which 
suROund  the  transportation  of  commercial  coal.  The  distinctioii 
pointed  out,  however,  goes  <mly  to  the  difference  between  hauling 
this  railway  fuel  coal  to  the  junction  point  and  there  turning  it 
over  to  the  connecting  line,  and  hauling  commercial  coal  to  that 
same  junction  point  and  making  deUvery  to  conmiercial  consignees. 
Wo  have  never  held  that  the  local  rate  to  the  junction  point  must 
be  paid  on  shipments  that  are  going  beyond  that  point.  What  we 
have  said  is  that  the  local  rate  to  the  junction  point  shall  be  the 
same  for  all  shippers  to  that  point,  and  that  the  through  charge  on 
shipments  going  beyond  the  junction  point  shall  be  alike  for  all 
atuppeis  to  the  same  destination.  Defendants'  witnesses  testified 
that  the  service  rendered  on  the  fuel  coal  that  goes  beyond  the 
timetion  point  is  the  same  as  that  rendered  on  the  commercial  ship* 
that  go  beyond  the  junction  point.  One  intervener  sug- 
%i  the  average  point  of  consumption  may  call  for  practically 

>«ervice. 

4}M  he  no  substantial  difference  in  the  conditions  of  trans- 
of  thb  railway-fuel  coal  from  a  point  on  the  producing  li] 
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to  ia  point  on  the  consuming  line  as  compared  with  the  transporta- 
tion of  commercial  coal  between  those  same  points.  There  may  be 
slight  differences  in  the  terminal  service  required  at  destination,  but 
that  is  true  as  to  all  shipments  to  any  point  of  importance.  It 
requires  more  and  somewhat  more  expensive  service  to  dehver  one 
shipment  than  to  deUver  another,  but  that  difference  is  not  at  all 
recognized  in  the  rates,  which  are  the  same.  The  difference  in  trans- 
portation conditions  must  be  substantial  in  order  to  remove  the 
appUcation  of  section  2  of  the  act.  If  a  lower  rate  upon  railway  fuel 
coal  is  warranted  because  the  railroad  has  faciUties  for  receiving  coal 
which  make  the  cost  of  the  service  less,  any  shipper  who  provided 
like  faciUties  must  be  entitled  to  the  same  rate  accorded  the  railway. 
Obviously  we  should  not  permit  a  lower  rate  to  a  large  shipper  who 
has  provided  faciUties  for  the  prompt  unloading  of  his  traffic  than  is 
at  the  same  time  accorded  to  liis  smaUer  competitor  who  is  not  able 
to  provide  and  who  does  not  need  such  faciUties.  If  that  were  done 
and  it  were  finaUy  held  that  it  did  not  constitute  violation  of  section 
2  of  the  act,  it  would  constitute  clearly  unjust  discrimination  in 
violation  of  section  3  of  the  act. 

One  intervening  carrier  finds  justification  for  the  special  tariffs  by 
saying:  '^Railroad  fuel  is  consigned  to  a  carrier  having  transporta- 
tion faciUties  of  its  own.  Tliis  element  is  lacking  in  commercial  coal 
whether  consigned  to  an  industry  or  to  an  interurban  company.''  It 
is  a  matter  of  common  knowledge  that  interurban  electric  railways 
frequently  haul  materials  and  suppUes  for  their  own  use  and  that 
in  many  instances  they  engage  in  hauling  freight  for  shippers.  It 
might  easily  be  that  a  large  shipper  might  have  or  provide  liimaftlf 
with  'transportation  faciUties  of  his  own."  Would  that  fact  entitle 
him  to  special  and  preferential  rates  at  the  hands  of  carriers  that 
are  amenable  to  the  act  to  regulate  commerce  ? 

This  intervener  also  says:  ''Nor  can  the  transportation  service 
performed  by  an  interurban  electric  line  be  treated  similarly  to  that 
performed  by  a  steam  railroad  because  there  is  a  weU-defined  dis- 
tinction between  a  steam  railroad  and  an  interurban  railroad  (the 
latter  usuaUy  being  classed  as  a  street  railway)  based  upon  the  char- 
acter of  the  service  rendered,  justifying  a  distinction  between  their 
respective  corporate  powers  and  duties."  We  can  not  concede  that 
a  carrier  may  base  its  charges  for  transportation  upon  a  consideration 
of  the  respective  corporate  powers  and  duties  of  consignees. 

Defendants  say  that  electric  roads  sliould  not  be  accorded  the  same 
rates  as  the  steam  roads  because  "they  do  not  carry  coal  either  as 
common  carriers  or  otherwise."  If  there  be  a  steam  railroad  and  a 
competing  electric  railway  from  Toledo,  Ohio,  to  Grand  Rapids, 
Mich.,  and  the  one  has  a  coaling  station  and  the  other  a  power  house 
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at  Jackson,  Mich.,  and  the  Wheeling  &  Lake  Erie  Raihroad  provides 
in  its  tariffs  that  it  will  haul  coal  from  WlieeUng,  W.  Va.,  to  Toledo 
for  the  steam  railroad  to  use  at  Jackson  at  a  certain  rate,  and  that 
it  will  not  accord  the  same  rate  to  the  electric  railway,  it  thereby 
creates  not  only  the  unjust  discrimination  forbidden  by  section  2  of 
the  act  but  also  the  undue  and  imreasonable  preference  that  is  for- 
bidden by  section  3  of  the  act. 

It  appears  that  about  5  per  cent  of  the  fuel  coal  is  used  at  the 
junction  points  and  to  that  extent  the  service  is  substantially  the 
same  as  on  local  commercial  coal  to  that  junction  point,  althou^ 
the  rate  is  materially  lower  on  the  fuel  coal. 

It  is  argued  that  the  railway  fuel  rate  is  in  effect  a  proportional 
rate  up  to  the  junction  point.  It  is  not,  however,  tendered  as  a 
proportional  rate  applicable  on  business  going  beyond.  A  propor- 
tional rate  like  any  other  rate  should  be  open  to  all  shippers.  These 
special  tariffs  offer  transportation  between  named  points  in  the  same 
manner  that  transportation  is  offered  to  shippers  under  regular  tariffs, 
the  only  difference  being  the  restriction  as  to  the  consignees  and  as 
to  the  uses  of  the  commodity. 

Defendants  say  that  'Hhe  naming  of  those  consumers  describes  a 
kind  of  traffic,  the  naming  of  the  consumer  connoting  a  movement  of 
the  coal  after  the  termination  of  the  rate  that  completely  differen- 
tiates the  traffic.''  Again  we  ask,  Is  the  shipper  who  is  prepared  to 
give  his  shipments  further  movement  with  his  own  f aciUties  entitled 
to  lower  rates  than  the  shipper  who  is  not  so  prepared  f 

The  case  of  Worihington,  Receiver  of  Wheeling  cfe  LaJce  Erie  BaUr 
road,  V.  R.  R.  Com.  of  Ohio,  cited  by  defendants,  does  not  seem  to  have 
any  real  bearing  here,  as  in  that  proceeding  the  question  was  whether 
or  not  the  traffic  was  interstate.  The  special  rate  on  lake  cargo  coal 
was  cited  as  evidence  of  the  interstate  character  of  the  traffic. 

The  decision  of  the  Indiana  commission  in  an  inquiry  similar  to 
this  one  was  made  under  a  statute  different  from  ours,  and  great 
weight  was  given  to  the  interests  of  Indiana  mines  and  citizens  as 
compared  with  competitors  in  adjoining  coal-producing  states. 

It  is  said  that  the  consuming  carriers  furnish  a  large  part  of  the 
equipment  in  which  the  fuel  coal  is  loaded;  that  the  producing  car- 
rier pays  only  the  per  diem  charge  on  that  equipment,  and  that  this 
fact  justifies  the  difference  in  the  rates.  Would  it  be  held  that  the 
shipper  who  furnishes  at  a  low  rental  cars  in  which  to  move  his  ship- 
ments may  have  special  and  preferential  rates  upon  his  shipments) 
Must  not  the  carrier  that  accepts  or  arranges  for  the  use  of  equipment 
not  owned  by  it  use  that  equipment  in  such  way  as  to  avoid  unjust 
discrimination,  just  as  it  must  use  its  own  equipment  in  a  nondis- 
criminatory way  f 
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Obviously  if  a  carrier  as  a  shipper  over  the  lines  of  another  railway 
may  be  accorded  preferential  rates  on  its  fuel  the  same  rule  must 
extend  to  all  other  supplies  purchased  and  shipped  by  railroads.  As 
an  example  of  how  this  would  probably  work  out  we  will  assume  a 
railroad  at  Chicago  that  desires  to  purchase  for  its  own  use  a  large 
quantity  of  lumber.  It  may  secure  that  lumber  from  Oregon  or 
Washington  or  from  the  yellow-pine  fields  of  the  south.  The  com- 
mercial rates  on  lumber  h*om  these  widely  separated  and  important 
fields  to  Chicago  are  adjusted  with  regard  to  competition  between 
points  of  prdduction^  between  carriers,  and  between  markets.  If  the 
railroad  is  required  to  pay  the  same  rate  that  any  other  shipper  would 
pay  it  is  not  able  to  create  any  xmjust  discrimination.  If,  however, 
it  may  have  special  rates  on  its  lumber  because  it  is  a  railroad,  it,  like 
any  other  shipper,  would  use  the  fact  that  it  had  a  large  tonnage  to 
move  as  a  leverage  with  which  to  secure  the  most  favorable  rates  pos- 
sible. It  would  then  become  a  question  of  arrangement  between  it 
and  other  railroads  as  to  which  would  give  it  the  most  advantageous 
rate,  and  the  bargain  which  it  was  so  able  to  drive  would  determine 
whether  it  would  buy  the  lumber  in  the  northwest,  in  the  southwest, 
or  in  the  southeast.  Its  favored  rates  would  create  unjust  discrimi- 
nation between  localities  and  between  persons  having  lumber  for  sale. 

There  are  few  commodities  that  are  not  purchased  and  used  directly 
or  indirectly  by  railroads,  and  if  a  railroad  were  accorded  special  or 
favored  rates  as  compared  with  other  shippers  discriminations  such  as 
that  cited  would  be  injected  into  almost  every  field  of  commerce  and 
nearly  every  locality  of  production  or  manufacture. 

The  tariffs  which  contain  rates  applicable  only  to  the  shipments  of 
certain  consignees  or  when  a  commodity  is  put  to  a  particular  use  and 
the  rates  which  are  so  restricted  to  the  use  of  certain  shippers  and  not 
open  to  all  shippers  alike  are  in  violation  of  section  2  of  the  act,  and 
unjustly  discriminatory  in  violation  of  section  3  of  the  act,  and  there- 
fore unlawful. 

An  order  will  be  entered  requiring  defendants  and  interveners  to 
cease  and  desist  from  such  violations  of  the  statute. 

Pbouty,  Commissioner,  dissenting: 

I  agree  that  the  rate  can  not  be  varied  according  to  the  use  to  which 
an  article  is  put;  that  a  rate  must  be  open  to  the  whole  public  and 
can  not  be  confined  by  its  terms  to  an  individual  or  a  class;  that  a 
railroad  can  not  be  accorded  a  lower  rate  simply  because  it  is  a  rail- 
road; but  I  think  that  the  movement  of  coal  for  railroad  fuel  supply 
so  differs  from  the  movement  of  coal  for  private  use  that  a  different 
fljBtem  of  rate  making  may  properiy  be  applied  to  its  transportation* 

My  thought  will  be  best  imderstood  by  referring  to  the  system 
which  the  Commission  thinks  should  be  observed,  in  comparison  with 
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the  system  now  in  force,  and  which  the  defendant  railways  desire  to 
continue. 

All  traffic  must  move  imder  some  published  rate,  and  this  applies  to 
property  owned  by  a  railroad  when  moving  over  another  railroad. 
Ordinarily,  a  railroad  does  not  consume  its  coal  at  the  jimction  point 
where  it  receives  it  from  its  connection,  but  hauls  it  to  some  other 
point  upon  its  line,  where  it  is  taken  from  the  cars  for  use  upon  its 
locomotives  or  for  other  consimiption.  If  a  private  individual 
shipped  coal  from  the  mine  to  this  consuming  point,  the  rate  charged 
woidd  usually  be  a  joint  through  rate  materially  less  thim  the  same 
rates  up  to  the  jimction  point  plus  the  local  rate  of  the  consuming 
road  to  the  point  of  consumption.  Now,  the  Commission  holds  that  a 
railroad  may.  bill  its  coal  to  the  consuming  point  at  the  rate  which  a 
private  shipper  would  pay.  Since  the  joint  through  rate  is  usually  so 
divided  between  the  producing  road  and  the  consuming  road  that  the 
amount  received  out  of  it  by  tiie  producing  road  is  less  than  the  local 
rate  from  the  mine  up  to  the  junction  point  it  results  that  by  this 
process  the  consuming  road  obtains  its  freight  for  less  than  it  would 
had  the  traffic  been  billed  to  the  junction  point  and  received  by  it  at 
that  point.  Otherwise  stated,  the  rate  upon  which  this  coal  moves 
to  the  rails  of  the  consimiing  road  is  the  division  of  the  producing 
road. 

To  this  system,  in  practical  operation,  the  defendants  urge  several 
objections : 

1.  The  railroad  generally  buys  its  fuel  f.  o.  b.  the  mine.  The  rate 
which  it  pays  from  the  mine  to  the  jimction  point  ia  the  division  of 
the  joint  rate.  That  division  is  a  matter  of  contract  between  the 
two  roads.  It  is  not  published  and  is  not,  therefore,  necessarily 
known.  It  may  be  changed  from  day  to  day  without  notice  to  any- 
one. Coal  operators  who  desire  to  sell  for  fuel  supply  complain  that 
under  this  system  they  do  not  know,  and  can  not  know,  what  the 
rate  is,  nor  whether  that  rate  will  be  maintained,  nor,  if  the  rate  is  an 
imf air  one,  can  they  apply  to  this  Commission  for  its  correction.  It 
is  further  urged  that  there  frequently  has  been  and  that  there  always 
will  be  more  or  less  manipulation  in  these  divisions,  with  the  result 
that  certain  mines  or  certain  Unes  of  railway  will  be  preferred. 

The  answer  of  the  Commission  to  this  objection  is  that  it  may  re- 
quire from  the  carrier  a  statement  of  its  division.  We  may  undoubt- 
edly require  carriers  to  inform  us  of  their  divisions  and  to  state  from 
time  to  time  any  changes  in  those  divisions,  but  the  divisions  them- 
selves are  not  a  part  of  the  rate  which  carriers  are  required  to  pub- 
lish. If  they  were  published  there  is  no  requirement  which  will 
prevent  their  change  at  the  will  of  the  carrier.  This  Commission  has 
no  jurisdiction  to  fix  these  divisions  except  in  case  of  a  joint  rate 
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established  by  it  where  the  carriers  have  failed  to  agree  between 
themselves  upon  the  division. 

It  seems  clear  to  me  that  under  the  system  which  the  Commission 
says  must  be  followed  the  actual  rate  upon  which  this  traffic  moves 
never  can  be  known ;  that  this  rate  may  be  changed  from  day  to  day, 
and  that  it  is  entirely  beyond  the  power  of  the  Commission  to  correct 
it,  if  wrong.  All  this  follows,  of  necessity,  from  the  fact  that  what- 
ever the  theory  of  the  case  may  be,  in  actual  practice  the  rate  upon 
which  this  traJSic  moves  is  the  division  of  the  producing  carrier  up 
to  the  junction  point. 

2.  Assuming  that  there  were  any  method  by  which  this  division 
could  be  made  pubUc,  by  which  its  observance  could  be  secured, 
and  by  which  it  could,  if  unjust,  be  corrected,  there  are  still  serious 
objections  to  that  system,  which  will  be  best  shown  by  reference  to 
the  following  diagram: 


50  MILt6 


D 


(00   MILC5 


AB  is  the  consuming  road  and  D  the  point  of  consumption.  BC 
is  the  producing  road.  Y  and  Z  are  mines  upon  the  extreme  Kmita 
of  a  group.  It  is  100  miles  from  D  to  B,  60  miles  from  B  to  Y,  and 
25  miles  from  Y  to  Z. 

As  is  almost  universally  the  case  with  coal  tariffs,  there  is  a  group 
rate  from  Y-Z  to  D,  which  in  this  case  is  $2  per  ton,  and  this  rate  is 
divided  between  the  railroads  AB  and  BC  upon  a  mileage  basis. 
Upon  each  ton  of  coal  originating  at  Y,  AB  would  receive  S1.33| 
and  BC  66|  cents,  while  upon  a  ton  of  coal  originating  at  Z,  AB  would 
receive  $1,144  and  BC  85f  cents.  If,  therefore,  AB  buys  its  fuel  coal 
of  the  mine  Y  it  pays  for  its  transportation  to  B  66}  cents  per  ton, 
while  if  it  buys  its  fuel  coal  at  Z  it  pays  for  its  transportation  to  B 
854  cents  per  ton.  Consequently,  AB  obtains  its  coal  19  cents  per 
ton  cheaper  if  it  pays  the  same  price  to  the  mine  at  Y  as  it  pays  at  Z. 
Since  this  is  a  very  handsome  profit  in  the  mining  of  coal  it  is  evident 
that  Z  can  not  compete  with  Y  for  the  fuel  supply  of  AB. 
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Now,  what  these  carriers  desire  to  do  is  to  make  a  group  rate  from 
Y  to  Z,  somewhat  greater  than  66|  cents,  and  somewhat  less  than  85f 
cents,  which  will  put  the  entire  group  upon  the  same  competitive 
basis  with  respect  to  the  fuel  supply  of  the  road  AB  which  that 
group  occupies  with  respect  to  private  consumption  at  point  D. 

If,  now,  we  add  another  producing  raikoad,  AE,  and  consider 
shipments  from  mine  O  as  compared  with  shipments  from  mine  Y,  we 
have  another  situation.  The  distance  from  D  to  A  is  50  miles  and 
from  A  to  O  100  miles.  From  O  to  D  the  distance  is  therefore  the 
same  as  from  Y  to  D,  and  the  rate  from  these  two  mines  to  D  for 
private  consumption  is  also  the  same.  Out  of  a  rate  of  $1.50  per 
ton  the  road  AB  obtains  $1  when  the  coal  originates  at  Y  and  50 
cents  when  it  originates  at  O;  that  is,  if  it  purchases  its  fuel  at  Y  it 
would  pay  50  cents  per  ton  for  delivery  upon  its  rails,  while  if  it  pur- 
chased at  O  it  must  pay  $1  for  that  service.  While  AB  wiU  pay 
something  more  for  its  coal  at  A  than  at  B,  since  its  own  haul  from 
B  is  somewhat  greater,  still  there  would  be  nothing  Uke  the  difference 
expressed  in  the  difference  of  these  divisions,  and  what  the  railroads 
desire  in  this  case  is  to  make  such  a  rate  from  O  to  A,  in  comparison 
with  the  rate  from  Y  to  B,  as  will  give  the  mine  O  the  same  opportu- 
nity to  compete  ^or  the  fuel  supply  of  AB  which  they  enjoy  in  com- 
peting for  private  supply  at  point  D. 

The  figures  above  given  are  extreme,  but  the  situation  illustrated 
runs  all  through  these  coal  regions  and  is  of  vast  importance.  Some 
producing  coed  roads  handle  nearly  or  quite  one-half  the  entire  out- 
put of  their  mines  for  railroad  fuel  supply.  In  case  of  many  mines 
more  than  one-half  the  output  goes  to  that  purpose,  and  whether  a 
mine  shall  exist  is  often  determined  by  whether  it  can  furnish  rail- 
road fuel. 

The  system  which  the  railroads  now  have  in  effect  was  first  estab- 
lished at  the  request  of  the  operators,  but  is  now  approved  by  all 
parties  concerned,  the  operators,  the  producing  road,  and  the  con- 
suming road.  It  is  imiversally  recognbsed  that  in  no  other  way  can 
the  actual  rate  of  transportation  be  known.  In  no  other  way  can 
its  maintenance  be  assured,  and  in  no  other  way  could  it,  if  wrong, 
be  corrected  by  public  authority. 

The  purpose  of  the  act  to  r^ulate  commerce  is  to  facilitate,  not  to 
impede,  commercial  operations.  When  shippers  and  railwajrs  imite 
in  asking  that  a  particular  thing  be  done;  when  that  thing  b  mani- 
festly for  the  interest  and  convenience  of  all  parties;  when  no  harm 
can  result,  but  when,  upon  the  contrary,  the  fundamental  purposes  of 
the  act  will  be  promoted,  I  think  we  should,  if  possible,  put  such  a 
construction  upon  this  statute  as  will  permit  it. 

It  does  not  seem  to  be  seriously  claimed  by  the  majority  that  the 
present  method  of  publishing  these  fuel-supply  rates  is  attoided  with 
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any  practical  wrong,  but  it  is  said  that  the  second  section  of  the  act 
peremptorily  forbids  it  and  that  it  is  therefore  unlawful  and  must  be 
80  declared  by  us. 

The  second  section  provides  that  where  the  service  is  like  and  con- 
temporaneous, the  traffic  of  a  like  kind,  and  the  circumstances  and 
conditions  under  which  the  transportation  occurs  substantially 
similar,  the  rate  shall  be  the  same.  The  majority  hold  that  a  rail- 
road stands  like  any  other  shipper  and  that  to  accord  one  rate  when 
the  shipment  is  for  a  railroad  and  another  rate  when  it  is  for  a  private 
individual  is  to  violate  that  section.  I  concede  this  to  be  so  if  the 
only  difference  in  the  transaction  be  that  the  freight  money  is  in 
one  case  paid  by  a  railroad  company  and  in  the  other  case  by  a  pri- 
vate party,  but  I  think  that  there  are  other  incidents  of  the  trans- 
action arising  out  of  the  circumstance  that  this  fuel  is  for  railroad 
supply  and  is  received  at  the  junction  point  by  a  railroad,  which  ex- 
cepts the  case  from  the  operation  of  the  second  section. 

To  understand  just  what  is  meant,  look  at  the  diagram  above 
given.  The  rate  now  published  from  Y  to  B  when  the  coal  is  for 
railroad-fuel  supply  is  less  than  the  rate  for  a  private  shipment  de- 
livered at  B.  Now,  it  is  urged  that  since  the  transportation  between 
these  points  may  be  at  the  same  time  and  in  the  same  train  it  is  pro- 
hibited by  the  second  section  to  charge  one  rate  for  the  car  of  private 
coal  and  a  different  rate  for  the  car  of  pubUc  coal. 

It  is  said  that  the  Supreme  Court  of  the  United  States  in  the  Wight 
case,  167  U.  S.,  512,  held  that  the  words  ''circumstances  and  condi- 
tions," as  used  in  the  second  section  of  the  act,  refer  exclusively  to 
the  service  of  transportation  and  that  in  order  to  make  out  a  dissimi- 
larity of  circimistance  and  condition  imder  that  section  it  is  necessary 
to  show  a  different  transportation  service.  I  am  not  prepared  to 
admit  that  such  is  the  fair  interpretation  of  that  case  as  applied  to  a 
set  of  facts  like  those  now  before  us;  but  assuming  that  it  is,  never- 
theless it  seems  to  me  that  upon  the  strict  rule  of  that  case  as  so  con- 
strued the  circimistances  and  conditions  attending  the  transportation 
of  this  fuel  coal  substantiaUy  differ  from  those  imder  which  private 
coal  is  handled. 

The  transportation  of  the  private  coal  from  Y  to  B  involves  a 
delivery  at  B.  To  effect  thb,  tracks  must  be  provided  upon  which 
that  delivery  can  be  made,  and  the  shipper  must  be  given  a  certain 
length  of  time,  usuaUy  48  hours  and  sometimes  more,  in  which  to 
unload  his  coal.  Upon  the  other  hand,  delivery  of  fuel  coal  is  made 
upon  the  exchange  track  of  the  common  carrier  for  whom  the  coal  is 
intended,  and  no  use  of  the  car  is  involved,  since  as  soon  as  the  car 
is  placed  upon  the  exchange  track  at  the  service  of  the  connecting 
carrier,  that  carrier  accoimts  for  the  use  of  the  car  to  its  owner  and 
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relieyes  the  railroad  handling  the  coal  from  Y  from  that  burden.  It 
is  perfectly  evident,  therefore,  that  the  carriage  and  delivery  of  the 
fuel  coal  costs  the  producing  carrier  lees  than  that  of  the  private  coaL 
Here,  therefore,  is  a  difference  in  circumstance  and  condition  which 
takes  the  case  from  the  operation  of  the  second  section. 

It  is  su^ested  that  the  comparison  ought  to  be  between  the 
transportation  from  the  mine  to-  the  point  upon  the  consuming 
road  where  the  coal  is  finally  consumed.  If  this  were  so  the  deliv- 
ery to  a  private  individual  is  not  analogous  to  that  taken  by  the 
railroad  company  itself  at  the  point  of  consumption,  but,  certainly, 
it  can  not  be  true  that  the  consuming  railroad  must  handle  this 
traffic  upon  its  own  line  under  a  published  tariff.  It  may  receive 
it  at  the  junction  point  and  subsequently  transport  it  over  its  own 
rails  without  reference  to  any  tariff  rate. 

It  is  said  that  if  this  be  so,  then  carriers  might  make  a  lower  rate 
in  favor  of  any  shipper  who  would  provide  tracks  and  other  facilities 
for  the  speedy  imloading  of  the  coal,  and  that  the  effect  of  such 
rates  woidd  be  to  throw  the  handling  of  coal  into  the  hands  of  large 
operators  who  coidd  provide  such  facilities.  Our  second  section 
is  essentially  a  reenactment  of  the  English  equality  clause,  and  if 
Qur  court  follows  in  the  interpretation  of  that  section,  the  lead  of 
the  English  court  in  its  treatment  of  the  equality  clffuse,  it  must 
hold  that  where  the  cost  of  transportation  and  delive'ry  is  less  a 
difference  in  rate  is  not  forbidden.  This  is  well  shown  by  reference 
to  Denahy  Main  Colliery  Co.  v.  M.  S.  &  L.  Ry.  Co.,  11  App.  Cases,  97. 

'Hie  defendant  railway  company  was  engaged  in  transporting  coal 
from  the  South  Yorkshire  field  to  the  port  of  Grimsby.  At  that 
destination  team  tracks  had  been  provided  by  the  defendant  for 
the  delivery  of  its  coal,  and  the  complainant  colliery  company  took 
delivery  of  its  shipments  upon  these  team  tracks. 

Bannister,  a  competitor  of  the  complainant,  had  provided  at 
Qrimsby,  yards  with  tracks  and  various  facilities  for  the  unloading 
of  coal,  and  it  was  foimd  Chat  the  cost  to  the  defendant  of  delivering 
coal  into  the  yards  of  Bannister  was  less  than  the  cost  of  delivering 
upon  its  team  tracks  to  the  complainant.  Under  these  circum- 
stances the  court  held  that  the  equality  clause  of  the  English  act 
did  not  apply,  but  that  since  the  cost  of  the  service  to  the  defendant 
was  less  in  the  case  of  Bannister  than  in  the  case  of  the  complainant, 
a  lower  rate  might  properly  be  made  to  him. 

If  our  court  holds,  as  it  apparently  has  indicated  in  the  Wight 
case,  that  difference  of  circumstances  and  conditions  may  be  shown 
by  showing  difference  in  cost  of  service,  it  is  difficult  to  see  how  it  can 
avoid  the  conclusion  that,  when  the  cost  of  service  for  any  reason 
is  less  in  transporting  the  frei^t  of  one  person  than  in  transporting 
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that  of  another,  the  second  section  does  not  apply.  It  should  be 
borne  in  mind  that  the  third  section  may  prevent  tlie  making  of  the 
lower  rate,  even  though  it  be  lawful  under  the  second.  The  prohi- 
bition of  the  sec(md  section  is  absolute  within  the  sphere  of  its  opera- 
tion. If  the  service  is  Uke  and  contemporaneous,  the  kind  of  traffic 
like,  and  the  circumstances  and  conditions  of  the  transportation  tiie 
same,  then  the  rate  must  also  be  the  same.  The  thbd  section  is 
more  elastic.  It  forbids  undue  discrimination  or  advantage,  and 
it  is  for  us  to  say,  upon  a  consideration  of  all  the  facts,  whether  that 
section  has  been  violated. 

It  seems  to  me,  therefore,  that  the  circumstances  and  conditions 
attending  the  transportation  and  delivery  of  this  fuel  coal  are  dif- 
ferent from  those  imder  which  private  coal  is  handled,  and  that  for 
this  reason  the  second  section  does  not  forbid  the  making  of  different 
rates  for  the  different  services,  and  if  this  be  so  then  the  second 
secrtion  has  no  application  whatever.  I  think,  however,  that  there 
is  a  broader  and  more  fundamental  ground  upon  which  the  operation 
of  that  section  can  be  distinguished.  This  fuel  coal  is  not,  to  my 
mind,  a  like  kind  of  traffic  with  private  coal  nor  is  its  carriage  a  like 
service  within  the  meaning  of  that  section.  Even  though  the  phys- 
ical service  performed  be  exactiy  the  same  it  is  not  a  violation  of  the 
second  section,  upon  the  part  of  the  carrier,  to  demand  and  receive 
a  different  compensation  for  tiiat  service. 

If  we  were  to  follow  the  history  of  a  dozen  cars  of  coal  taken  on 
at  the  same  mine,  moving  in  the  same  train  and  delivered  at  B  upon 
the  same  track  to  its  connection,  we  might  find  that  the  carrier 
received  a  different  rate  for  every  car.  It  is  true  that  this  difference 
in  compensation  might  be  due  to  the  fact  that  the  traffic  was  in- 
tended for  different  points  and  that  the  division  of  the  carrier  dif- 
fered according  to  the  destination  of  the  shipment;  but  it  is  also 
true  that  carriers  habitually  make  what  are  biown  as  proportional 
rates  up  to  the  junction  point  which  are  lees  than  the  local  rate. 
Traffic  handled  upon  through  rates  or  upon  proportional  rates  is 
not  a  like  kind  of  traffic  with  that  which  be^ns  at  the  mine  and 
ends  at  the  junction  point,  nor  is  tiie  service  a  like  service,  and  even 
though  the  cost  of  the  transportation  b  precisely  the  same,  the 
carrier  may  impose  a  different  chaige. 

The  fact  that  this  fuel  coal  is  to  be  consumed  at  some  point  beyond 
the  junction;  that  from  the  junction  point  it  is  carried  by  the  rail- 
road which  is  to  consume  it,  and  which  is  or  may  be  entitled  to  a 
division  of  the  through  rate  to  the  point  of  consumption,  gives  this 
business  traffic  incidents  which  do  not  attach  to  ordinary  private 
coal.  It  is  this  fact  which  renders  it  impossible  to  know  the  rate 
upon  which  the  fuel  coal  is  handled;  to  compel  a  publication  and 
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maintenance  of  that  rate;  or  to  control  the  rate  by  Gk>yemment 
authority.    This  business  is  closely  analogus  to  export  and  import 

traffic. 

It  is  well  understood  that  the  rate  applied  on  certain  commodities 
when  for  export  is  lower  to  nearly  if  not  all  ports  of  export  in  the 
United  States  and  Canada  than  when  for  domestic  consumption. 
It  may  be  true  that  in  most  instances  the  physical  incidents  of  the 
transportation  are  somewhat  different  in  the  case  of  the  export  than 
of  the  domestic  business,  but  thb  is  not  the  broad  ground  upon 
which  the  lower  rate  is  justified.  It  is  because  the  carriers  in  the 
treatment  of  this  export  traffic  may  consider  the  point  of  origin,  the 
point  of  final  destination,  the  possibility  of  transporting  this  traffic 
by  different  avenues,  the  fact  that  the  commodities  transported 
must  compete  abroad  with  similar  commodities  produced  in  other 
countries  which  justifies  the  lower  export  rate.  If  it  should  turn 
out  in  some  individual  case  that  the  cost  of  handling  business  was 
exactly  the  same,  whether  for  export  or  for  home  consumption,  still 
the  export  rate  would  undoubtedly  be  sustained.  To  deny  carriers 
the  right  of  maintaining  lower  export  tariffs  than  apply  to  domestic 
business  would  shut  up  two-thirds  of  the  ports  of  export  in  the 
United  States. 

Exactly  the  same  thing  is  true,  and  for  exactly  the  same  reason,  of 
imports.  This  business  may  move  from  the  port  to  the  interior 
destination  in  the  same  train  and  for  precisely  the  same  expense  as 
domestic  traffic,  but  it  need  not  for  that  reason  bear  the  same  rate. 
It  is  not  a  like  service.  This  is  well  pointed  out  in  the  PiUaburg  Plate 
Glass  case,  13  I.  C.  C.  Rep.,  87,  in  which  the  Commission  said: 

Transportation  from  a  seaport  of  the  United  States  or  an  adjacent  foreign  country 
to  an  interior  American  destination  in  completion  of  a  through  movement  of  freight 
from  a  port  of  a  foreign  but  not  adjacent  country,  whether  upon  a  joint  through  rate 
or  upon  a  separately  established  or  proportional  inland  rate  applicable  only  to  imports 
moving  through,  is  not  a  ''like  service"  to  that  of  the  transportation  independent 
and  complete  within  itself  of  traffic  starting  at  such  domestic  port,  though  bound  for 
the  same  destination. 

It  is  true  the  court  held  in  the  case  of  Wi^  v.  United  SUxta,  167  U.  8.,  512,  that 
the  existence  of  competition  did  not  create  "dissimilar  circumstances  and  condi- 
tions "  such  as  to  justify  discrimination  as  defined  in  the  second  section.  But  this 
referred  to  unjust  discrimination  as  between  different  shippers  over  the  same  line 
in  the  performance  of  a  "like  service,"  and,  as  we  have  seen,  the  transportation  of 
import  traffic  from  the  port  of  entry  to  an  interior  destination  in  completion  of  a 
through  movement  from  a  point  in  a  foreign  country  is  not  a  like  service  to  that 
involved  in  the  transportation  of  domestic  traffic  originating  at  such  port,  even  where 
the  transportation  in  all  other  respects  is  performed  under  like  conditions. 

It  follows  that  the  charge  of  imjust  discrimination  in  violation  of  section  2  of  the 
act  is  not  sustained . 

The  lower  import  rate  has  been  expressly  approved  by  the  Supreme 
Court  of  the  United  States  in  the  Import  Rate  case,  162  U.  S.,  197. 
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In  that  case  the  traffic  originated  at  Liverpool  and  was  intended  for 
San  Francisco.  It  moved  to  New  Orleans  by  water  and  from  New 
Orleans  to  San  Francisco  by  rail.  The  amount  received  by  the  rail 
carrier  was  materially  less  than  the  rate  for  the  transportation  of 
exactly  the  same  articles  from  New  Orleans  to  San  Francisco,  but  the 
court  held  that  this  was  not  prohibited  by  the  act  to  regulate  com- 
merce. The  court  must  have  held  in  that  case  that  the  import  traffic 
was  not  a  like  kind  of  traffic  with  that  originating  at  the  port  of 

inUMttt* 

.'re  it  seems  to  me  that  when  all  the  circumstances  which  sur- 
iiis  fuel-coal  traffic  are  considered  it  is  not  a  like  kind  of  traffic, 
'.he  second  section,  with  coal  transported  for  private  con- 
»n,  nor  is  the  service  a  like  service,  and  while  there  may  be 
grave  doubt  as  to  the  final  decision,  my  belief  is  that  the 
le  Court  should  and  will  finally  so  hold.  I  can  see  no  other 
upon  which  rates  which  are  vital  to  the  handling  of  the  business 
country  can  be  justified. 

)cond  section  is  directed  against  discrimination  between 
8.    To  charge  one  person  one  rate  and  another  person  another 
r  the  performance  of  exactly  the  same  service  is  a  wrong  which 
ction  was  intended  to  prevent.    But  there  is  no  wrong  when 
vate  consumer  who  receives  his  coal  at  B  is  charged  a  different 
>r  the  transportation  from  Y  than  is  imposed  for  canying  rail- 
x>al  from  Y  to  B  and  there  delivering  it  to  the  connecting  raQ- 
*or  use  at  various  points  upon  its  line.    The  wrong  does  not 
ecause  the  service  is  not  the  same,  and  since  there  is  no  wrong 
btute  ought  not  to  be  so  construed  as  to  impose  a  penalty, 
suggested  that  if  railroads  be  allowed  to  make  special  rates 
«  transportation  of  coal  when  for  railroad  use  the  same  privi- 
lust  be  extended  as  to  other  railroad  suppUes;  and  this  is 
>ly  true,  although  the  convenience  of  the  railways  in  seeking 
id  a  multipUcity  of  tariffs,  and  perhaps  the  discretion  of  this 
ission,  might  to  some  extent  limit  the  exercise  of  that  privilege, 
ne  think  it  would  be  much  better  if  all  the  principal  railway 
js  did  move  upon  tariffs  of  this  character, 
ly  opinion  the  method  now  in  vogue  leads  to  much  evasion  and 
lination.    Our  last  annual  report  makes  reference  to  two 
-  United  States  v.  M.  db  W.  R.  R.  R.  Co.  and  United  States  v. 
cfe  M.  S,  Ry.  Co. — in  which  fines  were  imposed  for  illegality 
1  transportation  of  company  materiaL    In  each  case  tlie  traffic 
illed  to  that  point  where  the  best  division  could  be  obtained 
Dpped  off  at  an  intermediate  point.    While  the  fraud  in  these 
two  instances  was  detected  and  punished,  there  were  probably  hun- 
dreds of  instances  which  escaped  observation. 
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An  examination  of  our  correspondence  files  will  show  that  trouble 
is  constantly  arising  from  the  fact  that  the  railroad  bases  the  price  for 
its  supplies  upon  the  division  which  it  expects  to  obtain  from  the 
point  of  origin  to  the  junction  point  instead  of  upon  the  local  rate  up 
to  that  point.  It  is  evident  that  carriers  select  for  the  billing  point 
not  that  station  at  which  the  traffic  b  to  be  actually  used  but  that  at 
which  the  most  favorable  division  can  be  obtained.  To  my  mind  it 
would  be  better  on  all  accounts  if  carriers  were  required  to  publish  a 
rate  up  to  the  junction  point  upon  all  railway  supplies  which  move  in 
very  considerable  quantities.  Such  a  rate  would  be  known  to  every 
one,  would  be  paid  by  all  alike,  and  could  be  corrected  if  discriminatory 
or  unjust. 

It  is  pointed  out  that  these  tariffs  do  not  apply  to  fuel  for  the  use  of 
electric  railroads,  but  only  for  steam  railroads.  The  kind  of  motive 
power  used  can  not,  it  seems  to  me,  distinguish  between  different 
railroads  in  this  particular,  but  this  is  not  a  reason  for  refusing 
to  permit  the  publication  of  these  rates.  When  attention  is  called 
to  an  actual  discrimination  of  this  kind,  resulting  from  one  of  these 
tariffs,  it  can  be  and  should  be  corrected. 
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1.  The  fabric  known  to  the  trade  as  "triplex  cloth/*  frequently  made  np  of 

woolen  or  silk  materials,  but  consisting  in  this  instance  of  a  \tLyer 
of  cotton  goods  and  a  cotton  shoddy  lining  with  an  intermediate  layer  of 
reclaimed  rubber,  is  not  cotton  piece  goods  and  therefbre  la  not  entitled 
to  the  cotton-piece-goods  rate.  Generally  speaking  it  may  properly  take 
the  rate  applied  to  dry  goods  n.  o.  s. 

2.  The  through  rate  charged  on  a  shipment  of  triplex  cloth  from  Fort  Wayne, 

Ind.,  to  Beloit,  Wis.,  exceeded  the  sum  of  the  intermediate  rates  and  Is 
therefore  unreasonable.    Reparation  awarded. 

0.  M.  Stephen  and  S.  J.  BoUon  for  complainants. 

WtUiam  Ellis  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Com- 
pany. 

Loesch^  Scofield  dk  Loesch  and  Theodore  Schmidt  for  Pennayl- 
vania  Company. 

Supplemental  Report  of  the  Commission. 

Hablan,  Commissioner: 

This  matter  was  formerly  before  us  in  a  proceeding  under  the 
pame  title,  reported  in  18  I.  C.  C.  Rep.,  at  p.  261.  It  there  ap- 
peared that  the  complainants  were  demanding  reparation  on  a  ship- 
ment to  them  on  October  80,  1909,  of  34  bales  of  triplex  cloth  of 
the  aggregate  weight  of  22,000  pounds,  from  Fort  Wayne,  in  the 
state  of  Indiana,  to  Beloit,  in  the  state  of  Wisconsin.  The  goods 
were  described  in  the  bill  of  lading,  made  out  by  the  consignor, 
as  ^  cotton  piece  goods,^  and  the  charges  were  accordingly  assessed 
by  the  defendants,  and  paid  by  the  complainants,  at  the  through  class 
rate  of  55  cents  per  100  pounds.  In  our  report  attenticm  was  called 
to  the  fact  that  the  legal  rate  was  the  through  first  class  rate  of 
76  cents  per  100  pounds  applicable  under  the  Official  Classification 
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on  dry  goods  n.  o.  s.,  and  we  reserved  the  question  of  the  reason- 
ableness of  that  rate  on  triplex  cloth  until  the  complainants  should 
have  paid  the  charges  then  lawfully  in  effect. 

The  matter  comes  on  again  upon  a  supplemental  petition  by  the 
complainants  in  which,  after  setting  up  the  subsequent  payment  by 
them  of  the  undercharge,  they  challenge  the  reasiHiableness  of  the 
76-cent  rate  in  its  application  to  triplex  cloth,  and  allege  that  it  is 
unreasonable  to  the  extent  that  it  exceeds  the  combination  of  the 
intermediate  rates  on  cotton  piece  goods.  Reparation  is  asked  in  the 
sum  of  $88. 

The  complainants  rest  their  case  on  the  original  record.  The 
defendants,  on  the  other  hand,  offered  further  testimony  to  show 
that  there  is  no  practical  way,  from  a  transportation  standpoint,  of 
satisfactorily  distinguishing  in  the  tariffs  between  the  different  kinds 
and  qualities  of  triplex  doth,  which  vary  in  value  from  10  and  12 
cents  to  $3  and  $4  a  pound.  Under  the  Official  Classification  all  dry 
goods  are  rated  under  the  first  class,  with  the  single  exception  of 
cotton  piece  goods,  which  phrase  is  understood  to  embrace  cotton 
fabrics  in  the  original  bolt  or  piece  as  manufactured  at  the  mills. 
Triplex  cloth,  on  the  other  hand,  is  frequently  made  up  of  woolen 
or  silk  materials,  or  partly  of  wool  and  partly  of  cotton.  These  par- 
ticular shipments  apparently  consisted  of  a  fabric  made  up  of  a  layer 
of  cotton  goods  and  a  layer  of  cotton  shoddy  lining,  held  firmly 
together  by  means  of  an  intermediate  layer  of  reclaimed  rubber. 
This  indicates  that  it  was  a  cheap  and  inferior  quality  of  triplex 
cloth,  and  probably  of  no  greater  value  than  ordinary  cotton  piece 
goods.  But,  as  stated,  triplex  cloth  of  much  greater  value  is  manu- 
factured and  is  in  more  or  less  general  use.  "We  are  fully  aware  that 
some  tariffs  which  name  commodity  rates  on  cotton  piece  goods  also 
specifically  apply  those  rates  to  triplex  cloth.  This  is  probably  due 
to  local  conditions.  But  we  do  not  find  in  the  record  a  sufficient  basis 
for  reaching  the  conclusion  that  such  material  ought  to  take  the  same 
rate  as  applies  on  cotton  piece  goods.  On  the  contrary,  we  are  of 
the  opinion  that  triplex  cloth,  generally  speaking,  may  properly  take 
the  rate  applied  to  other  dry  goods. 

It  appears,  however,  that  the  first  class  rate  from  Fort  Wayne  to 
Chicago  is,  and  was  at  the  date  of  the  movement,  28.5  cents;  and  the 
first  class  rate  from  Chicago  to  Beloit  is  and  was  86.66  cents  per  100 
pounds.  The  combination  of  intermediate  class  rates  on  Chicago, 
therefore,  is  65.16  cents  per  100  poimds,  which  is  less  than  the  joint 
through  rate  of  76  cents  exacted  from  the  complainants.  Following 
the  usual  rule  we  therefore  find  that  the  charges  on  the  shipment  in 
question  were  unreasonable  to  the  extent  that  they  exceeded  the  sum 
of  the  intermediate  rates,  namely,  65.16  cents  per  100  pounds;  and 
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that  the  complainants  are  entitled  to  reparation  in  the  sum  of  $28.85, 
being  the  difference  between  the  charge  of  $167.20  actually  paid  and 
the  charges  assessable  at  the  rate  we  here  find  reasonable.  The  order 
will  include  interest  from  May  1,  1910.  The  defendants  will  be 
required  also  to  establish  and  maintain  a  through  rate  not  higher  than 
the  combination  of  intermediate  rates  into  and  out  of  Chicago. 

We  again  suggest  that  the  through  class  rates  of  the  defendants  in 
this  general  territory  apparently  stand  in  need  of  some  revision,  for 
the  reason  that  in  many  instances  they  apparently  exceed  the  Chi- 
cago combination. 

An  order  will  be  entered  in  accordance  with  these  findings. 
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Nos.  698  and  707  (Sub-No.  1). 
KAUL  LUMBER  COMPANY 

V. 

CENTRAL  OF  GEORGLL  RAILWAY  COMPANY  ET  AL. 


Submitted  December  15 y  1910,    Decided  January  IS,  1911. 


A  lumber  company  doing  buBiness  in  Alabama  had  a  railroad  which  was  constructed 
imder  its  general  incorporation  and  connected  its  mill,  on  the  line  of  the  Central 
of  Georgia  Railway,  with  its  timber.  In  1901  the  lumber  company  made  a 
contract  with  the  Central  of  Georgia  under  which  it  received  a  division  of 
2  cents  per  100  pounds  of  all  rates  on  lumber  shipped  by  it  from  its  mill,  which 
2  cents  was  supposed  to  represent  the  portion  of  the  through  rate  to  which  the 
lumber  company  was  entitled  for  the  haul  from  the  timber  to  the  mill,  throu^ 
rates  being  made  from  the  timber,  called  ' 'Wild wood, "  to  various  destinations. 
Between  June  22, 1903,  and  February  4, 1908,  the  rates  on  yeUow-pine  lumber 
from  the  points  of  origin  in  Alabama  to  the  Ohio  River  and  related  points  were 
advanced  2  cents  per  100  pounds.  In  the  Central  YeUaw  Pine  and  Tift  oaset, 
10  I.  C.  C.  Rep.,  pages  505  and  548,  the  Commission  condemned  similar 
advances  from  competing  and  contiguous  territ<»y.  Upon  a  complaint  charg- 
ing the  unreasonableness  of  the  2-cent  advance  and  asking  reparation  based 
thereon,  Held: 

1.  That,  without  deciding  whether  this  railroad,  owned  and  operated  by  the  lumber 

company,  is  a  conmion  carrier  or  not,  upon  the  hcU  appearing  in  its  opejations 
in  hauling  company  material  for  the  Kaul  Lumber  Company  it  can  be  considered 
by  this  Commission  only  as  a  plant  feunlity. 

2.  That,  conceding  for  the  purposes  of  this  case  that  the  advance  of  2  cents  per  100 

pounds  on  yellow-pine  lumber  was  unreasonable  and  imjust,  the  complainant 
lumber  company  is  not  entitled  to  any  reparation  thereon  for  the  reason  that  it 
has  never  paid  the  advance. 

3.  That,  if  the  railroad  of  the  lumber  company  should  be  held  to  be  a  common  cairier, 

as  the  complainant  contends  it  should,  in  such  case  it  can  not  be  heard  to  com- 
plain ol  the  advance  in  rates  because  it  had  conciurred  tacitly  and  explicitly 
in  such  advance. 

Wtnibish  dk  Ellis  and  Edgar  WaUcins  for  complainant. 
Lawton  db  Cunningham  for  Central  of  Georgia  Railway  Company. 
M.  P,  Callaway  and  C.  B,  Narihrup  for  Southern  Railway  Company. 
Albert  S.  Brandeis  and  Nelson  W.  Proctor  for  Louisville  &  Nash- 
ville Railroad  Company. 
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Kepobt  op  the  Commission. 

Clements,  Chairman: 

This  complaint  challenges  the  reasonableness  of  an  advance  of  2 
cents  per  100  pounds  in  the  rates  on  yellow-pine  lumber  eflfective 
June  22,  1903,  to  February  4,  1908,  from  certain  points  in  Alabama 
to  and  beyond  the  Ohio  River,  as  well  as  to  certain  portions  of  Ken- 
tucky and  Tennessee  south  of  the  River.  Reparation  is  demanded  in 
a  sum  approximating  $50,000. 

The  complainant  is  engaged  in  the  production,  manufacture,  and 
distribution  of  lumber.  Its  mill  is  at  HoUins,  Ala.,  on  the  Une  of  the 
Central  of  Georgia  Railway,  62  miles  southeast  of  Birmingham  and 
9  miles  southeast  of  Sylacauga,  where  that  road  crosses  the  line  of  the 
Louisville  &  Nashville  Railroad.  The  timber  supplying  tliis  mill  is  a 
large  tract  in  Coosa  county  lying  south  of  the  line  of  the  Central  of  Geor- 
gia Railway  and  reached  by  a  railroad  owned  and  operated  by  the  com- 
plainant extending  from  Overbrook,  formerly  Kaup's  switch,  on  the 
line  of  the  Central  of  Georgia  5  miles  west  of  HoUins.  This  road  is 
known  as  the  Sylacauga  &  Wetumpka  Railroad,  but  it  is  not  sepa- 
rately incorporated,  the  laws  of  the  state  of  Alabama  giving  the 
Kaul  Lumber  Company  the  right  to  build  and  operate  a  railroad  and 
making  such  road  a  common  carrier  when  built. 

Li  the  Central  Yellow  Pine  and  Tift  caseSf  10  I.  C.  C.  Rep., 
pages  505  and  54S,  the  advance  of  2  cents  per  100  pounds  in  rates  on 
yellow-pine  lumber  tvom  certain  producing  sections  of  the  south  to 
the  Ohio  River  made  concurrently  with  that  here  involved  was  con- 
demned. The  points  of  origin  named  in  the  present  case  are  in  that 
portion  of  the  southern  territory  not  embraced  in  the  two  reports 
cited,  which  may  briefly  be  described  as  all  that  section  of  southeast- 
em  territory  we^t  of  the  Alabama-Georgia  state  line  and  south  and 
east  of  an  irregular  line  drawn  from  Chattanooga  through  Birming- 
ham and  Montgomery  to  Pensacola. 

As  we  view  the  matters  here  presented,  it  is  not  necessary  to  go 
into  a  detailed  discussion  of  the  advanced  rates  which  were  in  efTect 
in  the  territory  in  question  from  June  22,  1903,  to  February  4,  1908. 
The  United  States  circuit  court,  which  by  injunction  enforced  the 
orders  of  the  Commission  condemning  the  advance  in  the  cases  above 
cited,  also  enjoined  the  collection  of  the  2-cent  advance  here  in 
question,  so  that  it  has  not  been  in  force  since  Februaiy  4,  1908. 
Tlie  defendants  made  only  a  technical  defense  of  the  reasonableness 
of  the  advance  in  rates,  and  in  view  of  all  the  circumstances  and  con- 
ditions affecting  the  case  now  before  us,  as  well  as  in  view  of  the  ' 
relative  adjustments  of  rates  from  territories  contiguous  to  and  com- 
peting with  the  territory  now  involved,  we  may  assume  for  the 
purposes  of  this  case  that  the  advance  in  rates  in  question  was  un- 
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reasonable  and  unjust  in  so  far  as  it  actuaUy  applied  from  HoUins 
and  points  grouped  therewith  or  having  rate  or  group-rate  relations 
thereto,  and  that  the  advance  here  involved  was  unreasonable  on  the 
same  grounds  as  those  upon  which  the  like  and  simultaneous  advance 
from  adjacent  territory  was  condenmed.  The  sole  question,  there- 
fore, for  present  determination  is  the  right  of  complainant  to  repara- 
tion on  account  of  shipments  made  during  the  period  stated  when 
the  advance  was  in  force. 

In  the  autimm  of  1901  the  Katil  Lumber  Company,  then  known  as 
the  Sample  Lumber  Company,  found  that  the  supply  of  timber  adja- 
cent to  its  mills  at  Hollins,  Ala.,  on  the  line  of  Central  of  Georgia 
Railway,  was  exhausted.  Another  tract  of  timber  containing  35,000 
acres  was  purchased  in  Coosa  coimty,  within  the  angle  made  by  the 
crossing  of  the  lines  of  the  Central  of  Georgia  and  the  Louisville  & 
Nashville  at  Sylacauga;  but  this  timber  was  not  immediately  adjacent 
to  either  raiboad.  The  situation  was  as  follows :  Complainant's  mills 
at  Hollins  could  be  supplied  with  logs  from  the  forest  only  by  building 
a  railroad  for  their  transportation,  in  which  event  the  Central  of  Geor- 
gia would  retain  the  initial  haul  as  theretofore;  or  the  lumber  company 
might  remove  its  plant  to  some  point  on  the  line  of  the  Louisville  & 
Nashville  and  build  a  tap  line  thence  to  the  timber.  The  decision  of 
the  lumber  company  turned  upon  the  question  as  to  which  carrier 
would  offer  the  more  advantageous  terms  with  respect  to  transpor- 
tation. Early  in  November,  1901,  the  lumber  company  entered  into 
a  contract  with  the  Central  of  Georgia,  the  details  of  which  are  as 
follows: 

The  Central  of  Georgia  Railway  Company  covenanted: 

1.  To  fumiflh  all  of  the  material  to  build  the  railroad  from  Kaup's  switch  (afterwards 
called  Overbrook),  to  the  property  line  of  the  lumber  company,  a  distance  of  about  5 
milee. 

2.  To  construct  the  necessary  sidetrack  as  Kaup's  switch  and  to  shift  and  handle 
can  between  the  Central  of  Geoigia  Railway  and  the  Limiber  Railroad. 

3.  To  furnish  free  the  cars  to  haul  the  logs  to  the  mill  of  the  lumber  company. 

4.  To  handle  the  cars  so  furnished  from  Kaup's  switch  to  the  mill  at  Hollins  free  d 
cost. 

5.  To  allow  the  lumber  company  2  cents  per  100  pounds  on  all  lumber,  laths,  and 
shingles  "manufactiu^  by  the  said  limiber  company  at  Hollins,  and  shipped  there- 
from, or  hauled  by  the  lumber  company  to  Kaup's  switch,  and  there  delivered  to  the 
Central  of  Georgia,  and  this  amount  of  2  cents  per  100  pounds  is  fixed  without  regard 
to  the  terminal  point  to  which  said  material  shall  be  shipped." 

6.  The  rate  on  lumber,  laths,  and  shingles,  shipped  by  the  lumber  company  not  to 
be  greater  than  the  rate  on  the  same  material  from  Sylacauga. 

7.  To  carry  the  lumber  company's  supplies  free  of  charge  from  Hollins  to  Kaup't 
switch. 

8.  To  pennit  the  lumber  company  to  maintain  a  wire  on  the  poles  of  the  Central  d 
Georgia  on  its  right  of  way  between  Hollins  and  Kaup's  switch. 

9.  To  transport  free  the  logging  engine,  and  log  loader  of  the  lumber  company 
"^tween  Kaup's  switch  and  Hollins  whenever  in  need  of  repairs. 
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The  covenants  on  the  part  of  the  lumber  company  were: 

1.  To  build  and  maintain  a  track,  and  furnish  the  right  of  way  for  the  railroad,  into 
the  timber  lands  of  the  lumber  company. 

2.  To  ship  over  the  lines  of  the  Central  of  Georgia  all  of  the  lumber,  laths,  and  shin- 
gles manufactured  by  the  lumber  company  at  Hollins  and  hauled  by  it  over  the  line 
of  the  railroad  to  be  built  under  the  contract. 

The  only  modification  in  the  contract  above  set  forth  has  been 
that  the  Central  of  Georgia  does  not  now  actually  handle  the  cars 
from  Kaup's  switch  to  the  mill  at  Hollins,  but  furnishes  an  engine 
which  is  manned  by  the  lumber  company  and  used  by  it  to  haul  the 
cars  between  Eaup's  switch  and  the  mill  at  Hollins. 

This  contract  will  not  expire  until  January  1,  1917,  imless  sooner 
abrogated  by  consent  of  both  parties,  and  under  it  the  complainant 
had  received  from  the  Central  of  Georgia  Railway  Company  about 
$146,000  up  to  the  summer  of  1908.  How  much  more  has  been 
received  by  it  since  that  time  the  record  does  not  disclose,  but  the 
fact  is  clear  that  the  payments  still  continue. 

Complainant,  while  admitting  that  the  Sylacauga  &  Wetumpka 
Railroad  has  no  separate  corporate  existence,  insists  that  it  is  a 
common  carrier  and  as  such  is  entitled  to  participate  in  the  estab- 
lishment and  division  of  through  rates  and  that  the  allowances  to  it 
under  tliis  contract  were  and  are  legitimate  divisions.  With  the 
consent  and  authorization  of  the  Eaul  Limiber  Company,  the  Central 
of  Georgia,  both  before  and  subsequent  to  said  advance  in  rates,  filed 
so-called  joint  rates  showing  the  Sylacauga  &  Wetumpka,  formerly 
the  Hollins,  Hefflin  &  Sylacauga  Railroad,  as  a  participating  party 
thereto. 

From  1901  until  May  19,  1905,  the  rates  from  Hollins  and  from 
Wildwood  were  the  same.  Wildwood  was  and  is  the  ostensible  bill- 
ing station  on  the  Sylacauga  &  Wetimipka  for  all  liunber  cut  in  the 
forest  by  the  Eaul  Limiber  Company,  milled  at  Hollins  and  trans- 
ported over  th^  rails  of  the  Central  of  Georgia.  Wildwood,  however, 
is  a  movable  name  for  the  Itunber  camp;  it  was  in  one  place  yester- 
day, is  in  another  to-day,  and  will  be  farther  in  the  woods  to-morrow; 
as  a  name  it  is  truly  descriptive  and  means  the  extreme  end  of  the 
Sylacauga  &  Wetmnpka  as  it  is  extended  into  the  woods  from  time 
to  time  to  reach  the  logs.  On  May  19,  1905,  while  the  advanced 
rates  now  the  subject  of  complaint  were  in  effect,  the  rates  from 
Wildwood  and  from  all  stations  on  the  Sylacauga  &  Wetumpka  were 
made  3  cents  higher  than  from  Hollins.  We  need  not  consider  the 
purpose  of  this  increase  in  rates  but  merely  note  in  passing  that  the 
3  cents  advance  inured  to  the  benefit  of  the  Sylacauga  &  Wetumpka 
alone,  and  that  its  divisions  on  all  traffic  became  at  once  3  cents, 
under  the  tariff,  phis  2  cents  under  the  contract,  or  a  total  of  5  cents. 
With  respect  to  its  own  traffic  this  was  a  mere  matter  of  bookkeeping, 
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but  there  were  at  that  time  independent  operators  shipping  forest 
products  on  its  Une.  On  March  19,  1907,  the  published  rate  from 
Wildwood  was  reduced  to  2  cents  higher  than  from  HoUins,  but  no 
reduction  was  made  in  the  rate  from  the  intermediate  stations. 
May  20,  1909,  the  Wildwood  rate  was  made  the  same  as  that  from 
HoUins,  but  the  other  stations  on  the  Sylacauga  &  Wetumpka  Bail- 
road  still  carry  the  extra  burden  of  3  cents  per  100  pounds  over  the 
HoUins  rate.  The  testimony  indicates  that  such  competition  as 
formerly  existed  with  the  Kaul  Limiber  Company  along  the  line  of 
the  Sylacauga  &  Wetimipka  has  shrunken  to  inconsiderable 
proportions. 

This  is  not  an  appUcation  by  one  carrier  for  the  apportionment  or 
division  of  a  joint  rate,  for  the  lumber  company  and  the  Central  of 
Geoigia  Railway  Company  have  agreed  as  to  the  division,  not  only 
once  but  repeatedly;  but  the  complaint  before  us  is  for  reparation 
because  of  an  unreasonable  rate.  All  the  lumber  of  complainant 
was  delivered  to  the  Central  of  Georgia  at  HoUins  imder  the  waybilk 
of  the  Sylacauga  &  Wetumpka  Railroad  from  "WUdwood."  As  so 
biUed  the  rate  assessed  on  the  shipments  was  the  same  as  the  HoUins 
rate,  or  3  cents  or  2  cents  higher,  as  above  shown;  for  the  transpor- 
tation of  lumber  biUed  from  "WUdwood"  to  any  point  the  Central 
of  Georgia  received  in  every  instance  exactly  2  cents  less  than  the 
publish^  rates  from  HoUins,  for  the  Kaul  Lumber  Company  retained 
the  extra  3  cents  or  2  cents  for  the  haul  over  its  own  line,  the  Syla- 
cauga  &  Wetumpka,  and  received  in  addition  thereto  2  cents  out  of  the 
through  rate  without  regard  to  the  destination  of  the  shipment. 
There  is  no  aUegation  that  any  of  the  rates  from  the  territory  in 
question  were  unreasonable  except  in  and  to  the  extent  of  said 
advance  of  2  cents  whUe  in  effect  between  the  dates  named.  Disre- 
garding the  form  and  looking  to  the  substance  of  the  rates,  it  is  clear 
that  whoever  else  may  have  paid  such  unreasonable  and  excessive 
rates  the  Kaul  Liunber  Company  did  not.  If,  on  the  other  hand, 
we  could  disregard  the  substance  and  look  only  to  the  form  of  the 
transaction  we  would  find  it  difficult  to  enter  an  award  of  damages 
to  complainant  on  account  of  rates  in  the  establishment  and  division 
of  which  it  was  a  party. 

The  contention  made  by  the  complainant  that  its  road,  the 
Sylacauga  &  Wetumpka  Railroad,  was,  and  is,  a  common  carrier  is 
supported  by  the  laws  of  the  state  of  Alabama,  and  by  the  filing  of 
tariffs  and  concurrences  in  tariffs  with  this  Conmussion.  There  may 
be  other  things  in  the  record  making  either  for  or  against  the  con- 
tention that  this  road  is  a  common  carrier,  but  we  do  not  consider 
that  it  is  necessary  at  this  time  for  us  to  pass  upon  the  question. 

Under  the  laws  of  the  state  of  Alabama  the  Kaul  Lumber  Com- 
pany, in  constructing  its  railroad,  was  given  the  ordinary  rights  of  a 
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oommon  carrier  and  the  burdens  pertaining  to  such  a  carrier  were 
imposed  upon  it  with*  respect  to  its  road.  The  Sylacauga  & 
Wetumpka  RaiLroad  has  concxirred  in  certain  tariffs  filed  with  this 
Commission,  and  to  that  extent  it  may  have  put  itself  in  position  to 
be  held  accountable  under  the  federal  law  and  to  independent  ship- 
pers on  its  line.  We  believe  that  all  the  demands  of  substantial 
justice  and  the  true  right  of  the  matter  compel  us  to  hold  that 
whereas  it  may  be  a  common  carrier  with  respect  to  the  public  at 
large,  in  the  transportation  of  logs  and  other  forest  products  from 
the  forest  to  the  complainant's  mill,  the  services  of  the  Sylacauga  & 
Wetumpka  Railroad  in  the  transportation  from  the  forest  to  com-  * 
plainant's  mill  of  these  products,  which  is  the  basis  of  this  claim, 
was  a  plant-facility  service  for  the  complaining  company. 

We  find  no  basis  in  the  facts  of  this  case  for  an  award  of  reparation, 
and  the  case,  therefore,  will  be  dismissed. 

Pbouty,  Commissioner,  concurring: 

I  concur  in  the  disposition  of  this  case,  but  not  in  the  ground  upon 
which  it  is  put. 

The  opinion  states  that  whether  the  Sylacauga  &  Wetumpka  Rail- 
road may  or  may  not  be  a  common  carrier  is  immaterial.  To  tins  I 
do  not  agree,  since  if  it  be  a  common  carrier  it  should  not,  in  my 
opinion,  be  r^arded  as  a  plant  f  acihty  of  the  Kaul  Lumber  Company. 

Whether  a  railroad  in  a  particular  case  should  be  treated  as  a  plant 
f acihty  may  depend: 

1.  Upon  the  character  of  the  service  which  it  performs.  In  the 
(General  Electric  case,  14  I.  C.  C.  Rep.,  237,  the  SdLvay  Process  case,  14 
I.  C.  C.  Rep.,  246,  and  the  Crane  Iron  Works  case,  17  I.  C.  C.  Rep., 
514,  this  was  the  controlling  consideration.  While  it  may  be  diffi- 
cult to  draw  the  exact  line  of  demarcation  between  the  spotting  of 
cars  upon  the  private  switch  of  an  industry  and  the  moving  of  cars 
from  point  to  point  within  the  territory  covered  by  a  great  industrial 
plant,  still  the  Commission  has  said  in  the  above  cases,  and  correctly 
as  it  seems  to  me,  that  the  distinction  does  exist. 

Now,  in  the  case  before  us  the  thing  done  is  properly  the  function 
of  a  common  carrier  and  not  necessarily  of  a  plant  facihty.  Great 
quantities  of  logs  are  transported  to  mills  for  manufacture  by  railroads 
as  common  carriers  under  published  tariffs. 

2.  A  railroad  may  be  a  plant  faciUty  because  it  serves  only  a  par- 
ticular industry.  Uad  this  railroad  been  exclusively  engaged  in  the 
transportation  of  logs  from  the  forest  to  the  mill  of  the  lumber  com- 
pany, or  had  that  been  so  nearly  its  exclusive  business  that  it  could 
not  be  properly  regarded  as  a  common  carrier,  then  it  would  be  a  part 
of  the  plant  of  the  Kaul  Lumber  Company,  and  therefore  a  plant 
facility. 
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When,  however,  it  ceases  to  be  a  private  adjunct  of  this  industry 
and  becomes  a  servant  of  the  pubUc,  subject  to  pubUc  regulation, 
operated  under  pubUc  supervision,  it  is  no  longer  a  mere  appei^dage 
of  this  mill  but  a  public  institution.  Under  these  circumstances  it  is 
not  a  plant  facility  with  respect  to  those  operations  which  are  property 
the  function  of  a  conmion  carrier. 

And  the  appUcation  of  this  rule  can  create  no  unjust  discrimina- 
tion between  the  Kaul  Lumber  Company  and  any  other  lumber 
company,  so  long  as  the  division  allowed  that  railroad  for  the  per- 
formance of  this  service  by  its  connection  is  not  undue.  The  case 
shows  that  mills  were  located  upon  the  Sylacauga  &  Wetumpka 
Railroad,  whose  product  was  carried  by  that  railroad  to  market. 
Compare  one  of  these  mills  with  the  mill  of  the  lumber  company. 
The  Kaul  Company  performs  the  service  in  each  case,  and  in  each 
case  it  receives  for  that  service  2  cents  per  100  pounds.  In  each  case 
the  cost  of  performing  the  service  plus  a  reasonable  profit  is  2  cents 
per  100  pounds.  The  Kaul  Lumber  Company  therefore  receives 
from  the  railroad  company  2  cents  per  100  pounds  which  its  rival  does 
not,  and  pays  out  exactly  that  sum  in  the  performance  of  a  service 
which  its  rival  does  not  perform.  There  is  therefore  no  advantage  in 
favor  of  either. 

If,  upon  the  other  hand,  the  Kaul  Lumber  Company  were  denied 
a  division  upon  the  transportation  of  its  own  product,  it  would  be  at 
a  disadvantage,  since  it  would  pay  the  same  rate  as  its  competitor 
while  to  secure  that  rate  it  would  be  obliged  to  expend  2  cents  per 
100  pounds  while  its  competitor  expended  nothing. 

I  do  not  think  that  the  Kaul  Lumber  Company  is  estopped  from 
attacking  this  through  rate  as  imreasonable  by  the  fact  that  the 
Sylacauga  &  Wetumpka  Railroad  concurred  in  the  tariff. 

The  law  of  Alabama  permitted  this  company  to  construct  a  rail- 
road, which,  when  constructed  and  in  operation,  was  a  conmion 
carrier  and  subject  to  all  the  obligations  of  a  common  carrier  to  the 
general  public.  Neither  that  railroad  nor  the  Kaul  Lmnber  Com- 
pany had  any  voice  in  this  2-cent  advance;  nor  did  it  derive  any 
benefit  from  that  advance.  I  can  not  believe  that  it  was  the  duty  of 
that  railroad,  under  the  circumstances,  to  decline  to  join  in  that 
tariff  and  thereby  to  deprive  these  other  miUs  which  were  located  upon 
its  line  of  the  benefits  of  a  through  rate  and  of  that  through  service 
which,  under  the  statute,  it  was  boimd  to  accord  to  them  as  shippers. 
It  was  the  duty  of  that  railroad  to  join  in  these  tariffs  under  the 
circiunstances,  and  it  was  the  right  of  every  shipper  upon  its  Une, 
including  the  Kaul  Limiber  Company,  to  attack  the  rate  so  estab- 
lished as  unreasonable.  This  railroad  has  become  a  public  servant 
and  in  so  far  as  it  performs  a  pubUc  service  it  stands  related  to  the 
^%ul  Limiber  Company  as  it  does  to  eveiy  other  shipper. 
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It  appears  that  there  were  certam  other  mills  located  upon  the 
Sylacauga  &  Wetumpka  Railroad  at  which  forest  products  were  manu- 
factured in  competition  viiih  the  Kaul  Liunber  Company.  After  the 
2-cent  advance  by  the  main-line  roads  the  rate  was  stiU  further 
advanced  by  3  cents  per  100  pounds  from  all  points  upon  the  Syla- 
cauga &  Wetumpka  Railroad.  This  advance  was  made  at  the 
request  of  that  company,  and  the  entire  amount  of  that  advance  was 
retained  by  that  company.  After  the  advance  the  Sylacauga  & 
Wetumpka  Railroad  received  from  its  main-line  connections,  not 
2  cents,  but  5  cents  per  100  pounds  by  way  of  a  division. 

The  manifest  purpose  of  this  action  upon  the  part  of  the  Kaul 
Lumber  Company  was  to  secure  an  advantage  of  3  cents  per  100 
potmds  as  against  its  competitors  who  were  operating  upon  its 
railroad,  and  such  was  the  manifest  result  of  the  transaction.  Assum- 
ing, as  we  must,  that  2  cents  per  100  pounds  was  a  just  and  reasonable 
division  between  this  railroad  and  its  connections,  the  transaction 
above  stated  was  not  only  technically  unlawful  but  disreputable  in 
fact,  and  both  the  Sylacauga  &  Wetumpka  Railroad  and  the  main 
line  railroad  ought  to  be  responsible  to  the  industries  aflfected.  It  is 
because  situations  of  this  kind  should  be  effectively  dealt  with  that. 
I  believe  this  Commission  shoidd  hold  that  such  roads  are  common 
carriers  and  should  exercise  jurisdiction  over  them  as  such  whenever 
that  can  properly  be  done.  Had  any  of  these  mills  called  our  atten- 
tion to  this  transaction  we  ought  certainly  to  have  granted  speedy 
and  effective  relief. 

Assuming  that  the  2-cent  advance  was  proper,  but  that  the  3-cent 
advance  was  improper,  as  should  be  done,  in  this  proceeding,  since  this 
latter  increase  was  at  the  request  and  for  the  benefit  of  the  Kaul 
Lumber  Company  and  its  railroad,  it  will  be  seen  that  the  net  result 
was  to  give  the  Kaul  Lumber  Company,  as  the  owners  of  the  Syla- 
cauga &  Wetumpka  Railroad,  a  division  out  of  a  reasonable  through 
rate,  which  was  1  cent  per  100  pounds  more  than  that  to  which  it 
was  fairly  entitled. 

The  Kaul  Lumber  Company  through  its  railroad  has  imposed  upon 
its  competitor  a  certain  rate  and  it  can  not  be  heard  to  say  in  this 
proceeding  that  it  ought  not  to  pay  the  same  rate  itself.  That  being 
so,  it  has  already  received  from  these  main-line  roads  more  than  a 
reasonable  sum  for  the  performance  of  its  service,  and  it  ought  not  to 
be  awarded,  under  the  guise  of  reparation,  a  stiU  greater  sum. 

20LaaB«ii. 


458  IHTEBSTATE  COMMERCE  COMMISSION  BEPOBTB. 


No.  3583. 
SOUTHWESTERN  PRODUCE  DISTRIBUTERS  ET  AL. 

V. 

WABASH  RAILROAD  COMPANY. 


SubmiUed  Manh  6, 1911.    Decided  March  11, 1911, 


1.  The  public  statioiis,  depots,  and  grounds  of  carriers  to  a  certain  extent  are  also 

their  private  property  subject  to  tiieir  own  control  with  respect  to  any  private 
business  carried  on  in  or  upon  them,  provided  the  use  so  made  <d  the 
property  is  in  itself  reasonable  and  contributes  to  the  public  convenience  or 
to  the  advantage  of  the  carrier  without  creating  preferences  or  discriminatioDs 
as  between  diippers  or  travelers. 

2.  Station  restaurants,  news  stands,  barber  diope,  and  siinilar  private  enterprises  at 

railroad  terminals,  ordinarily  conducted  by  outside  interests,  add  to  the  con- 
venience of  the  public  before  the  transportation  by  the  earner  has  commenced 
or  after  it  has  been  completed,  and  are  no  part  of  the  service  undertaken  by  the 
carrier  for  the  public  under  its  published  tari£ts. 

3.  Upon  complaint  by  a  rival  auction  company  demanding  at  the  St.  Louis  terminals 

of  the  defendant  the  same  bunlities  for  conducting  its  business  as  an  auctioned 
of  fruits  and  vegetables  that  are  accorded  exclusively  to  another  auction  com- 
pany; Held,  That  the  complaint  is  without  merit,  the  proof  showing  that  the 
latter  company  offers  its  services  to  all  shippers  at  a  uniform  rate  and  without 
preference  or  discrimination. 

Oeorgt  E,  Mix  for  complainants. 
N.  8.  Brown  for  defendant. 

Report  of  thb  Commission. 

Harlan,  Commissioner: 

For  some  years  the  American  Central  Fruit  Auction  Company,  her^ 
inafter  for  brevity  referred  to  as  the  American  Company,  has  been  per- 
mitted  to  conduct  its  business  as  an  auctioneer  of  fruit  and  vege- 
tables on  the  terminal  premises  of  the  defendant  at  St.  Louis.  From 
time  to  time  as  its  own  convenience  required  the  defendant  has 
moved  the  business  from  one  building  to  another;  it  is  now  quartered 
in  one  of  its  warehouses,  about  160  feet  long  by  40  feet  wide.  Be- 
sides having  the  use  of  the  ground  floor  of  this  building  the  auction 
company  is  given  space  for  its  general  offices  on  the  second  floor; 
additional  space  in  an  adjoining  building  b  also  available  when 
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quired  by  the  volume  of  the  shipments  received.  The  fruits  and 
v^etabies  are  ordinarilj  unloaded  into  the  warehouse,  and  stated 
auctions  are  held  there  on  Monday,  Wednesday,  and  Friday  of  each 
week.  Under  its  arrangement  with  the  defendant  the  auction  com- 
pany is  permitted  to  sell  only  such  fruits  and  vegetables  as  are  re- 
ceived at  St.  Louis  over  the  lines  of  the  defendant  or  reach  St.  Louis 
over  other  lines  from  noncompetitive  territory.  The  record  discloses 
no  element  of  discrimination  as  between  the  different  shippers  that 
wish  to  use  the  auction  company's  services.  Nor  are  we  advised 
that  any  complaint  has  been  made  of  the  manner  in  which  its  duties 
are  performed.  It  makes  a  uniform  charge  of  2^  per  cent  of  the 
amount  reaUzed  at  the  sale. 

The  defendant  explains  and  justifies  the  arrangement  on  the 
ground  that  it  makes  its  terminals  at  St.  Louis  more  useful  to  ship- 
pers and  serves  as  an  inducement  to  them  to  ship  over  its  lines. 

The  complaint  was  filed  by  the  Southwestern  Produce  Distrib- 
uters, a  voluntary  association  of  dealers  in  fruits  and  vegetables, 
closely  afTiliated  with  the  St.  Louis  Fruit  Auction  Company,  here- 
inafter referred  to  as  the  St.  Louis  Company.  It  quickly  appeared 
at  the  hearing  that  the  latter  company,  organized  to  compete  with 
the  American  Company,  was  the  real  party  in  interest,  and  an  order 
was  thereupon  entered  making  it  a  co-complainant.  It  is  in  fact 
the  principcd  complainant.  The  real  object  of  the  proceeding,  fully 
disclosed  as  the  hearing  progressed,  was  to  compel  the  defendant  to 
set  aside  a  warehouse  for  its  use,  or  a  part  of  the  same  warehouse 
that  is  used  by  the  American  Company,  so  that  it  also  may  conduct 
a  business  of  auctioning  fruits  and  vegetables  at  the  defendant's 
terminals.  During  the  course  of  his  testimony  the  president  of 
the  St.  Louis  Company  explained  the  purpose  of  the  complaint  by 
saying  that  his  company  demanded  the  same  facilities  that  are 
accorded  the  American  Central  Fruit  Auction  Company  in  the  ter- 
minal freight  houses  of  the  Wabash  in  St.  Louis.  He  suggested 
also  that  in  order  to  avoid  confusion  the  St.  Louis  Company  could 
hold  its  auctions  in  the  same  warehouse  on  the  days  of  the  week 
when  no  auctions  wore  held  by  the  American  Company,  namely,  on 
Tuesday,  Thursday,  and  Saturday.  It  was  said,  however,  that  the 
American  Company  requires  the  substantial  use  of  the  warehouse 
during  the  entire  week,  the  unloading  of  the  cars  ordinarily  being 
done  during  the  day,  or  through  the  afternoon  and  night,  pre- 
ceding its  auctions.  The  St.  Louis  Company,  on  the  other  hand, 
insisted  that  arrangements  could  be  made  so  that  both  companies 
could  use  the  same  warehouse  without  any  substantial  inconven- 
ience to  either.  As  an  assertion  of  the  right  to  enjoy  equal  privi- 
leges with  the  American  Company  in  the  defendant's  warehouse,  the 
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St.  Louis  Company  endeavored,  before  filing  the  complaint,  to  con- 
duct an  auction  sale  there  without  the  consent  either  of  the  defend- 
ant or  of  the  American  Company.  But  its  employees  were  forcibly 
ejected  from  the  place  by  the  police.  It  is  understood  that  the  effort 
was  made  in  aid  of  this  record  and  as  laying  a  foundation  for  the 
all^ation  that  the  defendant  had  refused  to  accord  the  St.  Louis 
Company  equal  privileges  at  its  St.  Louis  terminals  for  conducting 
its  business  as  an  auctioneer,  and  in  so  doing  was  guilty  of  an  undue 
and  an  unlawful  discrimination  against  it,  as  well  as  against  the 
Southwestern  Produce  Distributers,  the  members  of  which,  as  is 
alleged,  desire  to  use  the  services  of  the  St.  Louis  Company  instead 
of  being  compelled  to  avail  themselves  of  the  services  of  the  American 
Company. 

An  occasional  carload  of  produce  is  billed  to  the  American  Com- 
pany to  be  sold  by  it  at  auction,  and  it  thus  appears  on  the  shipping 
records  as  a  consignee.  This  happens  but  rarely  and  only  throu^ 
inadvertence,  as  we  are  assured.  Except  in  such  instances  we  do 
not  understand  that  it  is  a  shipper  even  in  form  or  that  it  has  any 
interest,  beyond  its  commission,  in  the  fruits  and  vegetables  that  it 
sells  at  auction.  We  were  given  to  understand  that  it  is  entirely 
independent  of  shippers  and  shipping  interests,  and  has  no  relation 
with  the  defendant  or  its  officers.  We  also  understand  that  the 
defendant  receives  no  compensation  from  the  American  Company 
for  the  use  of  the  warehouse  or  for  the  privilege  of  conducting  an 
auction  business  on  its  terminal  property. 

The  auction  sales  are  not  in  any  sense  held  on  behalf  of  the  defend* 
ant  and  therefore  have  no  relation  to  the  transportation  service  that  it 
undertakes  and  offers  to  shippers.  They  are  simply  a  convenience  of 
which  shippers  may  avail  themselves  after  the  service  of  transporta- 
tion has  been  concluded.  It  is  somewhat  analogous  to  the  station 
restaurant,  news  stand,  barber  shop,  and  other  conveniences  which 
travelers  arriving  at  a  station  may  make  use  of  if  they  so  desire. 
They  are  enterprises  that  outsiders  are  frequently  permitted  to  engage 
in  at  railroad  terminals,  not  as  a  part  of  the  service  that  the  carrier 
renders  the  public  but  as  something  that  adds  to  the  general  con- 
venience of  the  public.  The  telegraph,  telephone,  transfer,  and  cab 
offices  ordinarily  found  in  passenger  stations  rest  upon  the  same 
general  basis.  They  add  to  the  convenience  of  the  passenger  before 
the  transportation  by  the  carrier  has  commenced  or  after  it  has  been 
completed,  without  adding  to  the  service  undertaken  by  the  carrier 
for  the  traveler  under  its  published  rates. 

Such  being  the  nature  of  the  business  carried  on  by  the  American 
Company  at  the  St.  Louis  terminals  of  the  defendant,  a  convenience 
of  which  all  shippers  of  fruits  and  v^etables  may  avail  themselves 

20i.aaR4i>. 


80UTHWB8TEBN  PBODUCB  DI8TBIBUTBB8  V.  WABASH  B.  B.  00.   461 

or  not,  as  they  choose,  but  which  is  wholly  apart  from  the  service  of 
transportation  performed  by  the  defendant,  the  question  arises 
whether  the  St.  Louis  CJompany  has  a  l^al  right  to  demand  equal 
facilities  for  conducting  the  same  business  upon  the  terminal  premises 
of  the  defendant.  If  it  may  predicate  an  all^ation  of  unlawful  dis- 
crimination against  it  by  the  defendant  because  the  American  Com- 
pany has  been  given  an  exclusive  privilege  of  conducting  auctions  on 
the  terminal  premises  of  the  defendant,  it  would  seem  to  foUow  that 
all  other  auction  companies  that  may  hereafter  be  organized  in  St. 
Louis  may  abo  demand  the  same  privilege.  If  one  barber  is  per- 
mitted to  open  a  shop  in  the  passenger  station  of  a  carrier,  other  bar- 
bers, if  the  complainant's  contention  be  sound,  may  demand  Uke 
facihties;  and  if  a  railroad  company  permits  a  restaurant  or  any  other 
enterprise  of  that  nature  to  be  carried  on  in  a  passenger  station  or  a 
freight  depot  for  the  general  convenience  of  the  traveling  and  ship- 
ping pubUc,  it  must  assign  space  and  equal  facihties  to  all  who  may 
apply,  so  that  they  also  may  enjoy  an  opportunity  of  serving  the 
pubhc  in  the  same  way  and  at  the  same  place.  The  mere  statement 
of  the  proposition  seems  to  require  its  denial  as  a  legal  right.  While 
a  common  carrier  must  serve  the  traveling  and  the  shipping  pubhc  on 
equal  terms  and  without  discriminations  or  preferences,  we  have  not 
understood  that,  in  undertaking  to  perform  certain  duties  for  those 
who  travel  or  ship  their  merchandise  over  its  lines,  it  assumes  any 
obligations  to  those  who  do  neither  the  one  nor  the  other.  Certainly 
if  any  such  obligations  exist  they  are  not  to  be  found  in  the  act  to 
r^ulate  commerce  and  are  therefore  beyond  our  power  to  enforce  or 
r^ulate.  Our  authority  under  the  act,  in  a  broad  and  general  sense, 
extends  only  to  the  relations  between  carriers  and  those  who  travel  or 
who  ship  their  merchandise  over  their  lines.  In  performing  these 
services  for  the  pubhc  the  property  of  a  carrier  is  subjected  to  a 
pubhc  use  that  we  may  regulate  and  control  in  the  pubhc  interest 
and  for  the  correction  of  abuses  in  the  way  of  discriminations  and 
preferences.  But  to  a  certain  extent  the  pubUc  stations,  depots,  and 
grounds  of  carriers  are  also  their  private  property,  subject  to  their 
ovm  control  with  respect  to  any  private  business  carried  on  in  or  upon 
them,  provided  that  what  is  thus  done  for  the  pubhc  is  in  itself  a  rea- 
sonable use  of  the  property  and  contributes  to  tlie  pubhc  conven- 
ience or  to  the  advantage  of  the  carrier.  To  that  extent  we  seem  to  be 
without  authority,  unless  in  some  way  such  use  of  a  terminal  property 
creates  preferences  or  discriminations  as  between  shippers  or  travelers. 

The  right  to  grant  exclusive  privileges  of  this  general  nature  in 
passenger  stations  has  been  much  discussed  in  the  courts  both  of 
this  country  and  of  England,  and  has  generally  been  sustained, 
although  in  a  few  of  our  states  it  has  been  denied.     The  prior  cases 
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on  the  subject  have  been  collated  and  many  of  them  reviewed  in 
Donovan  v.  Pennsylvania  Co.,  199  U.  S.,  279.  In  that  case  the 
Pennsylvania  Company  had  made  an  arrangement  with  the  Par- 
melee  Transfer  Company  to  furnish,  at  its  passenger  station  in 
Chicago,  all  vehicles  necessary  for  the  accommodation  of  passengers 
arriving  on  its  trains.  The  question  at  issue  was  whether  it  could 
legally  exclude  from  its  depot  grounds  and  passenger  station  hackmen 
and  expressmen  coming  there  for  the  purpose  of  soliciting  for  them- 
selves the  custom  and  patronage  of  passengers.  The  right  to  make 
an  exclusive  contract  with  a  particular  transfer  company  to  supply 
vehicles  to  its  passengers  was  sustained,  the  court  saying,  page  299: 

There  are  cases  to  the  contrary,  but  in  our  opinion  the  better  view,  the  one  8ii»- 
tained  by  the  clear  weight  of  authority  and  by  sound  reason  and  public  policy,  ia 
that  which  we  have  expressed. 

Upon  consideration  of  the  whole  record  we  think  that  the  St. 
Louis  Company  has  no  standing  before  us  to  demand  any  such  relief 
as  it  asks.  We  take  the  same  view  of  the  complainants,  the  Souths 
western  Produce  Distributers,  who  contend  that  they  have  the  ri^t 
to  have  the  St.  Louis  Company  installed  on  the  terminal  premises  of 
the  defendant  in  order  that  they  may  use  its  services  as  an  auctioneer 
rostead  of  handing  their  fruits  and  vegetables  over  to  the  American 
Company  to  be  sold  at  auction.  We  think  that  no  such  right  exists. 
The  auction  sales  conducted  by  the  American  Company  are  open  to 
aU  shippers  of  fruits  and  vegetables  on  equal  terms  and  without  dis- 
crimination. It  is  a  matter,  as  we  have  shown,  that  is  wholly  outside 
and  apart  from  the  service  of  transportation  performed  by  the 
defendant.  The  company  was  permitted  to  establish  itself  there  for 
the  general  convenience  of  all  shippers  over  the  line  of  the  defendant. 
This  is  a  reasonable  use  for  the  defendant  to  make  of  its  property, 
and,  in  the  absence  of  some  abuse  or  discrimination  against  him  on 
the  part  of  the  American  Company,  it  is  clear  that  the  individual 
shipper  has  no  right  to  demand  that  another  auctioneer  whom  he  pre- 
fers for  some  reason  shall  also  be  admitted  to  the  terminal  premises 
of  the  defendant  for  the  purpose  of  conducting  an  auction  business. 
It  is  scarcely  necessary  to  add  that  we  assume  that  all  the  facta 
respecting  the  relations  of  the  American  Company  with  the  defendant 
and  with  shippers  have  been  disclosed  on  the  record.  It  is  also 
understood  that,  except  in  occasional  cases,  due  wholly  to  inadvert- 
ence, the  American  Company  is  not  the  consignee  of  the  fruits  and 
vegetables  which  it  sells  at  auction.  Should  the  practice  in  that 
regard  be  otherwise,  the  case  might  stand  in  quite  a  different  light. 

The  complaint  must  be  dismissed,  and  it  will  be  so  ordered. 
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No.  1675. 
RAILROAD  COMMISSION  OF  TEXAS 

V. 

ATCHISON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY 

ET  AL. 


Submitted  April  16, 19 fO.    Decided  February  ft,  1911. 


Upon  complaint  against  the  advanced  class  and  commodity  rates  from  81  Lonis  to 
Texas  common  points,  made  effective  on  Angnst  10, 1908,  by  the  carriers  com- 
prising the  Southwestern  Tariff  Committee  and  their  connections,  and  after 
careful  consideration  of  the  record,  having  in  mind  the  interest  of  the  public, 
of  shippers,  and  of  such  of  the  defendant  lines  as  draw  their  revenues  largely 
if  not  entirely  from  those  rates,  it  is  Held: 

1.  That  the  advanced  rates  as  a  whole  have  not  so  increased  the  revenues  of  the 

defendants  as  to  make  them  extortionate  or  to  yield  earnings  that  are  unduly 
large,  as  alleged;  and  that  no  grounds  have  been  shown  for  any  substantial 
distorbance  of  them. 

2.  That  the  advanced  commodity  rates  as  a  whole  are  not  unreasonable,  it  being 

understood  that  any  particular  rate  or  set  of  rates  in  those  schedules  are  stiU 
open  to  attack  apon  any  of  the  groands  ordinarily  assigned  in  chaUengiog  the 
reasonableness  of  rates. 

3.  That  the  present  class  rates  from  St  Louis  to  Texas  common  points  are  unreason- 

able and  unduly  discriminatory,  and  that  just  and  reasonable  class  rates  for 
the  future  between  said  points  should  not  exceed  those  set  forth  in  the  report 

Jewel  P.  Lvghtfooty  attorney  general  of  Texas,  James  D.  Walthall 
and  R.  E.  Crawford^  assistant  attorneys  general,  and  S,  II.  Cowan  for 
complainant. 

Robert  Dufdapy  J.  W.  Terry^  and  N.  A.  Stedman  for  Atchison, 
Topeka  &  Santa  Fe  Railway  system. 

E.  B.  Peirce  for  Chicago,  Bock  Island  &  Pacific  Railway  Company 
and  subsidiary  lines,  and  El  Paso  &  Southwestern  system. 

FredH.Wood,  C.  H.  Toakum^vdAR.  C.  2>t^  for  SU  Louis  &  San 
Francisco  Railroad  Company  and  subsidiary  lines. 

F.  C.  DiUard^  U.  M.  Garwood,  and  J.  P.  Blair  for  Southern 
Pacific  lines. 

James  Hagerman;  Joseph  M.  Bryson;  Colce^  liiUer  dk  Coke;  and 
A.  n.  McRiight  for  Missouri,  Kansas  &  Texas  Railway  Company  and 
its  lines  in  Texas. 
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James  C.  Jeffery^  Martin  Z.  Clardy^  and  Alexander  O.  Cochran  for 
Missouri  Pacific  Railway  Company  and  St.  Liouis,  Iron  Mountain  & 
Southern  Railway  Company. 

8.  H.  West,  E.  B.  Perkins,  and  Ray  F.  Britton  for  St  Louis  South- 
western Railway  Company  and  subsidiary  lines. 

John  A.  Eaton;  J.  W.  McLmid;  Duval  West;  E.  C.  Eliot;  J.  W. 
Terry;  BaJcer,  Botts^  Parker  <&  Garwood;  T.  J.  Freeman;  Andrews^ 
Ball  <&  Streetman;  Coke,  Miller  d:  Coke;  E.  B.  Perkins;  M.  A. 
Spomits;  N.  H.  lAissiter;  A.  W,  Houston;  Hiram  Glass;  W.  Z.  Hall; 
Claude  Pollard;  R.  C  Duff;  and  N,  A.  Stedman  for  various  other 
defendant  companies. 

S.  H.  Cowan,  J.  C  Lincoln,  H,  C  Barlow^  and  U.  8.  Pawkett  for 
the  various  interveners. 

Report  of  the  Commission. 

Harlan,  Commissioner: 

On  March  15,  1903,  all  the  class  rates  and  most  of  the  commodity 
rates  from  St.  Louis  and  Kansas  City  to  Texas  common  points  were 
advanced  by  the  carriers  interested  in  that  traffic,  the  extensive  terri- 
tory taking  rates  based  on  St  Louis  being  also  necessarily  affected  by 
the  increase.  This  readjustment  of  rates  on  a  higher  level  was  the 
occasion  of  a  thorough  investigation  instituted  by  the  Commission  for 
the  purpose  of  inquiring  into  the  question  of  their  reasonableness^ 
The  report  was  announced  on  August  16,  1905,  under  the  title  In  the 
Matter  of  Class  and  Commodity  Rates  from.  St.  Louis  to  Texas  Com- 
man  Points^  11  1.  C.  C.  Rep.,  238;  and  the  view  expressed  was  that 
while  the  advances  on  the  whole  seemed  to  be  without  justification  this 
did  not  appear  with  sufficient  certainty  to  warrant  the  Conmiission  in 
ordering  the  old  rates  to  be  restored. 

Although  many  individual  rates  were  subsequently  modified  the  rate 
structure  established  at  that  time  was  not  subjected  to  any  general 
revision  until  August  10,  1908,  when  the  railroads  comprising  the 
Southwestern  Tariff  Conunittee,  and  their  connections,  again  advanced 
the  class  rates  from  St  Louis  to  Texas  common  points,  the  increases  rang- 
ing  from  10  cents  per  100  pounds  on  class  1  to  4  cents  per  100  pounds 
on  class  E.  Advances  were  also  made  in  many  of  the  commodity  rates. 
These  advances  had  the  effect  also  of  increasing  the  rates  from  the  ter- 
ritory east  of  the  Mississippi  River  regardless  of  the  crossing  through 
which  the  traffic  moves,  the  rates  from  that  territory  to  Texas  common 
points  being  based  generally  upon  the  St.  Louis  rates. 

On  the  same  day  on  which  the  increased  rates  went  into  effect  the  Rail- 
road Commission  of  Texas  filed  this  formal  complaint  attacking  them 
as  unjust,  unreasonable,  and  discriminatory.  While  the  petition  also 
alleges  that  the  advance  of  March  15, 1903,  resulted  in  unjust  and  unrea* 
sonable  rates  and  asserts  that  the  rates  in  effect  prior  to  that  advance 
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were  just  and  reasonable  under  the  conditious  then  prevailing,  the  record 
is  directed  almost  entirely  to  the  increased  rates  that  became  effective  on 
August  10,  1908.  One  of  the  defendants,  as  we  may  say  in  passing, 
regards  it  as  clear  that  upon  a  comparison  of  the  schedule  of  1903  with 
the  schedule  of  1908  it  will  be  found  that  the  rates  as  a  whole  have 
been  reduced  since  the  advance  of  1903;  and  the  leading  traffic  witness 
for  the  interveners  conceded  that  the  advance  of  1903  had  not  operated 
to  impede  the  free  movement  of  traffic  to  Texas  common  points  or  to 
yield  the  carriers  unreasonably  large  earnings.  In  our  view  of  the 
record  the  only  substantial  issue  before  us  is  as  to  the  propriety  of  the 
advance  of  1908.  It  is  alleged,  however,  that  both  these  readjustments 
of  the  southwestern  rates  were  the  result  of  concerted  action  on  the 
part  of  the  defendants  and  were  therefore  in  violation  of  the  so-called 
Sherman  anti-trust  act 

Shortly  after  the  petition  of  the  complainant  had  been  filed,  some 
15  traffic  associations  and  shippers  of  St.  Louis,  Chicago,  and  Texas, 
as  well  as  other  persons  interested  in  rates  to  the  southwest,  filed  in- 
tervening petitions  also  attacking  the  new  schedule  of  rates  as  unrea- 
sonable and  discriminatory;  it  may  be  well  to  add  that  one  or  two 
associations  in  Texas  on  being  requested  to  intervene  declined  to  do  so. 
Issue  having  been  joined  in  this  broad  way  the  cause  was  set  for  hear- 
ing at  St.  Louis,  and  subsequently  at  San  Antonio.  Some  testimony 
was  also  taken  at  Chicago  and  at  Washington.  The  result  is  a  record 
of  over  3,500  typewritten  pages,  which  has  been  carefully  abstracted 
in  printed  form.  There  have  also  been  prepared  three  printed  volumes 
embracing  more  than  250  exhibits  in  which  the  financial,  traffic,  rate, 
and  other  statistics  bearing  upon  the  controversy  are  exhaustively 
laid  before  us.  The  case  is  carefully  presented  upon  briefs,  and  was 
also  argued  orally  and  at  length  by  counsel  representing  the  various 
interests  involved.  While  the  record  has  been  subjected  to  careful 
scrutiny  and  study  we  regard  it  as  unnecessary  to  attempt  in  this  report 
to  set  forth  any  extended  summary  of  the  testimony  or  of  the  exhibits. 
From  the  view  that  we  take  of  the  controversy  it  will  suffice  to  make  a 
brief  outline  of  the  record,  and  with  equal  brevity  to  indicate  our  con- 
clusions and  the  reasons  that  have  led  us  to  these  results. 

It  may  be  well,  in  the  first  place,  to  refer  to  the  contention  of  the 
complainant  that  the  rate  advances  in  question  were  the  result  of  an 
agreement  between  the  carriers  in  violation  of  the  so-called  anti-trust 
act,  And  that  this  raises  a  presumption  that  they  were  unreasonable. 
This  point  has  been  urged  in  other  cases  and  the  Commission  has  uni- 
formly held  that  it  has  no  powers  in  the  enforcement  of  that  legisla- 
tion; so  that  even  if  the  rates  were  advanced  by  agreement  as  all^^, 
that  fact  does  not  furnish  a  foundation  upon  which  we  may  base  a 
finding  that  they  are  unlawful  under  the  act  that  we  administer.  We 
need  not  therefore  examine  the  testimony  with  a  view  to  ascertaining 
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whether  or  not  it  shows  a  concert  of  action  on  the  part  of  the  defend- 
ants resulting  in  the  advance  in  rates  of  August  10, 1908.  Nor  shall 
we  indulge  against  the  advanced  rates  any  presumption  of  unreasona- 
bleness on  the  theory  that  they  were  established  in  consequence  of  an 
agreement  among  the  defendants. 

Counsel  for  the  complainant  seem  to  think  that  the  larger  part  of 
the  traffic  to  Texas  points  moves  on  class  rates.  The  defendants,  on 
the  other  hand,  assert  that  the  bulk  of  the  traffic  moves  upon  special 
commodity  rates,  or  under  exceptions  to  the  classification  having  the 
effect  of  commodity  rates.  Their  leading  traffic  expert  presented 
exhibits  indicating,  as  he  thought,  that  an  overwhelmingly  greater 
proportion  of  the  total  traffic  must  move  on  commodity  rates.  He 
thought,  indeed,  that  this  would  be  self-evident  to  one  experienced  in 
such  matters,  and  his  own  view  was  that  not  to  exceed  7  per  cent  of 
the  total  movement  takes  class  rates.  The  chief  rate  witness  for  the 
complainant  was  of  the  opinion  that  no  more  than  20  per  cent  takes 
class  rates.  We  may  properly  assume  that  an  exact  statement  of  the 
class  tonnage  would  lie  somewhere  between  these  two  estimates. 

In  the  tariff  of  August  10,  1908,  there  were  about  110  special  com- 
modity items  naming  rates  to  Texas  common  points  from  the  Missis- 
sippi Biver  and  territory  beyond.  It  appears  that  advances  were  made 
in  54  of  these  items  while  44  carried  reductions,  and  in  12  items  the 
commodity  rates  were  unchanged.  One  of  the  exhibits  offered  by  the 
defendants  shows  the  number  of  changes  made  between  1903  and  1908 
in  the  rates  on  articles  moving  under  conmiodity  rates  or  on  excep- 
tions to  the  classification.  It  indicates  the  number  of  reductions  as 
well  as  the  number  of  advances  made  in  such  rates  during  that  period. 
The  total  changes  between  March  31,  1903,  and  July  31, 1908,  in  tariff 
series  I,  as  shown  on  the  exhibit,  amounted  to  2,399,  of  which  1,730, 
or  72  per  cent,  were  reductions,  and  669  changes,  or  28  per  cent,  were 
advances.  The  changes  made  in  other  tariff  series  are  worked  out  in 
the  same  way,  and  show  substantially  similar  results.  The  exhibit, 
however,  «as  the  complainant  points  out,  is  without  special  value  when 
considering  the  particular  issue  now  before  us,  for  the  advances  may 
have  been  applicable  to  a  substantially  greater  volume  of  tonnage  than 
moves  under  the  reduced  rates,  in  which  event  their  percentage  of  the 
total  rate  changes  would  fail  to  indicate  the  real  result  of  the  changes 
on  the  revenues  of  the  defendants.  The  utmost  that  may  be  said  of 
the  exhibit  b  that  it  shows  an  apparent  tendency  during  the  five  years 
from  1903  to  1908  toward  a  reduction  in  commodity  rates  and  in  rates 
applicable  on  articles  moving  under  exceptions  to  the  classification. 
It  may  be  well  at  this  point  to  note  that  after  this  petition  was  filed 
substantial  reductions  were  made  in  a  number  of  the  oonunodity  rates 
advanced  on  August  10, 1908,  so  that  at  the  time  of  the  oral  arga* 
nriAnt,  as  counsel  for  the  complainant  conceded,  some  of  the  grounds 
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of  eomplaint  had  voluntarily  been  removed  by  the  defendants.  It  is 
also  doubtless  true  that  in  some  instances  the  rates  then  advanced  have 
since  been  still  further  increased. 

The  class  rates  in  effect  before  and  after  August  10, 1908,  are  shown, 
in  cents  per  100  pounds,  on  the  following  table: 

Class 1        2       3       46ABCDE 

Old  Rate 137    121    104      96    76    79    70    68    46    39 

New  Rate....  147    129    112    102    80    86    76    62    60    43 

The  amount  of  the  advances  made  on  that  date  in  the  several  classes, 
in  cents  per  100  pounds,  were  as  follows: 

Claas 1     2346ABODE 

Advance... .10    886666444 

It  should  be  noted  also  that  the  class  rates  put  in  effect  on  March 
15, 1903,  above  contrasted  with  the  new  rates  of  1908,  were  themselves 
substantially  higher  than  the  class  rates  that  were  in  effect  on  January 
1, 1894,  as  is  shown  on  the  following  table: 

Claas 1       2        346ABODE 

Rate  of  1894 130  113   97  90  70  74  66  64  43  39 

Rate  of  1903 137  121  104  96  76  79  70  68  46  39 

Increase 7       8       76666430 

The  advances  in  the  class  rates  necessarily  had  the  effect  of  advanc- 
ing the  rates,  in  substantially  similar  percentages,  on  articles  moving 
under  exceptions  to  the  classification.  The  advances  in  the  com- 
modity rates  varied  and  can  best  be  ascertained  by  an  examination  of 
the  new  rates  with  the  old  rates.  It  is  said  that  the  average  advance 
was  about  the  same  as  the  average  advance  in  the  class  rates.  The  rates 
on  a  number  of  important  conunodities,  of  which  there  is  a  heavy  ton- 
nage, were  not  touched  at  all,  among  them  being  grain,  grain  products, 
live  stock,  lumber,  sash,  doors,  coal,  packing-house  products,  sugar, 
molasses,  glucose,  and  canned  goods;  many  of  these  rates  could  not 
be  increased  because  they  were  still  under  the  control  of  orders 
entered  by  this  Commission  in  formal  proceedings. 

The  extent  of  the  traffic  affected  by  the  advanced  rates  does  not 
clearly  appear.  Counsel  for  the  Texas  lines,  taking  a  middle  ground 
between  two  other  estimates  of  40  and  60  per  cent,  seem  to  think 
that  they  affected  about  50  per  cent  of  the  Texas  interstate  traffic  Coun- 
sel for  the  complainant,  on  the  other  hand,  assert  very  positively 
that  the  traffic  moving  under  the  increased  rates  did  not  exceed 
10  per  cent  of  the  total  tonnage  of  any  one  of  the  railroads  involved 
in  this  proceeding,  and  in  most  cases  did  not  exceed  6  per  cent  of 
their  tonnage.  The  two  views,  being  based  upon  different  standards 
of  comparison,  are  not  necessarily  inconsistent,  but  we  infer  that  tiie 
defendants  think  the  advanced  rates  affected  a  larger  volume  of  traffic 
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than  the  complainant  is  willing  to  concede.  Nor  was  there  any 
agreement  among  counsel  as  to  the  amount  of  the  increase  in  the 
revenues  accruing  to  the  defendants  under  the  new  schedules.  The 
freight  traffic  manager  of  the  Missouri,  Kansas  &  Texas,  speaking  of 
his  own  road,  said  that  the  increase  affected  only  a  small  part  of  the 
traffic  and  that  ^^  we  do  not  get  enough  added  revenue  to  pay  us  for 
the  trouble  we  have  gone  to  in  trying  to  sustain  the  advance. '^  Refer- 
ring to  the  wholesale  rate  changes  made  since  the  advance  of  1903, 
aggregating  about  8,000  items  in  all,  in  which,  he  asserts,  reductions 
predominated,  counsel  for  the  Bock  Island  says  that  it  ^^  is  not  even 
clear  that  the  readjustment  of  1908  resulted  in  any  added  income  to 
the  carriers,  although  it  was  undoubtedly  the  intention  that  should  be 
the  effect.''  It  is  alleged  in  the  petition  that  the  advanced  rates  will 
add  $2,600,000  a  year  to  the  revenues  of  the  carriers,  but  no  testi- 
mony on  the  point  was  offered  by  the  complainant  Counsel  for  the 
Texas  companies  express  the  opinion  that  the  total  increase  in  the 
revenues  of  the  carriers  defendant  ^^  would  range  in  the  aggregate 
anywhere  from  $500,000  to  about  $1,250,000  per  annum." 

The  hearing  proceeded  largely  upon  the  general  theory  that  the 
question  before  us  was  whether  the  financial  condition  of  the  defend- 
ants was  such  as  to  warrant  this  increase  in  their  net  earnings.  It 
was  alleged  in  the  petition  that  the  rates  complained  of  were  extor- 
tionate upon  the  basis  of  the  value  of  the  defendant  properties, 
and  unreasonable  as  well  as  discriminatory  on  other  grounds  At  the 
opening  of  the  hearing  the  complainant,  through  its  counsel,  under- 
took to  show  in  support  of  this  and  kindred  allegations  that  the 
average  net  earnings  of  the  defendants  upon  the  fair  value  of  their 
several  properties  exceeded  the  average  net  returns  on  business  enter- 
prises in  general  in  that  part  of  the  country.  The  defendants  on  the 
other  hand  undertook  to  justify  the  increased  rates  by  showing  a  need 
of  additional  revenue.  As  heretofore  stated,  no  less  than  250  exhibits 
were  offered  in  evidence  before  the  taking  of  testimony  was  con- 
cluded, many  of  them  relating  to  the  financial  condition  of  the  defend- 
ants and  analyzing  in  various  ways  their  revenues  and  the  general 
nature  of  their  traffic  and  their  earnings.  With  one  or  two  excep- 
tions no  witness  was  called  to  testify  as  to  the  reasonableness 
of  any  particular  rate  that  went  into  effect  on  August  10,  190S. 
As  a  matter  of  fact  it  was  announced  by  the  Commission  at 
the  first  hearing  that  the  reasonableness  of  individual  rates  would 
not  be  looked  into  upon  this  complaint*  Stated  generally,  then« 
the  question  before  us  is  whether  the  net  earnings  of  the  defend- 
ants upon  their  several  properties  were  such  as  to  justify  them  in 
securing  an  increase  of  revenue  by  readjusting  their  rates  on  a 
higher  level.  As  an  incident  to  this  general  issue  is  the  related 
question,  strongly  urged  upon  our  attention   by  the  complainant. 
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whether,  assuming  that  further  revenues  were  reasonably  required  in 
order  to  yield  the  defendants  just  returns  on  the  value  of  their  invest- 
ments, the  defendants  could  properly  increase  their  earnings,  with  that 
end  in  view,  by  putting  the  burden  upon  a  small  part  of  their  traffic  " 
instead  of  spreading  it  more  widely  over  their  whole  traffic.  The 
defendants  took  the  position,  on  the  other  hand,  that  when  rate  ad- 
vances covering  as  much  as  50  per  cent  of  the  traffic  are  challenged  as 
being  unjust  and  unreasonable,  and  the  defense  is  that  additional  rev- 
enue b  required  in  order  to  earn  a  reasonable  return  on  the  invest- 
ment, the  allegation  of  unreasonableness  is  met  if  that  defense  is 
established. 

The  testimony  touching  the  revenues  of  the  defendants  and  the  value 
of  their  lines  is  so  voluminous  and  the  exhibits  so  numerous  and  so 
varied  in  character  and  purpose  that  it  will  serve  no  useful  end  to 
attempt  to  describe  and  analyze  them  extensively  in  this  report.  Out  of 
the  mass  of  available  financial  statistics  in  the  record  the  complainant 
calls  special  attention  to  a  table,  and  a  compilation  based  upon  it,  both 
set  forth  in  full  in  its  brief.  The  table  was  prepared  by  our  divi- 
sion of  statistics  from  reports  made  by  the  defendants  to  the  Com- 
mission for  the  fiscal  years  ending  June  30, 1908, 1904, 1908,  and  1909. 
It  embraces  certain  figures  respecting  each  of  the  many  defendants 
to  this  complaint.  The  compilation  based  upon  it  is  limited  to  a  few 
of  the  more  important  lines  shown  on  the  table;  using  the  figures  of 
the  table  it  purports  to  show  that  the  profits  for  the  fiscal  year  1909 
were  sufficient  to  yield  returns  on  a  valuation  of  $25,000  per  mile, 
ranging  from  5.17  per  cent,  in  the  case  of  the  International  &  Great 
Northern,  to  16.77  per  cent,  in  the  case  of  the  Atchison,  Topeka  & 
Santa  Fe;  and  returns,  on  a  valuation  of  $80,000  per  mile,  ranging 
from  4.31  per  cent  to  14  per  cent,  respectively.  The  table  is  relied 
on  as  showing  that  the  returns  on  the  investments  of  the  defendants 
in  their  railroad  properties  were  ^^  ample  to  pay  6  per  cent  on  valuations 
of  from  $30,000  to  $70,000  per  mile;"  and  the  compilation  is  regarded 
as  demonHtrating  that  the  earnings  of  the  defendants  generally  were 
such  as  not  to  justify  the  advance  of  1908  in  their  rates. 

The  table  and  the  compilation  have  impressed  us  as  affording  a 
simple  and  clear  starting  point  for  this  inquiry;  but  in  view  of  the 
extent  of  the  table  we  shall  reproduce  from  it  here  only  the  figures 
relating  to  the  Missouri,  Kansas  &  Texas  Railroad  Company.  Of  the 
four  trunk  lines  that  are  defendants,  namely,  the  Missouri,  Kansas  & 
Texas,  the  Atchison,  Topeka  &  Santa  Fe,  the  Chicago,  Rock  Island  & 
Pacific,  and  the  St.  Louis  &  San  Francisco,  it  is  believed  that  the  Mis- 
souri, Kansas  &  Texas  from  a  traffic  standpoint  is  probably  the  most 
typical  and  representative.  The  other  three  defendants  operate  large 
systems  with  lines  running  into  and  through  a  much  wider  and  more 
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diversified  territory,  while  all  the  traffic  moving  over  the  Miaeonri^ 
Kansas  &  Texas,  under  the  rates  involved  in  this  proceeding,  passes 
over  its  main  line  extending  to  Texas  points  both  from  St  Lonis  and 
from  Kansas  City.  The  figures  of  the  table  relating  to  that  road  are 
as  follows: 


Year  ending  June  30— 

Increase.  1909 
OTerl908. 

BrtteatedTal  na- 
tion per  mile  oi 
road  opaated, 

1909. 

Name  of  road  and  item. 

190S 

1904 

1908 

1900 

Amount. 

Per 
cent. 

Onbaais 
of  6  per 
centnat 
opcra^ 
ingrer- 
anne. 

Onbaaii 
of  5pcr 
oentnac 

opefat- 
ingrar-. 

enne. 

MiHOori,  KansAS  &  Texas  Bail- 
way  Company: 
Operating  revenoes  per  mile 
of  road ^ 

•        i 
^6.023  Jfi.lfiO  17.579 

18.236 
5.751 

tl,613 
M5 

24.35 

19.66 

Operating  expenaes  per  mile 
of  road      ^  .   ^ ^.^.  ^ ....,.,. . 

4,806 

4.511     5.S49 

Net    operating    revenue 
ner  mile  of  road.... 

1,817 

1,649 

2,2il0 

2.485 

668 

36.76 

141,417 

•49,700 

The  comparison  in  the  fourth  and  fifth  columns  of  this  table  between 
the  net  operating  revenues  of  1903  and  1909  is  not  accurate,  for  the 
reason  that  the  accounting  system  of  that  company  in  1903  differed 
somewhat  from  that  later  put  in  effect  under  the  order  of  this  Com- 
mission. From  the  operating  expenses  per  mile  of  road  for  1903, 
amounting  to  $4,806,  should  be  deducted,  to  make  the  comparison 
accurate,  the  sum  of  $291  per  mile  for  additions  and  betterments 
charged  to  operation  during  that  year.  This  gives  us  a  net  operating 
revenue  of  $2,108  per  mile  of  road,  instead  of  $1,817^  and  reduces  the 
percentage  of  the  "Increase,  1909  over  1903"  from  36.76  to  17.88. 

The  compilation  based  upon  the  foregoing  table  also  shows  some 
slight  inaccuracies  in  the  statement  of  the  percentages;  but  disregard- 
ing these  errors  as  immaterial,  it  is  reproduced  here  in  full  from  the 
complainant's  brief: 


Railroad  company. 


Net  operating  rev- 
enue  per  mile 
of  railroad  for 
year  1909. 


A..T.AS.  F... 
C.  R.I.  AQ... 
C,  R.I.  A  P... 
FLW.  4R.0.. 
O..  H.  4&  8.  A.. 
Q.,  C.  A  8.  F... 

H.AT.  C 

M.,  K.AT 

I.  A  O,  N 

St.  L.  AS.  W.. 
8t.L.,Lll.A8 
T.AF 


$4,207 
1,W1 
2,851 
2.230 
2,104 
2,200 
1,849 
2.485 
1,298 
2,641 
2.846 
2,112 


Eqnala  following 
per  cent  of  profit 
on  a  valuation  of 


Eqnala  following 
per  oant  of  pffoAt 
onaraluatloaof 


125,000  per  mile.       130,000  per  HitoL 


xVr  ccmL 


16.77 
7.28 
9.40 

a.  88 

8.41 
8.80 
7.40 
9.94 
5.17 
10.  M 

u.ae 

8.45 


PerctnL 


14.00 
«.07 
7.84 
7. 40 
7.01 
7.11 
•.10 
8.50 
4.  SI 


9L4i 
7.M 
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We  do  not  know  what  instructions  were  given  to  our  division  of 
statistics  when  it  was  requested  to  prepare  the  table,  but  it  seems  to  be 
reasonably  clear  that  it  was  not  informed  of  the  theory  which  it  was 
intended  by  counsel  to  illustrate.  We'  have  verified  the  figures  and, 
except  in  the  particular  above  referred  to,  find  them  to  be  accurate 
with  respect  to  what  they  purport  to  show.  It  is  apparent,  however, 
that  the  table  has  no  such  significance  as  is  assigned  to  it. 

The  net  operating  revenues  of  the  Missouri,  Kansas  &  Texas  for  the 
year  1909  are  stated  on  the  table  at  $2,485  per  mile  of  road,  and  this, 
based  on  the  3,072.21  miles  of  road  operated,  is  substantially  correct, 
the  exact  amount  being  $2,484.86.  .  At  the  end  of  the  table  is  a  com- 
putation showing  that  $2,485  is  6  per  cent  on  a  hypothetical  valuation 
of  $41,417  per  mile  of  road  operated,  and  5  per  cent  on  a  hypotheti- 
cal valuation  of  $49,700  per  mile.  In  the  table,  as  it  appears  in  full 
in  the  complainant's  brief,  larger  results  are  shown  with  respect  to 
some  of  the  defendants  and  smaller  results  with  respect  to  others. 
The  table  as  a  whole  is  relied  on  as  showing  that  the  present  and 
prospective  earnings  of  the  defendants  are  such  as  to  afford  no  justifi- 
cation for  the  advances  in  their  rates.  But  as  a  matter  of  fact  the  table 
is  a  mere  computation.  The  ^^  net  operating  revenue ''  of  a  railroad  is 
not  a  basis,  upon  which  we  may  rest  conclusions  as  to  the  profits  on 
the  investment  A  number  of  deductions  must  first  be  made  before 
we  can  know  what  has  been  the  net  return  to  the  owners  of  the 
property  on  any  given  valuation  per  mile  of  road.  Taxes,  for  instance, 
are  not  regarded  as  an  operating  expense,  since  they  run  against  the 
property  whether  it  continues  in  operation  or  not.  In  the  case  of 
the  Missouri,  Kansas  &  Texas  they  amounted  for  the  year  1909  to 
$967,308.70,  or  at  the  rate  of  $314.86  per  mile  of  road  operated.  The 
table  takes  no  account  of  this  important  item.  For  the  year  ending 
June  30,  1909,  the  gross  operating  revenues  of  the  Missouri,  Kansas  & 
Texas  system  from  rail  operations,  less  operating  expenses,  were 
$7,633,508.56.  If  to  this  amount  we  add  $65,615.14,  represent- 
ing the  payments  made  by  other  lines  for  the  use,  as  joint  facili- 
ties, of  certain  portions  of  the  mileage  owned  by  the  Missouri, 
Kansas  &  Texas,  we  get  an  aggregate  income  from  operation  dur- 
ing that  year  of  $7,699,123.70.  After  deducting  the  gross  taxes 
to  the  amount  above  mentioned  and  a  deficit  of  $13,693.98  in  the 
conduct  of  outside  matters  having  only  a  collateral  relation  to  rail- 
road operations,  and  deducting  also  the  amount  of  $77,277.82  paid  for 
the  hire  of  equipment,  we  arrive  at  the  sum  of  $6,640,848.20  avail- 
able for  the  payment  of  rents  for  the  use  of  the  facilities  of  other  car- 
riers, and  for  road  exclusively  leased,  and  for  interest  on  the  funded 
debt,  and  for  dividends  on  the  outstanding  stock.  That  aggregate 
amount,  when  divided  by  the  total  operated  mileage,  namely,  3,072.21 
miles,  gives  us  the  sum  of  $2,161.59  per  mile  of  road  operated  instead 
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of  the  sum  of  $2,485  shown  on  the  table  in  question.  The  rents  for  the 
use  of  facilities  of  other  carriers,  amounting  in  1909  to  $518,262.73,  are 
omitted  from  this  computation  on  the  theory  that  they  are  analogous  to 
interest  on  capital  invested  iii  the  property  in  the  form  of  its  funded 
debt  It  thus  appears  that  the  Missouri,  Kansas  &  Texas,  instead  of 
showing  a  net  return  during  the  year  1909  on  its  entire  system  of  6  per 
cent  on  the  valuation  of  $41,417  per  mile  of  road  operated,  as  indicated 
in  the  table,  actually  earned  a  return  at  that  rate  on  a  valuation  of  $30,026 
per  mile;  and  instead  of  earning  a  return  of  5  per  cent  on  a  valua- 
tion of  $49,700  per  mile  of  road  operated,  as  the  table  indicates,  actu 
ally  earned  a  return  at  that  rate  on  a  valuation  of  $43,232  per  mile. 
The  earnings  for  that  year,  available  for  rents,  interest,  and  dividends, 
amounted  to  7  per  cent  on  a  valuation  per  mile  of  road  operated  of 
but  $30,880.  The  figures  for  the  year  ending  June  80, 1910,  were  not 
shown  in  the  table,  but  working  them  out  in  the  same  manner  from 
the  company's  report  to  the  Commission  we  have  ascertained  that  it^s 
net  return  for  that  year  per  mile  of  road  operated  was  $2,055.77,  being 
5  per  cent  on  a  valuation  of  $41,115  per  mile  of  road  operated  and  6 
per  cent  on  $34,268  per  mile.  It  was  7  per  cent  on  but  $29,368.14  per 
mile.  The  net  return  ascertained  for  the  year  1908  amounted  to 
$2,026.16  per  mile  of  road  operated,  or  slightly  less  than  for  1910. 
These  corrected  figures  materially  reduce  the  percentages  shown  in 
the  compilation  on  the  assumed  valuations  of  $25,000  and  $30,000  per 
mile,  the  net  earnings  for  1908  and  1910  being  less  than  7  per  cent  on 
$30,000  a  mile,  instead  of  8.58  per  cent,  as  shown  on  the  compilation. 
The  importance  of  these  figures  is  obvious.  In  the  first  place  it 
must  be  remembered  that  the  return  of  the  Missouri,  Kansas  &  Texas 
on  its  investment,  available  for  interest  and  dividends,  as  we  have 
endeavored  here  correctly  to  state  it  for  the  years  1909  and  1910, 
includes  the  increase  in  revenues  accruing  under  the  advanced  raten 
of  which  complaint  is  made,  and  would  of  course  be  modified  if  worked 
out  on  the  basis  of  the  old  rates.  At  this  point  it  may  be  well 
also  briefly  to  refer  to  the  testimony  of  the  engineer  of  the  com- 
plainant as  to  the  value  of  the  property.  He  put  the  average  value 
per  mile  of  fifteen  roads  in  the  state  of  Texas  at  $22,082.35,  to 
which  he  added  for  betterments,  paid  for  out  of  operating  expenses 
and  not  reported,  the  sum  of  $3,000  per  mile,  making  an  approxi> 
mate  average  value  of  $25,000  per  mile,  based  on  the  Texas  com- 
mission's valuation  of  1894,  plus  expenditures  for  permanent  improve- 
ments since  made.  He  excludes  any  subsequent  increment  in  the 
value  of  the  real  estate  composing  the  right  of  way  and  terminal  prop- 
erties of  these  roads,  and  excludes  also  any  allowance  in  the  value  of  the 
road  on  account  of  the  element  known  among  railroad  engineers  ai« 
^^  seasoning. '^  The  witness  also  conceded  during  the  course  of  hits 
testimony  that  the  valuations  made  by  the  state  commission  in  1894 
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were  '^  close''  valuations,  and  did  not  include  some  factors  entering  into 
the  cost  of  construction  that  are  now  included  when  valuations  are  made 
in  that  state.  He  refers  to  the  subsequent  valuations  as  being  more  lib- 
eral. Moreover,  on  cross-examination  he  stated  that  if  valuations  of 
the  same  roads  should  be  made  to-day,  that  is  to  say,  in  1909,  they 
*' would  run  upward  of  $30,000  per  mile."  He  also  affirmatively 
assigned  to  the  Missouri,  Kansas  &  Texas  lines  in  Texas  a  value  in  1909 
of  $30,000  per  mile.  In  n^aking  this  statement  it  is  understood  that 
he  included  the  value  of  its  real  estate  at  that  time,  but  again  excluded  \ 
the  item  of  seasoning,  in  this  connection  it  is  not  without  interest 
to  note  that  the  lines  of  that  company  in  Texas  were  assessed  in  1908  , 
for  taxing  purposes  at  a  sum  aggregating  $31,085  per  mile. 

In  view  of  the  more  settled  conditions  prevailing  in  the  states  of 
Kansas  and  Missouri  we  can  not  doubt  that  if  an  inventory  or  physical 
valuation  of  the  lines  of  the  Missouri,  Kansas  &  Texas  in  Oklahoma,  Ejin- 
sas,  and  Missouri  were  now  made  by  the  same  witness  and  in  the  manner 
in  which  valuations  are  to-day  made  in  Texas  he  would  give  to  the  road 
in  those  states  a  somewhat  higher  value  than  he  concedes  to  the  Texas 
lines  of  that  company.  If  so  the  valuation  that  he  would  place  upon 
the  whole  system  would  be  higher  than  the  $30,000  per  mile  that  he 
assigned  in  1909  as  the  value  of  its  lines  in  Texas.  Just  how  much  bis 
estimate  would  be  on  the  lines  in  the  other  three  states  is  a  matter  of 
conjecture.  The  lines  in  Kansas  were  assessed  in  1908,  for  the  pur- 
poses of  taxation,  at  a  sum  aggregating  $40,809  a  mile,  and  in  Okla- 
homa at$37,195  a  mile.  The  lines  in  Missouri  were  assessed  in  the  same 
year  at  the  rate  of  $15,058  a  mile,  and  the  explanation  made  of  record  is 
that  property  in  that  state  is  assessed  for  taxing  purposes  at  one-third 
its  real  value.  It  is  also  said  that  property  in  Oklahoma  is  assessed 
at  but  two-thirds  of  its  value.  If  we  attach  any  significance  to  these 
official  tax  figures  as  having  some  relation  to  the  real  value  of  the  prop- 
erty it  seems  reasonable  to  conclude  that  the  estimate  for  the  whole 
system  of  this  company,  if  now  made  by  the  engineer  of  the  Texas 
commission  and  on  the  Texas  basis,  would  exceed  the  valuation  of 
$29,368.14  per  mile  upon  which,  as  above  shown,  the  net  profit  on  the 
investment  for  the  year  1910  yielded  a  return  of  7  per  cent.  And 
such  income,  it  must  again  be  observed,  accrued  under  the  advanced 
rates  of  It^OS,  of  which  complaint  is  made.  We  do  not  hesitate  to 
conclude  from  the  information  at  hand  that,  if  the  figures  relating  to 
the  other  defendant  carriers,  as  shown  on  the  table  and  compilation, 
should  be  analyzed  and  corrected  in  the  way  in  which  we  have  here 
corrected  and  attempted  to  analyze  the  figures  relating  to  the  Mis- 
souri, Kansas  &  Texas,  the  net  income,  available  for  interest  and  divi- 
dends, of  the  majority  of  them  would  be  found  to  yield  materially  less 
than  6  per  cent  on  a  valuation  of  $30,000  per  mile. 
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The  foregoing  estimate  of  $80,000,  which  the  engineer  of  the  state 
commission  assigned  as  the  value  per  mile  of  the  Missouri,  Kansas 
&  Texas  in  1909,  is  confined,  as  heretofore  indicated,  to  the  lines  of 
that  company  in  the  state  of  Texas.  Although  it  makes  allowance 
for  the  increased  value  of  the  real  estate  it  is  based  largely  on  the 
valuation  of  the  property  made  by  that  commission  in  1894.  In  the 
proceeding  in  which  the  advance  of  1903  was  under  consideration 
(supra)  y  this  Commission, .  while  expressing  the  opinion  that  the 
valuations  made  by  that  commission  in  1894  had  not  been  made  in  a 
haphazard  way,  as  there  contended,  but  on  a  well-defined  plan,  never- 
theless pointed  out  some  defects  in  them.  We  do  not  wish  to  be 
understood  as  here  criticising  the  valuation  then  made  of  the  Missouri, 
Kansas  &  Texas  property,  or  of  any  of  the  properties  involved  in 
this  proceeding.  We  now  know,  however,  from  the  engineer  of  that 
commission  that  they  were  close  and  not  liberal  valuations  and 
were  made  without  including  some  items  that  have  been  allowed  for 
in  its  subsequent  valuations. 

No  physical  or  inventory  valuation  of  the  property  of  that  com- 
pany in  Oklahoma,  Kansas,  and  Missouri  has  been  put  on  the  record 
before  us;  nor  has  any  official  valuation  been  made  in  those  states 
so  far  as  the  record  indicates.  We  have  no  available  basis,  therefore, 
for  arriving  at  any  notion  of  the  value  of  the  whole  system.  Under 
these  circumstances  we  have  thought  that  it  might  throw  light  on 
the  question  before  us  to  get  some  idea  of  its  market  or  commercial 
valuation  as  of  a  date  approximating  as  closely  as  possible  the  date 
of  the  Texas  commission's  valuation  of  the  Texas  end  of  the  system. 
And  this  we  have  dcme,  as  we  shall  endeavor  to  explain  in  some 
detail. 

The  Missouri,  Kansas  &  Texas  system  as  a  whole,  comprising  a 
total  owned  mileage  of  2,768.12  miles,  was  capitalized  on  June  30, 
1910,  at  the  rate  of  $68,837  per  mile,  the  outstanding  capital  consist- 
ing of  $13,000,000  in  preferred  stock,  $63,301,200  in  common  stock 
(including  nine  shares  of  the  Texas  company  not  accounted  for),  and 
$114,249,000  in  bonds,  making  an  aggregate  of  $190,550,200  of  securi- 
ties outstanding,  excluding  $3,600,000  of  short-time  notes  not  assign- 
able to  the  railroad  property.  The  "  cost  of  roads  and  equipment  ^ 
account  on  that  date,  less  the  reserve  for  accrued  depreciation,  is 
shown  on  the  books  of  the  company  at  $191,168,283.39,  or  an  average 
of  $69,060.69  per  mile.  The  capitalized  value  per  mile  of  road  b 
not  to  be  regarded,  however,  as  having  any  significance  in  this  contro- 
versy, nor  do  we  attach  any  weight  to  the  bo<^  value  appearing  on 
the  accounts  of  the  company.  They  are  shown  here  simply  by  way 
of  comparison  with  what  is  claimed  by  the  petitioners  to  be  the  real 
value  of  the  property  and  with  what  we  hereinafter  refer  to  as  its 
restated  value. 
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The  company  went  into  the  hands  of  receivers  on  November  1, 
1888,  and  was  turned  back  to  the  owners  of  the  property  on  July  1, 
1891,  having  been  reorganized  without  a  foreclosure.  The  receivers' 
boo^  covering  three  years,  and  the  general  books  of  the  reorganized 
company  from  July  1, 1891,  to  July  1, 1900,  a  period  of  some  twelve 
years  in  all,  have  disappeared.  We  have  ascertained  from  our  own 
records,  however,  that  the  capital  stock  and  bonds  outstanding  when 
the  receivers  took  the  property  amounted  to  $93,040,344.65.  In  the 
reorganization  the  old  securities  were  retired  and  new  securities  were 
issued  aggregating  $124,310,000.  It  thus  appears  that  over  $31,000,- 
000  of  additional  capital  securities  were  issued  in  the  reorganization, 
although  there  was  substantially  no  increase  in  the  mileage  of  the 
company,  and  no  capital  expenditures  that  we  have  been  able  to  locate 
beyond  the  sum  of  $4,207,740.03,  expended  by  the  receivers  on  account 
of  betterments  and  equipment  The  entry  transferring  the  property 
from  the  receivers  to  the  owners  was  not  available,  but  it  is  apparent 
that  the  new  securities  were  charged  to  cost  of  road  and  equip- 
ment at  par,  for  that  account  one  year  after  the  reorganization 
was  about  $1,000,000  in  excess  of  the  company's  capital  obligations. 
The  reorganization,  therefore,  does  not  appear  to  have  lightened 
the  financial  burdens  of  the  company;  on  the  contrary,  it  seems  to 
have  reshouldered  its  load  with  substantial  additions  and  with  no 
corresponding  increase  of  its  capital  assets  representative  of  cash 
expenditures. 

While  it  is  true  that  market  quotations  are  subject  to  many  influ- ' 
ences  that  have  little  relation  to  earning  power,  nevertheless,  in  the 
absence  of  a  physical  or  inventory  valuation,  or  of  an  opportunity  to 
investigate  the  company's  early  books  of  account,  the  market  value  is 
the  only  means  now  available  to  us  for  arriving  at  any  impression 
as  to  even  the  approximate  cash  value  of  the  property  at  the  time  of 
its  reorganization.  Starting,  then,  on  June  30,  1892,  one  year  after 
the  reorganization,  when  the  cost  of  road  and  equipment  account, 
as  shown  on  the  company's  books,  amounted  to  $125,295,641.96 
and  covered  1,513.92  miles  of  road,  it  appears  that  the  average  book 
cost  per  mile  was  $82,762.39.  On  the  basis  of  the  quotations  on  the 
company's  principal  issues  of  stocks  and  bonds  on  that  date,  using 
the  book  value  of  the  securities  on  which  no  quotations  were  avail- 
able, the  market  value  of  the  $124,310,000  of  securities  then  outstand- 
ing was  but  $54,717,066.25,  an  apparent  overcapitalization,  one  year 
after  the  reorganization,  of  $69,592,933.75.  Deducting  this  amount 
from  the  cost  of  road  and  equipment  on  June  30,  1892,  as  above 
stated,  there  is  left  the  sum  of  $55,702,708.21  as  the  restated  or  com- 
mercial value  of  the  property  at  that  time.  On  this  basis  the  com- 
mercial or  market  value,  per  mile  of  road,  of  the  entire  road  both 
inside  and  outside  the  state  of  Texas,  at  a  period  almost  two  years 
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prior  to  the  date  of  the  valuation  of  the  Texas  pcxtion  of  the  system 
by  the  Texas  oommisdcm  was  $36,793.69,  which  seems  to  be  less  than 
the  company's  outstanding  bonded  obligations  per  mile  of  road  on 
that  date.  It  may  be  well  here  to  add  that  this  hypothesis  must  be 
accepted  with  a  full  understanding  of  the  amditicms  that  may  affect 
its  value  tor  this  purpose,  and  upon  the  assumption  that  normal  con- 
ditions  existed  in  the  security  market  (m  the  date  in  questicm.  As  a 
matter  of  fact,  there  were  some  fluctuaticms  during  1892  in  the  market 
quotations  on  these  securities,  but  they  were  not  extensive  enough 
materially  to  modify  these  computations. 

Writing  off,  as  explained,  some  $69,000,000,  and  assuming  the 
value  of  the  road  on  June  30,  1892,  to  have  been  $55,702,708.21,  as 
stated,  we  find  that  the  company  subsequently  acquired  1,254.20 
miles  of  road,  for  which  it  issued  or  assumed  securities  to  the 
extent  of  $13,252,800.  This  sum  appears  oa  its  books  as  the 
cost  of  the  additional  road  and  equipment  Instead  of  accepting 
that  amount,  we  have  taken  the  market  value  of  such  securities,  of 
the  acquired  properties  or  of  the  parent  company  issued  in  the 
acquirement,  as  were  quoted  on  the  day  on  which  the  several  addi- 
tions to  the  system  were  made,  amounting  to  $17,455,008,  and  have 
taken  the  book  value  of  the  securities  on  whidi  no  quotations 
were  available,  amounting  to  $12,278,500.  The  two  sums  aggregate 
$29,733,508,  and  this  amount  we  use  in  our  computation  instead  of 
the  sum  of  $43,252,800  shown  on  the  books  of  the  company  as  the 
cost  of  the  additional  mileage  and  equipment  Added  to  the  re- 
stated value  heretofore  given  we  get  a  total  of  $85,436,216.21,  to 
which  we  add  $21,505,868.11  for  coal  properties  acquired,  new  equip- 
ment purchased,  and  expenditures  for  construction  and  improve- 
\  ments  charged  to  cost  of  road  and  equipment,  making  a  total  of 
>  $106,942,084.32,  whidi  may  be  defined  as  the  restated  cost  of  the 
road  and  equipment  on  June  30,  1908.  To  this  sum  we  add  certain 
items  representing  permanent  improvements  made  and  new  equip- 
ment acquired  between  1893  and  1907,  and  charged  to  operating  ex- 
pense ;  certain  improvements  made  and  new  equipment  acquired,  and 
charged  to  income  from  1902  to  1909;  and  certain  improvements 
made  in  1910  and  charged  to  profit  and  loss,  the  details  of  which 
need  not  be  here  stated,  but  whidi  aggregate  $15,174,889.89.  We  also 
add,  on  account  of  permanent  improvements  made  and  new  equip- 
ment acquired  in  1909  and  1910,  the  sum  of  $1,701,764^2,  whidi 
amount  was  charged  to  road  and  equipment  After  making  certain 
adjustments  resulting  in  a  net  deduction  of  $474,637.96,  we  arrive, 
as  the  restated  value  on  June  30,  1910,  at  the  sum  of  $123,344^00^17 
covering  a  total  mileage  of  2,768.12  miles  owned,  and  19.29  miles  of 
road  leased,  the  total  apparent  investment  per  mile  of  road  owned  on 
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this  hypothesis  being  $44,475.17,  and  that  of  the  leased  mileage  being 
put  at  the  arbitrary  value  of  $12,000  per  mile  assigned  to  it  in  the 
lease. 

We  take  up  now  the  net  earnings  of  the  company  in  order  to  ascer- 
tarn  their  percentage  on  that  valuation  per  mile  of  road.  From  the 
total  net  operating  revenues  we  deduct  taxes,  the  hire  of  equipment,* 
and  rents  paid  for  the  use  of  joint  tracks,  the  revenue  from  which  is 
included  in  the  gross  operating  revenues;  we  also  deduct  rents  accrued 
for  19.29  miles  of  track  leased  from  the  Vicksburg,  Shreveport  & 
Pacific  Railroad  Company.  Tne  result  for  the  year  1910  is  a  net 
return,  available  for  interest  and  dividends,  on  the  restated  valuation 
of  4.74  per  cent,  and  of  5.15  per  cent  for  the  year  1909.  In  this  com- 
putation we  have  included  $14,570,077.87  expended  for  permanent 
improvements  and  new  equipment  and  charged  to  operating  expenses 
and  to  income,  and  $604,812.02  charged  to  profit  and  loss  in  1910. 
If  these  amounts  be  eliminated,  and  this  we  think  may  be  done  for 
the  purposes  of  this  computation,  the  restated  value  as  of  June  30, 
1910,  will  be  $108,169,210.68,  which  gives  a  total  apparent  investment 
per  mile  of  road  of  $38,993.16.  And  upon  this  valuation  the  net 
return  during  that  year,  applicable  to  interest  and  dividends,  was 
but  5.41  per  cent. 

In  the  restated  value,  as  here  worked  out,  we  have  accepted  at  par 
the  securities  of  the  various  lateral  and  other  roads  acquired  by  the 
Missouri,  Kansas  &  Texas  during  the  years  mentioned,  as  to  which  no 
market  quotations  were  available.  If  the  means  were  at  hand  to 
arrive  at  the  actual  cost  of  these  additions  on  the  several  dates  on 
which  they  are  entered  upon  the  books  of  the  company,  we  may  fairly 
assimie  that  the  restated  valuation  on  this  hypothesis  would  be  some- 
what less  than  we  have  indicated.  Whether  the  increment  in  the 
value  of  real  estate  embraced  in  the  right  of  way  and  terminals  of  a 
railroad  company  may  be  lawfuUy  excluded  as  an  earning  asset  is  a 
question  to  which  we  shall  allude  briefly  later  in  this  report.  For  the 
purposes  of  this  computation  we  have  made  no  allowance  on  that 
account,  our  restated  value  of  $38,993.16  per  mile  being  based  on 
the  market  value  of  the  securities  of  the  parent  company  <m  July 
1, 1892,  and  the  market  value  of  the  securities  of  the  acquired  proper- 
ties at  the  time  they  were  absorbed  into  the  Missouri,  Kansas  &  Texas 
system.  If,  now,  from  that  valuation  we  charge  off  even  as  much  as 
20  per  cent  to  the  optimism  or  future  expectations  of  the  owners  of 
the  property,  we  shall  arrive  at  a  valuation  per  mile  of  road  for  the 
entire  system  that  may  be  accepted  as  reasonable,  or  at  least  as  a 
valuation  approximating  a  conservative  valuation  as  closely  as  the 
information  now  at  hand  will  justify.  On  that  basis  the  net  income 
on  the  investment  applicable  to  interest  and  dividends  during  each 
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of  the  last  three  fiscal  years  was  sufficient  to  pay  the  owners  a  return 
of  less  than  7  per  cent.  This  return,  it  is  again  well  to  bear  in  mind, 
includes  the  benefit  of  such  increased  revenues  as  accrued  to  the  c<Mn- 
pany  under  the  increased  rates  of  which  the  petitioners  here  complain. 

If  the  Santa  Fe  and  the  Eock  Island,  and  one  or  two  other  of  the 
defendants  that  participate  in  transcontinental  traffic  and  enjoy 
revenues  on  a  heavy  tonnage  from  other  territory,  be  excluded  and 
the  accounts  of  the  remaining  defendants  named  in  the  table  and  com- 
pilation be  subjected  to  the  same  sort  of  analysis  they  would  show, 
in  nearly  if  not  in  all  cases,  a  substantially  less  percentage  of  net 
returns  on  conservative  valuations  than  is  here  worked  out  for  the 
Missouri,  Kansas  &  Texas.  Some  of  the  Texas  roads  engaged  in  this 
traffic,  even  on  the  valuations  placed  upon  them  by  the  engineer  of 
the  state  commission,  seem  to  show  a  net  income  from  operation, 
less  taxes,  for  1907,  1908,  and  1909,  averaging  less  than  6  per  cent, 
among  these  being  the  Gulf,  Colorado  &  Santa  Fe,  the  Galveston, 
Harrisburg  &  San  Antonio,  and  the  Houston  &  Texas  Central.  The 
average  income  from  operation,  less  taxes,  of  the  Texas  &  New 
Orleans  for  those  three  years  is  shown  to  have  been  but  4.34  per  cent 
on  the  valuation  made  of  that  line  by  the  state  commission.  All 
these  roads  show  materially  less  average  returns  on  valuations  made 
by  expert  witnesses  for  the  defendants.  On  the  whole  the  defendant 
carriers  seem  not  to  have  prospered  as  carriers  in  many  other  parts 
of  the  country  have  prospered. 

The  rate  advance  of  1908  is  explained  and  justified  by  the  defendants 
on  the  general  ground  that  the  returns  on  their  investment  in  their 
respective  properties  under  the  schedule  of  1903,  as  subsequently 
amended  and  changed  from  time  to  time  and  as  in  effect  prior  to 
August  10  of  that  year,  were  insufficient.  In  addition  to  the  exhibits, 
offered  in  support  of  that  contention  and  showing  the  general  financial 
condition  of  these  properties,  a  number  of  special  exhibits  were 
put  in  evidence  to  show  that  many  thinj]^  have  contributed  since 
1903  to  increase  the  cost  of  operation  in  the  conduct  of  this  traffic 
The  extension  of  the  so-called  common-point  territory  in  Texas, 
partly  as  the  result  of  the  voluntary  action  of  the  carriers  and 
partly  in  obedience  to  the  orders  of  this  Commission,  has  served  to 
increase  the  service  rendered  by  lengthening  the  haul,  and  conse- 
quently to  reduce  the  earnings  per  ton-mile.  The  extension  has  not 
only  reduced  the  rates  to  points  in  the  territory  added  to  the  common- 
point  territory,  but  has  had  the  effect  also  of  reducing  rates  to  points 
in  a  substantial  territory  west  of  the  common-point  territory  that 
takes  differentials  over  the  common-point  rates. 

Among  other  special  items  affecting  the  income  of  the  defendants  was 
an  extraordinary  increase  in  recent  years  in  the  amounts  paid  in  set- 
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tlement  of  claims  arising  out  of  injuries  to  persons  and  property.  The 
exhibits  offered  in  this  connection  show  a  general  tendency  toward 
an  increase  in  this  account  on  all  the  lines  of  the  defendants  but 
more  particularly  on  their  lines  in  the  state  of  Texas.  For  some 
reason  not  clearly  explained  of  record  the  amounts  paid  by  car- 
riers on  account  of  such  injuries  occurring  in  that  state  were  largely  in 
excess,  on  almost  any  basis  of  comparison  that  can  be  suggested,  of 
the  amounts  paid  by  carriers  elsewhere  in  the  United  States.  We 
find  of  record  one  exhibit  showing  during  the  year  1906  total 
payments  of  this  nature  in  the  United  States,  excluding  Texas,  of 
$16,087,073,  while  the  payments  made  during  the  same  year  in 
the  state  of  Texas  alone  aggregate  $1,379,791.  The  same  exhibit 
shows  an  average  during  seven  years  in  Texas,  on  account  of 
personal-injury  payments,  of  4.450  cents  per  mile  as  against  1.233 
cents  per  mile  outside  of  Texas.  But  we  shall  not  go  through  these 
figures  in  detail.  It  will  be  sufficiently  illustrative  of  the  extent  of 
such  expenditures  by  the  defendants  generally  to  show  the  experience 
of  the  Missouri,  Kansas  &  Texas  in  1909.  During  that  year  it  paid 
out  on  account  of  personal  injuries  in  the  state  of  Texas  $329,808, 
While  the  total  payments  on  account  of  such  injuries  occurring  on  its 
lines  outside  that  state  amounted  to  but  $99,266.  This  difference  in 
results  inside  and  outside  the  state  seems  to  be  characteristic  on  the 
lines  of  that  particular  company  in  other  j-ears  and  characteristic  also 
of  the  ordinary  results  with  all  the  defendants.  Another  exhibit 
offered  by  the  statistician  of  the  complainants  shows  that  payments 
made  by  the  carriers  in  Texas  on  account  of  personal  injuries  in 
that  state  have  increased  from  $223,749  in  1891  to  $2!  190,186  in 
1909,  the  latter  being  the  largest  amount  in  the  history  of  those 
companies. 

Confining  ourselves  again  to  the  exhibits  relating  to  the  Missouri, 
Ejinsas  &  Texas,  we  find  that  another  element  that  has  served  to 
reduce  its  revenues  since  1903  is  the  reductions  in  rates  that  have 
been  made  on  state  as  well  as  on  interstate  traffic.  In  Missouri, 
Kansas,  and  Oklahoma  passenger  fares  were  reduced  by  legislative 
action  from  3  cents  to  2  cents  a  mile,  and  one  unavoidable  result  was 
a  substantial  reduction  also  in  the  interstate  fares.  Basing  his  esti- 
mate upon  the  volume  of  traffic  moving  between  points  north  of  the 
river  during  the  fiscal  year  ending  June  30, 1908,  the  auditor  of  the 
company  stated  that  the  reductions  in  revenues  would  amount  to  not 
less  than  $700,000;  he  estimated  an  additional  decrease  in  earnings  on 
the  interstate  passenger  traffic  to  and  from  Texas  of  from  $125,000 
to  $150,000;  making  a  total  estimated  reduction  in  revenues  on 
account  of  the  legislative   reduction   in   passenger  fares  of  from 
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$825,000  to  $850,000  during  that  year.  The  reveaue  per  passenger- 
mile  for  the  Missouri,  Kansas  &  Texas  in  1908  is  reported  at  3.04 
cents,  while  in  1907  it  was  2.26  cents. 

The  defendants  have  also  been  required  by  the  orders  of  this  Commis- 
sion to  make  a  number  of  reductions  in  their  interstate  rates.  Some  of 
these  orders  have  materially  reduced  their  gross  revenues.  As  a  result 
of  a  number  of  formal  complaints  we  have  required  these  carriers  to 
make  a  general  reduction  in  their  coal  rates.  As  coal  is  said  to  com- 
prise about  30  per  cent  of  the  total  traffic  of  the  Missoud,  Kansas  & 
Texas,  the  reduced  rates  have  made  some  difference  in  the  revenues 
of  that  line.  We  have  also  ordered  reductions  on  live  stock,  and  one 
estimate  shows  that  this  affects  the  revenues  of  the  Missouri,  Kansas 
&  Texas  by  from  $105,000  to  $115,000  a  year.  In  these  proceedings 
reparation  on  past  shipments  was  also  ordered  to  the  extent  of  from 
$220,000  to  $230,000.  These  compulsory  rate  reductions  have  also 
materially  affected  the  gross  revenues  of  other  defendants. 

Another  matter  of  no  small  importance  in  relation  to  the  revenues  of 
the  defendants  is  that  of  taxes.  The  increase  in  Missouri  in  the  taxes 
paid  by  the  Missouri,  Kansas  &  Texas  in  1908  over  payments  made  in 
1903  amounts  to  but  $15,000.  The  increase  in  Kansas  amounted  to 
$31,000.  In  Texas,  however,  the  taxes  increased  from  $110,091.39  in 
1903  to  $238,239.90  in  1908.  In  Oklahoma  the  taxes  increased  from 
$22,851.56  in  1904  to  $517,169.53  in  1908.  A  compilation  offered  in 
evidence  shows  that  the  taxes  on  fifteen  roads  in  the  state  of  Texas 
increased  from  $1,036,127  in  1903  to  $2,814,425  in  1908,  or  in  round 
numbers  an  increase  of  $1,700,000.  The  increase  in  the  state  of  Okla- 
homa on  the  Frisco  lines  alone  in  1908  is  put  at  $794,000.  In  looking 
at  the  effect  of  these  tax  increases  on  all  the  lines  the  statement  is 
made  that  the  increases  in  revenues  from  the  increased  rates  will  not 
equal  one-half  the  increase  in  their  annual  taxes  of  1908  over  the  taxes 
of  1903. 

Other  exhibits  show  an  estimated  cost  to  the  Missouri,  Kansas  & 
Texas  of  $750,000  for  shortening  its  freight  divisions  in  order  to  com- 
ply with  the  hours  of  service  law;  and  many  of  the  other  defendants 
have  been  compelled  to  make  substantial  expenditures  on  tiiat  account 
The  safety -appliance  act,  local  laws  requiring  the  separation  of  whites 
and  blacks  both  in  passenger  trains  and  in  passenger  stations,  state 
laws  requiring  electric  headlights  on  locomotives,  and  similar  statutes 
are  shown  to  have  added  materially  both  to  the  capital  expenditures 
by  the  carriers  and  to  their  annual  cost  of  maintenance  and  operation. 
A  recent  law  in  the  state  of  Texas  requires  additional  men  on 
freight  trains,  and  another  statute,  referred  to  as  the  ^^  thirty-minute 
act'^  imposes  burdens  in  the  way  of  extra  train  service  for  the  failure 
of  carriers  to  run  their  passenger  trains  according  to  their  time 
schedules  within  a  specified  margin  of  time.    We  need  not,  however, 
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examine  these  exhibits  iu  detail  or  refer  to  other  exhibits  tending 
to  show  an  increase  in  recent  years  in  the  cost  of  supplies  and  mate- 
rials and  the  increased  wages  paid  to  railway  employees.  In  the 
meantime  there  has  been  a  large  increase  in  tonnage  and  some  increase 
in  efficiency;  ton-miles  have  increased  much  more  rapidly  than  train 
and  locomotive  miles.  Gross  revenues  have  increased  and  doubtless 
some  of  the  units  of  cost  have  decreased.  AU  these  matters,  however, 
are  finally  reflected  in  the  net  returns  on  tlie  investment,  available 
for  interest  and  dividends. 

As  heretofore  stated,  the  issue  made  on  the  pleadings  and  enlarged 
upon  throughout  the  record  both  in  the  exhibits  offered  and  in  the 
testimony  given  by  various  witnesses,  expert  and  otherwise,  and  again 
emphasized  on  the  oral  argument  and  on  the  briefs,  was  that  the  returns 
enjoyed  by  the  defendants  on  their  respective  investments  were  as 
large  as,  and  in  some  cases  larger  than,  they  should  be,  and  therefore 
that  no  increase  in  rates  for  the  purpose  of  securing  additional  revr 
enues  was  justified.  But  on  their  brief  and  on  the  oral  argument  the 
complainant  also  insisted  that  the  increased  rates  are  unreasonable 
irrespective  of  the  question  of  the  adequacy  or  inadequacy  of  the 
returns  to  the  defendants  on  their  several  properties.  We  have 
already  referred  to  the  contention  that  the  increased  rates  were  pre- 
sumptively unlawful  because  of  the  alleged  unlawful  concert  of  action 
or  agreement  among  the  carriers  resulting  in  the  advances  of  which 
complaint  is  made.  It  was  also  contended  by  the  complainant  that  the 
advances  were  made  without  regard  to  any  consistent  or  logical  sys- 
tem or  plan;  ^at  those  who  pay  advanced  rates  were  selected  to  bear 
the  burden  of  the  desired  increase  only  because  the  carriers  were  able 
to  agree  to  advance  those  particular  rates,  thus  stifling  all  competi- 
tion among  them  with  respect  to  such  rates;  that  those  who  now  pay 
reduced  rates  enjoy  that  benefit  under  the  new  schedule  only  because 
the  defendants  were  able  to  agree  to  reduce  those  particular  rates;  and 
that  other  rates  remained  unchanged  only  because  they  are  controlled 
by  the  orders  of  this  Commission  or  because  for  some  other  reasons 
the  carriers  could  not  agree  either  to  raise  or  to  reduce  them.  All 
this  is  urged  as  shoVing  the  unreasonableness  of  the  advanced  rates. 
It  is  also  contended  that  the  advances  in  rates,  made  for  the  purpose 
of  securing  additional  revenue  and  thus  yielding  a  better  return  on 
the  investment,  should  have  been  spread  more  or  less  over  the  whole 
traffic  instead  of  being  laid  upon  a  part  of  the  traffic  It  will  be 
remembered,  as  heretofore  indicated,  that  the  complainant  minimizes 
the  extent  of  the  tonnage  of  the  defendants  that  was  affected  by  the 
increased  rates,  while  the  defendants  endeavor  to  show  that  not  less 
than  50  per  cent  of  the  total  tonnage  into  Texas  was  affected  by  the 
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It  is  of  course  manifest  that  wlicn  additional  revenues  are  desired 
and  rates  are  to  be  increased  for  that  purpose  a  horizontal  advance 
in  all  rates  on  a  fixed  percentage,  instead  of  yielding  [additional  reve- 
nue, would  not  improbably  result  in  a  reduced  revenue.  Compet- 
itive and  commercial  conditions  have  so  important  a  relation  to 
the  movement  of  particular  kinds  of  traffic  as  to  make  such  a  read- 
justment of  a  rate  schedule  inadvisable  if  not  altogether  impossible. 
To  increase  a  rate  on  a  given  commodity  when  it  is  already  as  high  as 
competitive  and  commercial  conditions  will  allow,  means  that  it  will 
cease  to  move,  and  such  a  rate  will  necessarily  result  in  a  loss  even 
of  the  revenue  that  has  theretofore  been  enjoyed  on  that  commodity. 
We  do  not  understand,  however,  that  the  complainant  contends  that 
the  rates  ought  to  have  been  increased,  if  further  revenues  were  neces- 
sary, on  the  basis  of  a  fixed  percentage  applicable  throughout  the 
schedule,  but  contend  only  that  the  schedule  of  August  10,  1908,  was 
adjusted  without  any  underlying  logical  plan  or  basis.  A  careful  ex- 
amination of  the  record  has  led  us  to  the  contrary  conclusion.  While 
many  advances  were  made,  many  reduced  rates  were  also  published  in 
the  new  schedules,  other  rates  being  left  unchanged;  and  we  think  the 
testimony  fairly  shows  that  the  defendants  at  least  thought  there  was 
a  reason  for  their  action  or  inaction  in  each  case.  It  is  doubtless  true 
that  certain  rates  were  increased  for  no  other  reason  than  that  the 
particular  traffic  to  which  they  applied  could  bear  a  higher  rate;  and 
that  many  reductions  were  made  in  the  expectation  of  inducing  a 
heavier  movement  of  particular  commodities  and  in  that  way  of  in- 
creasing the  revenues;  and  that  no  change  was  made  in  other  rates 
because  it  was  thought  that  they  were  already  on  the  right  basis  and 
that  a  change  either  by  way  of  reduction  or  increase  would  not  be 
effective.  This  explanation  was  made  by  several  witnesses  who  par- 
ticipated in  preparing  the  new  tariffs,  and  we  do  not  see  how  experi- 
enced railroad  men  could  or  would  otherwise  approach  the  question  of 
a  general  rate  revision  for  increased  revenues. 

The  Santa  Fe  extends  to  the  Pacific  coast  and  reaches  other  terri- 
tory not  involved  in  this  proceeding;  the  Rock  Island  also  has  an  ex- 
tensive traffic  elsewhere;  and  one  or  two  other  defendants  participate 
largely  in  transcontinental  and  other  traffic.  Counsel  for  the  com- 
plainant doubtless  had  such  defendants  in  mind  in  stating  that  these 
rates  affect  in  some  cases  only  5  per  cent  of  their  total  tonnage.  It  is 
clear,  however,  that  we  must  look  at  the  record  not  from  the  stand- 
point of  such  carriers,  but  from  the  standpoint  of  carriers  like  the 
Missouri,  Kansas  &  Texas,  the  Cotton  Belt,  and  others,  whose  reve- 
nues are  derived  more  particularly  from  traffic  that  moves  under  the 
schedules  in  question.  Considered  from  that  point  of  view  and 
assuming  that  more  revenue  was  required,  we  do  not  see  that  the 
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tariffs  may  fairly  be  criticised  because  all  the  rates  were  not  advanced 
on  a  fixed  percentage,  or  because  the  defendants  in  going  over  the 
schedules  selected  particular  commodities  that  seemed  best  able  to 
stand  a  rate  advance  and  others  that  seemed  likely  to  move  more  freely 
under  reduced  rates  and  thus  produce  larger  revenues.  Certainly  in 
the  absence  of  testimony  showing  that  specific  mistakes  or  blunders 
were  made  in  the  revision,  we  see  no  grounds  in  that  course  of  action 
for  a  general  condemnation  of  the  whole  rate  structure  now  before  us. 

During  the  argument  none  of  the  important  questions  discussed  in 
the  eastern  and  western  rate  advance  cases  now  pending  was  consid- 
ered. The  amendment  to  the  act  casting  upon  carriers  the  burden  of 
justifying  increases  in  rates  was  enacted  long  after  the  rates  here  in 
question  were  put  in  effect,  and  the  construction  and  interpretation 
of  that  provision,  argued  so  earnestly  in  those  cases,  may  not  therefore 
be  appropriately  discussed  here.  Nor  did  any  question  arise  here,  as 
in  those  cases,  of  the  right  of  carriers  so  to  adjust  their  rates  as  to 
yield  earnings  sufficient  to  enable  them  to  put  back  into  the  property 
some  fixed  proportion  of  the  amount  paid  out  in  dividends.  That 
question  is  therefore  not  considered.  Apparently  that  is  a  policy 
that  niany  of  the  carriers  defendant  in  this  proceeding  are  not  in  a 
position  to  consider  from  a  practical  point  of  view.  Since  its  organi- 
zation in  1S92  no  dividend  has  been  paid  by  the  Missouri,  Kansas  & 
Texas  on  its  $63,000,000  of  common  stock.  Only  2  per  cent  was 
paid  in  dividends  on  its  $13,000,000  of  preferred  stock  in  1906,  since 
which  time  the  dividends  on  that  issue  of  stock  have  amounted  to  4 
per  cent  An  examination  of  its  accounts  shows  that  since  1903  it  has 
made  additions  and  betterments  and  otherwise  improved  the  property, 
and  charged  the  cost  either  to  income  or  to  operation.  The  amount 
so  expended  has  been  substantial,  but  the  larger  part  of  the  expendi- 
ture was  made  at  the  expense  of  dividends  and  during  years  when  no 
dividends  were  being  paid.  The  Cotton  Belt,  which,  like  the  Missouri, 
Kansas  &  Texas,  earns  most  of  its  revenues  under  the  general  rate 
schedules  in  question,  appears  not  to  pay  any  dividends  on  its  common 
stock;  it  paid  2  per  cent  on  its  preferred  stock  in  1909  and  5  per  cent 
in  1910.  So  far  as  the  Texas  lines  are  concerned  the  general  state- 
ment is  made  that  no  dividends  have  been  paid  in  fifteen  years  except 
in  two  instances.  Little  importance  ought,  however,  to  be  attached 
to  the  question  of  dividends  apart  from  an  accurate  understanding 
of  the  real  value  of  the  investment 

Nor  was  it  contended  here  that  the  general  rate  schedules  should  be 
so  adjusted  as  to  give  the  carrier  a  sufficient  surplus  of  net  income  to 
be  the  basis  of  credit  in  the  money  markets  or  an  assurance  to  investors 
of  the  security  of  the  funds  advanced  or  to  be  advanced  by  them  for 
additional  construction.    The  only  matter  among  all  the  questions  of 
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that  nature  argued  in  the  eastern  and  western  cases  that  was  brought 
to  our  attention  in  this  proceeding  was  the  contention  of  the  com- 
plainant that  when  real  estate  has  been  acquired  for  right  of  way 
and  for  terminals  and  has  been  put  to  that  use  by  a  common  carrier, 
it  loses  to  some  extent  the  ordinary  attributes  of  real  property  and 
is  not  to  be  regai*ded  as  increasing  in  value  with  the  abutting  and 
adjoining  property,  but  remains  an  earning  asset  only  on  the  basis 
of  its  original  cost  or  on  the  basis  of  its  value  at  the  time  it  was 
actually  subjected  to  the  public  use.  That,  it  seems,  has  been  the 
declared  policy  of  the  Railroad  Commission  of  Texas.  In  the  first 
valuations  made  by  it  in  1894  the  market  value  of  the  real  estate  was 
ascertained  and  used;  but  one  of  its  members  when  testifying  before 
us  in  this  case  said  that  it  was  neither  the  practice  nor  the  policy  of 
his  commission,  in  any  subsequent  valuation  of  a  road  valued  by  it  in 
1894,  to  make  any  allowance  for  the  increased  value  of  the  real  estate 
comprising  its  right  of  way  and  terminals,  but  to  make  allowances  only 
for  the  additions  and  betterments  added  to  the  property  since  the 
original  valuation.  And  it  was  contended  here  that  in  considering  the 
value  of  the  respective  properties  used  in  the  public  service  by  these 
defendants  no  allowances  should  be  made  for  the  increment  in  the  value' 
of  their  real  estate.  The  question  is  perhaps  of  as  great  importance 
as  any  other  pending  problem  of  public  interest,  but  as  we  have  not 
found  it  necessary  in  disposing  of  the  issues  in  this  case  to  rest  con- 
clusions on  either  view  of  the  matter,  we  need  not  attempt  any  discus- 
sion of  it  in  this  report. 

After  a  careful  consideration  of  the  whole  record,  and  having  in 
mind  the  public  interest,  the  interests  of  shippers,  and  also  the  inter- 
ests more  particularly  of  such  of  the  defendants  as  draw  their  revenues 
largely  if  not  entirely  from  the  rates  here  involved,  we  have  reached 
the  conclusion,  all  things  being  considered,  that  no  grounds  have  been 
shown  or  have  been  disclosed  by  our  own  investigations  for  making 
any  substantial  disturbance  in  the  rate  schedules  of  the  defendants 
that  went  into  effect  on  August  10,  1908.  We  do  not  find  that  they 
have  so  increased  the  revenues  of  the  defendants  as  to  make  them 
extortionate  or  to  yield  earnings  that  are  unduly  large,  as  alleged. 
We  shall  not  therefore  interfere  with  the  commodity  rates  that 
were  made  effective  by  the  defendants  on  August  10, 1908,  it  being 
nndc;fstood  of  course  that  any  particular  rate  or  set  of  rates  in  those 
schedules  is  still  open  to  attack  before  this  Commission  on  the 
grounds  that  are  ordinarily  assigned  in  challenging  the  reasonable- 
ness of  a  rate  or  rates  in  effect  But  all  things  considered  and  in 
view  of  the  signs  now  observable  of  a  recovery  from  the  financial 
disturbances  occurring  at  the  close  of  1907  and  of  a  return  to 
normal  commercial  conditions,  we  should  regard  the  continued  main- 
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tenance  of  the  present  class  rates  as  discriminatory  and  as  imposing 
an  unreasonable  burden  upon  the  conmierce  that  moves  from  St. 
Louis  and  elsewhere  to  Texas  common  points.  In  our  judgment  the 
present  rate  of  $1.47  on  articles  of  the  first  class  may  be  retained  as  a 
maximum;  the  present  second  class  rate  of  $1.29  for  the  future  should 
not  exceed  $1.26;  but  the  prior  rates  on  all  the  lower  classes  should 
now  be  restored.  We  accordingly  find  that  the  present  scale  of  class 
rates  is  unreasonable  and  discriminatory  and  that  reasonable  class 
rates  for  the  future  ought  not  to  exceed  the  following: 

Class....  12346ABODE 


Rate. ...147    125    104     96      75      79       70      5S      46      39        . 

In  adjusting  the  rates  for  the  future  on  that  scale  we  have  in  mind, 
to  some  extent,  the  class  rates  fixed  in  £indd  v.  iV.  Y.^  N.  H,  db  R. 
H.  B.  Co,y  16  I.  C.  C.  Rep.,  555,  for  the  movement  of  traffic  from 
St.  Louis  to  Denver,  as  follows: 

Clase,...  12345A.BCDE 
Rate. ...162    127    101    80)     63       74      56      50       42       36 

The  density  of  the  traffic,  the  physical  condition  and  financial 
strength  of  the  carriers  participating  in  the  traffic  from  St  Louis  to 
Denver  differ  materially  from  the  conditions  that  are  characteristic  of 
tiie  traffic  from  St.  Louis  to  Texas  and  of  the  carriers  participating 
in  it.  Under  such  circumstances  comparisons  often  lead  to  unsatis- 
factory conclusions.  Nevertheless,  with  the  full  knowledge  acquired 
by  the  Commission  in  the  case  referred  to,  as  well  as  in  other  cases,  of 
the  conditions  that  surround  the  Colorado  traffic,  we  think  that  to  a  cer- 
tain extent  the  Colorado  rates  furnish  some  guide  as  to  what  are  proper 
class  rates  to  Texas  common  points.  Making  due  allowances  for  all 
these  differences  in  circumstances  and  conditions,  we  think  the  present 
class  rates  to  Texas  are  unreasonable  and  discriminatory  when  tested 
by  the  class  rates  to  Denver,  Pueblo,  Trinidad,  and  other  Colorado 
pomts,  and  that  any  rates  for  the  future  to  Texas  common  points  in 
excess  of  the  maximum  rates  above  indicated  for  the  several  classes 
will  be  unlawful.  It  must  be  expressly  understood  that  no  reparation 
will  be  allowed  as  the  result  of  the  conclusions  herein  announced. 

An  order  will  be  entered  in  conformity  with  these  findings. 
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No.  2062. 
CINCINNATI  &  COLUMBUS  TRACTION  COMPANY 

V. 

BALTIMORE  &  OfflO  SOUTHWESTERN  RAILROAD  COM- 

PANY  ET  AL. 


SiibmiiUd  December  1, 1910.    Decided  March  U,  1911. 


1.  A  local  law  under  which  an  electrically  operated  interurban  line  has  no  ri^t 

to  demand  a  switch  connection  and  interchange  of  traffic  with  a  steam  railway 
is  controlling  only  in  so  far  as  it  relates  to  local  traffic;  it  can  not  be  pennitted 
to  operate  as  an  impediment  to  the  movement  of  interstate  traffic  aftv  the 
Congress  has  legislated  upon  the  subject  by  requiring  such  connection  and 
interchange  under  certain  conditions  which  in  this  proceeding  are  diown  to 
exist. 

2.  The  Commission  ordinarily  will  not  lend  its  aid  to  an  e£Fort  by  one  carrier  to  secure 

traffic  that  is  reasonably  tributary  to  another  line  by  compelling  the  latter  to 
join  with  it  in  through  routes  and  rates;  but  the  theory  as  to  what  traffic  is 
tributary  to  a  particular  railroad  must  not  be  carried  to  such  an  extreme  as  to 
impose  upon  shippers  the  burden  of  an  unduly  long  wagon  hatd. 

3.  Through  routes  and  through  billing  denied  to  points  on  the  complainant's  line 

where  it  parallels  and  closely  approaches  the  tracks  of  one  or  more  of  the  defend- 
ants, but  required,  on  the  special  facts  of  the  case,  in  the  interest  of  shippen 
at  other  points  from  five  to  ten  miles  distant  by  the  wagon  roads. 

0.  B.  Matthews  and  Harry  T.  Klein  for  complainant. 

Edvxjrd  Barton  for  Baltimore  &  Ohio  Southwestern  Railway 
Company. 

R.  Walton  Moore,  Jos.  I.  Doran,  and  Theodore  TT.  ReaJth  for  Nor^ 
folk  &  Western  Railway  Company. 

Maxwell  dk  Ramsey  for  Cincinnati,  Lebanon  &  Northern  Railway 
Company. 

Report  of  the  Commission. 

Hablan,  Commissioner: 

The  complainant  company  was  organized  in  1901  under  the  laws 
of  the  state  of  Ohio,  with  charter  power  to  build  and  operate  an 
electric  railroad  from  Columbus  to  Cincinnati.  The  line  as  actually 
constructed  in  1905  reaches  neither  of  these  points,  but  extends  from 
Norwood,  a  suburb  of  Cincinnati,  to  Hillsboro,  a  distance  of  some 
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53  miles ;  it  lies  wholly  within  the  state  of  Ohio  and  belongs  to  the 
class  of  roads  commonly  referred  to  as  interurban  roads.  It  is  before 
US  praying  for  an  order  requiring  the  defendants  ''to  establish  con- 
nections and  joint  rates  for  the  interchange  of  interstate  traffic.'' 

Besides  contesting  the  issue  on  the  general  merits  the  defendants 
have  interposed  one  or  two  objections  of  a  technical  nature  that 
must  first  have  consideration: 

1.  The  legal  right  of  the  complainant  to  demand  a  physical  con- 
nection with  the  defendants  is  questioned.  Decisions  of  the  supreme 
coiirt  of  Ohio  are  cited  to  show  that  interurban  electric  railways  are 
classified  in  that  state  as  street  railways,  and  are  controlled  by  other 
statutes  than  those  relating  to  steam  railways.  With  respect  to 
the  matter  of  fences,  gates,  crossings,  clearances,  liability  to  em- 
ployees, and  track  elevation,  the  requirements  imposed  on  electric 
lines  under  the  local  laws  are  said  to  differ  materially  from  those 
imposed  on  steam  roads.  The  state  courts,  as  we  are  advised,  have 
definitely  held  that  the  laws  relating  to  steam  railroads  are  not  to  be 
understood  as  being  applicable  to  electrically  operated  roads  imless 
that  intention  expressly  appears.  One  statute  to  which  special 
reference  is  made  contains  a  provision  as  follows: 

Steam  railroad  companies  as  between  themselves,  and  interurban  and  electric 
railroads  as  between  themselves,  shall  afford  reasonable  and  proper  fiudlities  for 
interchange  of  traffic  between  their  respective  lines,  for  forwarding  and  delivering 
passengers  and  property,  and  shall  transfer  and  deliver  without  unreasonable  delay 
or  discrimination  cars,  loaded  or  empty,  frei^t  or  passenger,  destined  to  a  point  <m 
its  own  or  connecting  lines. 

The  defendants  contend  that  under  this  provision  the  complain- 
ant, being  an  interurban  and  an  electrically  operated  line,  is  expressly 
precluded  from  demanding  a  track  connection  with  either  of  the 
defendant  steam  lines  and  is  also  precluded  from  demanding  an 
interchange  with  them  of  equipment  and  traffic.  But  imder  the 
laws  of  Ohio  the  complainant  seems  to  be  a  common  carrier  of  per- 
sons and  property  and  is  actually  engaged  in  the  transportation  of 
both  classes  of  traffic.  It  also  carries  express  matter.  On  its  line 
are  shippers  and  towns  that  desire,  in  addition  to  its  local  service, 
access  to  and  from  interstate  points  on  the  public  highways  operated 
by  the  defendants;  and  in  this  proceeding  we  are  asked  to  open  these 
highways  to  their  interstate  traffic  by  requiring  the  defendants  to 
connect  their  lines  with  the  line  of  the  complainant  and  to  establish 
with  it  through  routes  and  joint  rates.  Under  the  act  to  regulate 
commerce  as  amended  express  power  is  given  us  to  grant  such  relief. 
If  therefore  the  facts  and  conditions  are  such  as  to  warrant  an  order 
to  that  effect,  we  think  we  need  not  look  beyond  that  act  for  any 
limitation  upon  our  authority  to  enter  it.    A  local  law  under  which 
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an  electrically  operated  railway  may  hare  no  right  to  demand  a 
Bwitch-track  connection  and  interchange  of  traffic  with  a  ateam  rail- 
way may  be  controlling  in  so  far  as  it  relates  to  traffic  moving  wholly 
witliin  the  state;  but  it  can  not  be  permitted  to  operate  as  an  im- 
pediment to  the  movement  of  interstate  traffic  after  the  Congress  has 
legislated  upon  the  subject  by  specifying  the  grounds  upon  which 
interstate  shippers  may  demand  such  connections  and  interchange  of 
traffic.  The  general  principles  underlying  this  conclusion  are  well 
understood  and  have  bo  often  been  enforced  by  the  courta  that  the 
citation  of  authorities  seems  not  to  be  required. 

2.  It  is  also  contended  that  the  proper  parties  complaisant  are 
Dot  before  us,  and  that  we  are  therefore  without  jurisdiction  to  orda* 
the  reUef  asked.  -  The  petitioner  made  apphcation  to  the  defendants 
for  a  switch-track  connection  and,  bemg  refused,  instituted  this 
proceeding  upon  ita  own  complaint.  During  the  pendency  of  the 
proceeding  the  Supreme  Court  of  the  United  States  in  iTitentate 
ComnwTM  Commission  v.  D.,L.  A  W.  R.  B.  Co.,  216  U.  S.,  531,  held 
that  section  1  of  the  act  as  it  then  appeared  on  the  statute  books  not 
only  required  the  application  for  a  switch-track  connection  to  be 
made  by  a  shipper,  but  gave  us  authority  to  act  only  upon  complaint 
by  a  shipper.  To  avoid  the  possibility  of  having  its  complaint 
dismissed  on  this  ground,  the  petitioner,  at  a  subsequent  hearing, 
filed  with  the  Commission  two  letters  addressed  to  the  complainant, 
one  by  a  general  merchant  at  Marathon,  and  the  other  on  behalf  of  a 
lumber  company  of  Hillsboro,  both  being  points  on  the  line  of  the 
complainant.  As  they  are  of  similar  import,  it  will  suffice  to  repro- 
duce but  one  of  them  here: 

Marathon,  Ohio,  Marth  tl,  IStO. 
Hie  Cincinnati  ft  CoLuiiBtrs  Traction  Co., 

Norwood,  Ohio. 

Orntumbn:  I  beg  to  advise  that  jovi  attoniey,  C.  B.  Uatthewa,  nuy  um  my 
name  aa  the  coplaintifl  in  your  suit  before  the  loterstale  Commerce  Commiflnon  in 
nference  to  interchui^  of  frei^t  and  cars.  In  bet,  I  will  do  almost  anything  to 
help  yoMi  company  in  ita  proceedings  in  this  suit,  u  it  will  greatly  benefit  me  and  th« 
community  at  Uige. 

Wishing  you  succms  and  trusting  this  will  be  oatisfaclory,  I  renaun, 
Reepoctlully,  yours, 

H.  Andrbson, 
General  ittrdiamHM  llvdiant,  Manthon,  Ohio. 

these  letters  had  given  testimony  tendiog  to  support 
LtioQS  of  the  complaint.  An  application  that  they  be 
nants,  prepared  by  the  attorney  of  Mte  complainant 
of  these  letters,  is  also  of  record.  To  this  application 
bjected,  insisting,  one  of  them  perhaps  more  stron^y 
iiat  the  letters  and  application  can  not  be  regarded 
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as  having  the  force  and  effect  of  making  the  two  shippers  co-complain^ 
ants  in  the  proceeding.  They  also  contend  that  no  application  in 
writing  for  a  switch-track  connection  has  been  made  by  these  shippers 
to  either  of  the  defendants ;  and  that  the  petition  must  therefore  be 
dismissed  on  the  authority  of  the  case  above  cited. 

In  the  general  pubUc  interest  the  Commission  has  endeavored  to 
simplify  its  practice  and  procedure  and  to  perform  its  functions  in  a 
practical  way,  without  permitting  merely  technical  matters  to  inter- 
fere unduly  with  substantial  results.  In  Missouri  dh  Kansas  Shippers 
Asso.  V.  -¥.,  K.  <fc  r.  By.  Co.,  12  I.  C.  C.  Rep.,  483,  484,  we  said: 

While  itfl  procedure  is  to  some  extent  judicial  in  nature,  the  Commiwdon  is  e«en- 
tially  an  administrative  body;  and  in  the  adjustment  of  contentious  proceedings  ol 
this  kind  it  ought  to  examine  into  the  real  substance  of  the  matter  unembaiiaased  by 
considerations  that  are  purely  technical. 

The  letters  of  these  two  shippers,  in  connection  with  their  testi- 
mony and  their  petition  to  be  made  co-complainants,  seem  to  us  not 
only  suf&cient  for  all  practical  purposes  to  bring  them  before  us  as 
co-complainants  and  to  serve  as  their  appUcation  in  writing  for  a 
switch-track  connection,  but  sufficient  to  give  the  defendants  full 
notice  and  to  advise  the  Commission  of  their  interest  in  the  questions 
at  issue.  On  the  other  hand,  the  testimony  offered  by  the  defend- 
ants seems  to  cover  the  entire  ground,  and  in  making  these  objections 
it  is  not  suggested  that  any  additional  testimony  is  required  by  the 
presence  on  the  record  of  these  two  shippers  as  co-complainants  o^^ 
that  further  testimony  is  in  fact  available.  There  was  also  abundant 
opportunity*  during  the  months  that  intervened  between  the  closing 
of  the  record  and  the  oral  argument  to  have  offered  additional  testi- 
mony. Under  such  circmnstances,  to  take  a  technical  view  of  the 
stat^  of  the  record  would  be  inconsistent  with  our  general  practice 
of  getting  at  the  substance  of  things  when  possible;  and,  inasmuch 
as  the  whole  situation  is  fully  disclosed  and  we  are  in  a  position  to 
protect  the  legal  and  substantial  rights  of  all  the  parties  in  interest, 
we  think  we  may  fairly  find,  as  we  do,  that  the  necessary  parties  com- 
plainant are  before  us  and  that  all  the  requirements  of  the  act,  in 
order  to  give  us  jurisdiction  of  the  subject  matter,  have  been  observed. 
Moreover,  if  the  record  when  closed  was  defective  on  these  grounds  the 
defect  may  be  held  to  have  been  cured  by  the  recent  amendment  to 
the  act,  that  became  effective  before  the  case  was  argued  and  sub- 
mitted, and  which  specifically  permits  complaints  of  this  character  to 
be  entertained  when  filed  by  the  "  owner  of  such  lateral  branch  line  of 
railroad." 

Coming  now  to  the  merits,  the  first  inquiry  is  whether  a  switch 
connection,  using  the  language  of  the  act, '  'is  reasonably  practicable 
and  can  be  put  in  with  safety  and  will  furnish  sufficient  business  to 
justify  the  construction  and  maintenance  of  the  same."    On  this 
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point  we  think  the  record  leaves  no  room  for  doubt.  A  physical 
connection  with  the  defendant,  the  Baltimore  &  Ohio  Southwestern, 
at  one  time  existed  at  Madeira  and  also  at  a  point  spoken  of  in  the 
record  as  Hillsboro  Junction.  At  the  same  time  there  was  also  a 
connection  with  the  line  of  the  Norfolk  &  Western  at  the  latter 
point.  They  were  put  in  when  the  line  of  the  complainant  was  imder 
construction,  and  were  removed  after  its  completion,  apparently  in 
accordance  with  a  previous  understanding  to  that  effect.  It  is  not 
to  be  doubted  that  it  is  reasonably  practicable  to  restore  these  con- 
nections at  those  points  or  to  put  connections  in  elsewhere,  or 
that  when  restored  or  put  in  elsewhere  they  can  be  operated  with 
safety.  Nor  can  it  be  doubted  that  there  will  be  sufficient  traffic  to 
and  from  points  on  the  line  of  the  complainant  reasonably  to  com- 
pensate the  defendants  for  constructing,  maintaining,  and  operating 
such  switch  connections  with  the  complainant. 

The  complainant  also  demands,  as  we  understand  the  petition, 
through  routes  and  joint  rates  to  and  from  all  interstate  points 
reached  by  the  defendant  lines  and  their  connections.  When  the  com- 
plaint was  filed  the  Commission,  under  section  15,  had  authority, 
after  hearing  on  a  complaint,  to  establish  through  routes  and  maxi- 
mum joint  rates  and  to  prescribe  the  divisions  thereof,  "provided  no 
reasonable  or  satisfactory  through  route"  existed.  In  the  amend- 
ment of  June  18,  1910,  this  limitation  was  omitted.  As  the  section 
now  reads,  the  only  limitations  on  our  authority  to  establish  through 
routes  and  joint  rates  that  need  be  mentioned  here  are:  (a)  We  may 
not  require  any  railroad  involuntarily  to  embrace  in  a  through  route 
substantially  less  than  the  entire  length  of  its  road  between  the 
termini  of  the  proposed  through  route,  (b)  We  may  not  estab- 
lish through  routes  and  joint  rates  between  a  steam  railroad  and  a 
street  electric  passenger  railway  that  does  not  transport  freight  in 
addition  to  its  passenger  and  express  business.  The  first  of  these 
limitations  must,  of  course,  be  observed  in  all  cases;  the  second  has 
no  appUcation  in  connection  with  this  complaint. 

This  is  the  first  occasion  upon  formal  complaint  that  we  have  had 
to  examine  the  amended  provision.  But  one  point  that  seems  to  be 
entirely  clear  is  that,  although  the  complaint  was  filed  before  the 
amendment  became  effective,  we  can  act  only  under  the  authority  that 
we  now  have.  We  gather  also  from  a  careful  reading  of  the  amended 
clause  that  it  was  the  purpose  of  the  Congress  to  widen  the  scope  of 
our  powers  to  establish  through  routes  and  joint  rates  rather  than  to 
narrow  them,  and  to  leave  in  the  Conmiission  full  discretion  to  act  in 
such  cases  in  the  light  of  all  the  facts  and  circumstances  and  accord- 
ing to  what  may  seem  wise,  fair,  reasonable  and  equitable  in  each 
case.  We  shall  dispose  of  this  complaint  with  that  understanding 
of  the  extent  of  our  authority. 
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For  a  distance  of  about  six  miles  eastwardly  from  Norwood  the  line 
of  the  complainant  not  only  parallels  the  line  of  the  Baltimore  &  Ohio 
Southwestern  but  practically  adjoins  the  right  of  way  of  that  defendant. 
A  few  miles  farther  to  the  east  it  approaches  and  at  Perintown  prac- 
tically adjoins  the  right  of  way  of  the  Norfolk  &  Western  and  parallels 
that  road  for  a  few  miles  to  Stonelick,  at  which  point  it  is  only  about 
a  mile  distant  from  the  Norfolk  &  Western.  Its  station  at  Norwood 
also  immediately  adjoins  the  stations  of  the  defendants,  the  Baltimore 
&  Ohio  Southwestern  and  the  Cincinnati,  Liebanon  &  Northern  Railway 
Company.  For  a  distance  of  some  four  or  five  miles  out  of  IliUsboro, 
its  eastern  terminus,  the  complainant's  line  again  parallels  the  tracks 
of  the  Baltimore  &  Ohio  Southwestern,  the  rights  of  way  of  the  two  lines 
being  immediately  adjoining.  It  was  at  a  point  about  a  mile  and  a 
quarter  west  of  IliUsboro  that  the  line  of  the  complainant  was  formerly 
connected  by  a  switch  track  with  the  line  of  the  Baltimore  &  Ohio 
Southwestern  and  also  with  the  line  of  the  Norfolk  &  Western.  On  that 
end  of  the  line  are  the  villages  of  Hoagland,  Fairview,  and  Aliens- 
burgh,  which  are,  respectively,  a  mile  and  a  half,  one  mile,  and  three 
miles  distant  from  a  station  on  the  line  of  the  Baltimore  &  Ohio 
Southwestern,  but  much  more  distant  from  any  station  on  the 
Norfolk  &  Western.  They  are  small  communities  with  no  com- 
mercial enterprises  of  such  character  that  they  may  be  said  not  to 
be  reasonably  well  served  at  this  time,  so  far  as  interstate  shipments 
are  concerned,  by  the  Baltimore  &  Ohio  Southwestern.  Among 
all  the  witnesses  that  testified  none  resided  at  any  of  these  places,  and 
therefore  the  record  discloses  no  complaint  of  inadequate  transporta- 
tion facilities  at  these  points  or  the  need  of  additional  facilities.  At 
the  western  end  of  the  line  are  Madisonville,  Madeira,  Milford,  Perin- 
town, StoneUck,  and  Boston,  some  of  which  are  practicaUy  within  a 
stone  throw  either  of  the  Baltimore  &  Ohio  Southwestern  or  the 
Norfolk  &  Western.  Boston,  the  most  distant  of  the  points  last  men- 
tioned, is  about  five  miles  by  the  country  roads  from  Batavia  and 
something  less  from  Baldwin,  stations  on  the  Norfolk  &  Western;  it 
is  not  less  than  eight  miles  from  the  nearest  station  on  the  tracks  of 
the  Baltimore  &  Ohio  Southwestern.  Dodsonville,  toward  the  eastern 
end  of  the  complainant's  line,  is  also  four  or  five  miles  distant 
by  wagon  road  from  any  station  on  the  Baltimore  &  Ohio  Southwest- 
em  and  as  much  as  eight  miles  from  the  nearest  station  on  the  Norfolk 
&  Western.  Between  that  point  on  the  east  and  Boston  on  the  west 
are  a  number  of  towns  and  villages  that  are  located  from  about  five 
miles  to  as  much  as  ten  or  twelve  miles  by  wagon  road  from  the  nearest 
stations  on  the  lines  of  one  or  the  other  of  the  defendants. 

Under  the  principles  announced  in  Chicago  <b  Milvxi/uJcee  EUctrie 
R.  R.  Co.  V.  /.  C  R.  R.  Co.f  13  I.  C.  C.  Rep.,  20,  we  would  not  open 
through  routes  and  establish  joint  rates  for  Norwood  or  Hillsboro 
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because  both  places  now  reach  all  mterstate  points  over  each  of  the 
defendant  lines.  Moreover,  through  routes  and  joint  rates  between 
interstate  points  and  Norwood  and  Hillsboro,  in  connection  with 
the  complainant's  line,  could  not  lawfully  be  required  under  the 
terms  of  section  15  of  the  act  as  lately  amended.  Nor  should  we 
open  through  routes  and  establish  joint  rates  between  interstate 
points  and  Madisonville,  Madeira,  or  Hoagland  over  the  complain- 
ant's line  in  connection  with  the  Baltimore  &  Ohio  Southwestern, 
because  those  points  are  already  served  by  the  latter  line.  Nor 
should  we  under  the  views  announced  in  that  case  open  through 
routes  and  joint  rates  to  and  from  Fairview,  Allensburgh,  Milford, 
Perintown,  and  StoneUck,  all  those  points  being  within  a  short  and 
reasonably  convenient  distance  of  stations  on  one  or  the  other  of  the 
defendant  lines.  On  the  other  hand,  imder  the  disposition  made  of  a 
similar  complaint  in  Cedar  Rapids  dk  Iowa  City  Ry.  <fk  lAghi  Co.  v.  C,  db 
N.  W.  Ry.  Co.,  13 1.  C.  C.  Rep.,  250,  we  are  of  the  opinion  that  the  defend- 
ants may  properly  be  required  to  join  with  the  complainant  in  opening 
through  routes  and  establishing  joint  rates  between  interstate  points 
and  Boston,  Monterey,  Hartman,  Marathon,  Quinns  Crossing,  Vera 
Cruz,  Fayetteville,  St.  Martins,  Stringtown,  and  DodsonviDe.  None 
of  these  towns  is  within  less  than  approximately  five  miles,  and  two 
or  three  are  ten  miles  or  more  by  the  coimtry  roads  from  any  station 
on  the  defendant  lines.  To  say  that  such  places  are  already  reasonably 
well  served  by  either  of  the  defendants  is  to  announce  the  definite 
proposition  that  a  wagon  haul  of  from  five  to  ten  miles  is  not  aa 
improper  burden  to  put  upon  an  interstate  shipper.  But  in  such  a 
view  we  are  not  ready  to  concur  as  a  fixed  rule,  even  when  the  country 
roads  are  so  good  as  the  roads  in  this  territory  are  said  to  be.  While 
we  have  little  sympathy  with,  and  will  not  ordinarily  lend  our  aid  to, 
an  effort  by  one  road  to  secure  traffic  that  is  reasonably  tributary  to 
another  road  by  compelling  the  latter  to  join  with  it  in  throu^ 
routes  and  rates,  we  shall  not  permit  the  theory  as  to  what  traffic  is 
tributary  to  a  road  to  be  pushed  to  such  an  extreme  as  to  impose  aa 
undue  burden  upon  shippers.  Confining  our  ruling  to  the  special 
facts  of  the  case  and  to  the  points  last  mentioned,  we  think  the 
prayer  for  through  routes  shoidd  be  granted. 

But  besides  contending  that  the  country  traversed  by  the  line  of 
the  complainant  has  been  adequately  served  by  one  defendant  for 
not  less  than  50  years  and  by  the  other  for  not  less  than  25  years,  the 
defendants  also  assert  that  the  combined  traffic  to  and  from  this  terri- 
tory is  very  light,  and  that  the  little  revenue  received  from  it  ought 
not  to  be  taken  from  them  by  a  line  that  should  never  have  been  built; 
that,  considering  the  transportation  requirements  of  this  district  and 
the  facilitios  offered  by  the  defendants,  the  complainant's  line  is 
one  that  would  not  have  been  allowed  to  be  constructed  under  a 
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system  of  laws,  prevailmg  in  some  of  the  states,  that  requires  pre- 
vious official  sanction  when  a  railroad  enterprise  is  proposed  and 
a  line  laid  out;  and  that  "one  of  the  questions  involved  is  whether 
the  owners  of  a  line  of  railway  thus  unwisely  projected  and  built 
can  demand  a  division  with  the  older  lines  at  their  expense  and 
without  any  compensating  advantage  to  the  community  in  general 
traversed  by  the  several  lines/'  In  this  connection  the  defendants 
state  that  no  dividends  have  ever  been  paid  on  the  outstanding 
stock  of  the  complainant  company;  that  its  line  is  operated  at  a  heavy 
annual  deficit;  and  that  it  is  not  earning  even  operating  expenses, 
but  is  approaching  bankruptcy.  Figures  are  also  given  purporting 
to  show  that  the  freight  rates  on  the  lines  of  the  defendant  railroads 
to  the  territory  in  this  vicinity  produce  "not  more  than  1.3  per  cent 
profit  on  the  investment."  Excluding  HiUsboro  and  Greenfield, 
the  general  district  has  lost  both  in  wealth  and  population  since 
1860.  It  is  said,  generally  speaking,  to  be  an  infertile  and  very  poor 
farming  country,  not  producing  enough  grain  and  feed  to  supply  the 
local  demand.    And  most  of  the  lumber,  it  seems,  has  been  cleared  off. 

The  defendants  object  to  through  routes  and  joint  rates  with  the 
complainant  on  still  other  grounds.  It  is  insisted  that  its  right  of 
way  is  imfit  for  the  operation  of  such  trains  as  are  used  on  the  regular 
lines.  Referring  to  the  matter  of  ballast,  the  line  of  the  complainant 
is  said  to  be  a '  'one  coat"  road  and  without  any  ballast  in  some  places, 
while  in  others  the  fills  have  been  much  washed.  We  are  also  told  that 
the  bridges  in  some  cases  have  no  sufficient  margin  of  safety  and  are 
largely  made  from  material  discarded  by  the  regular  lines  as  second- 
hand stuff,  to  be  sold  and  not  used;  that  the  trestles  are  subject  to 
the  same  general  criticism;  that  the  grades  are  steep  and  the  c\u*ve6 
sharp;  that  while  operation  is  possible  it  is  thought  to  be  dangerous; 
that  such  freight  cars  as  the  complainant  has  were  piu*chased  of  the 
Cincinnati,  Hamilton  &  Dayton  from  among  those  condemned  as  no 
longer  fit  for  use  on  that  line;  and  that  if  put  upon  either  of  the 
defendant  lines  would  be  '^  crushed  like  ^gshells."  Finally  it  is 
said  that  the  clearances  on  the  complainant  line  are  not  such  as  are 
reqidred  by  the  local  law  of  steaili  roads  althoiigh  r^ular  line  equip- 
ment  can  get  through ;  that  for  five  miles  the  line  runs  on  pubUc  streets ; 
and  that  at  Madisonville  there  are  two  cxuves  so  sharp  that  freight 
cars  with  standard  couplers  can  not  make  the  turn,  shackle  bars 
being  required.  The  right  of  way  is  from  20  to  60  feet  wide,  and  at 
no  place  on  complainant's  line  are  there  track  scales.  It  has  9  box 
cars,  2  flat  cars,  4  gondolas,  and  1  stock  car,  and  is  therefore  not 
in  a  position  to  exchange  any  equipment  with  the  defendants  or  to 
furnish  any  equipment  for  joint  use. 

We  thiiik  that  much  of  this  criticiam  as  to  the  physical  condition 
of  the  line  of  the  complainant  is  the  reflection  of  a  special  view  in 
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which  the  requirements  of  steam  lines  with  respect  to  their  roadbed 
and  bridges  were  taken  as  a  basis  of  comparison.  Giving  due  weight 
to  the  testimony  of  witnesses  on  each  side  of  the  controyersy,  but 
basing  our  conclusions  more  lai^ely  upon  our  own  investigatioDSi 
we  think  the  complainant  will  have  no  difficulty  in  moving  regular 
line  equipment  over  its  road.  We  do  not  understand  that  it  is 
equipped  for  operating  long  freight  trains.  But  whatever  may  be  the 
facts  with  respect  to  all  the  details  of  that  nature  referred  to  in  the 
record,  we  assume  that  the  self-interest  of  the  complainant  will  be 
suflicient  to  lead  it  to  make  the  necessary  arrangements  so  to  conduct 
its  operations  as  to  be  able  to  move  traffic  over  its  line  with  safety. 
This  we  think  it  can  do,  and  this  we  doubt  not  it  will  do.  We  attach 
no  importance  therefore  to  the  suggestion  that  the  cars  of  the  defend- 
ants will  not  be  safe  on  the  line  of  the  complainant,  or  to  the  sug- 
gestion that  if  an  order  is  entered  requiring  the  defendants  to 
join  in  through  routes  and  through  rates  with  the  complainant  aa 
undue  burden  will  be  placed  upon  them  under  the  so-called  Carmack 
amendment  to  the  act,  because  of  the  condition  of  the  complain* 
ant's  roadbed  and  bridges. 

In  conclusion  we  find  that  the  complainant  is  entitled  to  a  switch 
connection  with  the  line  of  the  defendant,  the  Baltimore  &  Ohio 
Southwestern  Railroad  Company,  at  Madeira,  and  to  a  switch  connec- 
tion at  or  near  Hillsboro  with  the  line  of  that  defendant  as  well  as 
with  the  line  of  the  Norfolk  &  Western  Railway  Company.  We 
shall  not  here  specify  the  exact  points  at  which  the  connections  are  to 
be  made.  In  case,  however,  the  parties  can  not  promptly  reach  an 
agreement  on  that  matter  an  order  will  be  entered.  We  also  find  on 
the  special  facts  of  the  case,  as  heretofore  explained,  that  the  rec- 
ord justifies  an  order  requiring  the  defendants  to  join  with  the  com- 
plainant in  establishing  through  routes  so  that  shippers  on  the  line  of 
the  complainant  at  points  between  and  including  Boston  on  the  west 
and  Dodsonville  on  the  east  may  have  access  to  and  from  interstate 
points  under  through  billing  and  through  charges.  The  suggestion 
made  on  the  brief  of  the  complainant  is  that  the  joint  rates,  whesk 
established,  ought  not  to  be  greatei^  than  the  "maximum  consisting 
of  the  present  tariffs  to  Hillsboro  and  Madeira,  respectively,  and  the 
carload  rates  upon  the  complainant's  line."  Certainly  this  demand, 
as  we  understand  it,  is  within  reason  from  every  point  of  view.  We 
agree,  however,  with  the  defendants  in  saying  that  the  case  does  not 
seem  to  justify  putting  them  at  the  expense  of  reprinting  their  tarifis 
and  getting  the  concurrence  of  their  connections  in  new  joint  through 
rates  to  and  from  local  points  on  the  complainant's  line.  This  may 
be  avoided  if  the  complainant  will  file  its  local  rates  with  this  Com* 
^on.  This  will  make  them  applicable  under  our  rules  on  through 
tate  movements. 
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As  the  complaint  seems  to  have  been  abandoned  by  the  petitioner 
BO  far  as  the  Cincinnati,  Lebanon  &  Northern  Railway  Company 
is  concerned,  we  have  not  considered  that  line  in  reaching  the  con- 
clusions herein  expressed. 

On  the  assumption  that  the  parties  will  have  no  difficulty  in 
canying  these  findings  into  effect  by  agreement  among  themselves 
we  shall  enter  no  order  at  this  time.  Upon  being  advised  of  their 
failure  to  agree  the  necessary  order  will  be  entered. 
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No.  2783. 
HARTMAN  FURNITURE  &  CARPET  COMPANY 

V. 

CHICAGO,  ROCK  ISLAND  &  PACIFIC  RAILWAY  COMPANY 

ET  AL. 


SuhmiUed  October  17,  IdlCT.    Beaded  February  14, 1911. 


Through  rate  of  49  cents  per  100  pounds  exacted  on  ahipment  of  chairs  book  lialvem. 
Ark.,  via  Thebes,  111.,  to  Milwaukee,  Wis.,  found  unjust  in  so  &r  as  it  exceeded 
39  cents.    Reparation  awarded. 

Lawrence  Oster  for  complainant. 

TT.  F.  Dickinson  and  A.  B.  Enoch  for  Chicago^  Rock  Island  &  Pacific 
Railway  Company. 

Fred  H.  Wood  for  Chicago  &  Eastern  lUinois  Railroad  Company  and 
St.  Louis  &  San  Francisco  Railroad  Company. 

F.  0.  Wright  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. 

Refobt  of  the  Commission. 

Clembnts,  Chairman:  . 

This  complaint,  filed  August  18,  1909,  attacks  as  imjust  and  unrea- 
sonable defendants'  charge  of  $101.43,  based  on  a  through  carload 
rate  of  49  cents  per  100  pounds,  applied  to  one  carload  of  chairs, 
weighing  20,700  pounds,  diipped  on  March  25,  1908,  from  Malvern, 
Ark.,  to  Milwaukee,  Wia.  It  aUeges  that  the  sum  of  the  intermediate 
rates  contemporaneously  in  effect  between  Malvern  and  Milwaukee, 
via  Cairo,  HI.,  was  39  cents  per  100  pounds,  made  up  of  21  cents 
from  Malvern  to  Cairo,  and  18  c^its  thence  to  Milwaukee;  that, 
effective  May  28, 1908,  the  sum  of  these  intermediates  was  made  the 
through  rate;  that  the  charges  on  this  shipment,  based  upon  the  sum 
of  the  intermediates,  would  have  been  $80.75.  It  asks  reparation  in 
the  simi  of  the  difference. 

Defendant  Chicago,  Milwaukee  &  St.  Paul  admits  that  the  through 
charge  exceeded  the  sum  of  the  intermediate  rates,  and  that  the  49- 
cent  rate  was  subsequently  reduced  to  39  cents,  but  denies  that  the 
charges  assessed,  based  upon  the  only  lawful  rate  applicable  at  the 
time  of  shipment,  were  unreasonable  or  unjust.  The  other  defend- 
ants deny  that  the  shipment  moved  over  a  route  the  sum  of  the 
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intermediates  via  which  was  less  than  the  through  rate,  and  allege 
that  on  the  contrary  it  moved  via  Thebes,  HI.,  and  the  local  rate 
ftrom  Malvern  to  Thebes  was  36  cents,  and  thence  to  Milwaukee  18 
cents,  or  a  total  of  54  cents. 

We  find  that  the  shipment  moved  via  Thebes  at  the  said  through 
rate  of  49  cents;  that  the  sum  of  the  intermediates  via  Thebes  was 
54  cents,  as  above  stated.  We  find  also  that  while  the  sum  of  the 
intermediates  via  Cairo  was  39  cents,  made  up  as  follows:  Malvern 
to  Cairo,  21  cents,  minimum  20,000  pounds,  and  Cairo  to  Milwaukee, 
18  cents,  minimum  22,720  pounds,  the  through  rate  of  49  cents 
applied  via  Cairo  as  wdl  as  via  Thebes,  and  that  on  May  28,  1908, 
the  39-cent  rate  was  established  between  these  points,  via  both  Cairo 
and  Thebes,  and  this  rate  remained  in  effect  until  October  15, 1909, 
when  it  was  advanced. 

It  is  the  finding  and  conclusion  of  the  Conmiission  that  the  rate  of 
49  cents  exacted  on  this  shipment,  under  aU  the  facts,  circumstances, 
and  conditions  existing  at  that  time,  was  unjust  in  so  far  as  the  same 
exceeded  39  cents  per  100  pounds.  Therefore  we  award  reparation 
to  the  complainant  to  be  paid  by  defendants  in  the  sum  of  $17.06, 
with  interest  from  April  1,  1908.  Inasmuch  as  the  39-cent  rate,  put 
into  effect  over  both  routes  subsequent  to  the  movement  of  this 
shipment,  as  above  stated,  remained  in  effect  for  more  than  a  year, 
we  will  not  enter  the  usual  order  controlling  the  rate  for  the  future. 

An  order  will  be  entered  accordingly. 

20  L  C.  C.  Ben. 
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No.  2917. 
MILLINERY  JOBBERS  ASSOCIATION 

V. 

AMERICAN  EXPRESS  COMPANY  ET  AL. 


auhmitted  April  7,  1910,    Decided  February  IS,  1911. 


1.  As  damage  claims  increase  the  expense  of  carriage  and  thus  affect  tba 

rates,  it  is  reasonable  and  to  the  interest  of  the  genera]  shipping  pnblic 
as  well  as  of  the  carriers  to  discourage  shipping  methods  and  the  use  c^ 
shipping  cases  that  are  lacking  in  safety.  On  these  grounA  and  upon  the 
facts  disclosed  by  the  record;  Held,  That  the  classiflcation  rule  of  the 
defendants  applying  minimum  weights  on  shipments  of  merchandise,  and 
more  particularly  miUinery,  packed  in  ordinary  pasteboard  or  strawboard 
boxes,  is  not  unreasonable;  nor  is  the  rule  unreasonable  that  provides  for 
the  refusal  of  such  shipments  when  not  crated. 

2.  The  classification  rule  of  the  defendants  applying  minimum  weights  on  ship- 

ments in  corrugated  paper  or  pulp  cartons  of  certain  sizes,  when  uncrated. 
Instead  of  assessing  the  charges  on  the  basis  of  their  actual  weights,  found 
unreasonabla 
8.  The  needless  complexity  of  rules  in  the  general  classifications  of  express 
companies  commented  upon. 

Cassoday  <&  Butler  for  complainants. 

Charles  W.  Stockton  and  Harry  S.  Marx  for  defendants. 

T.  B.  Harrisofiy  jr.y  for  American  Express  Company,  National 
Express  Company,  and  Adams  Express  Company. 

Alexander  <&  Green  for  Wells  Fargo  &  Ccwnpany. 

O^Brien,  Boardman,  Piatt  cfe  Littleton^  George  T7.  Field  and  Tffl- 
liam  W.  CoUin^  jr.^  for  United  States  Express  Company. 

Stewart  <&  Shearer  for  Southern  Express  Company. 

/.  L.  Minnie  for  Pacific  Express  Company. 

Report  of  the  Commission. 

Hablan,  Commissioner: 

The  rules  and  regulations  complained  of  here  affect  the  charges  of 
the  defendants  on  all  light  and  bulky  shipments  of  what  is  referred  to 
in  express  tariffs  as  general  merchandise  matter.  In  this  proceeding, 
however,  we  are  concerned  only  with  their  effect  upon  the  millinery 
traffic.  The  rules  now  before  us  in  a  revised  form  were  made  effective 
on  August  1, 1909,  but  some  of  them  were  put  in  force  as  long  ago  as 
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May,  1906.  Stated  briefly,  their  purpose  was  to  provide  minimum 
weights  on  li^t  and  bulky  merchandise  when  shipped  in  pulp  or 
corrugated  paper  cartons,  exceeding  certain  dimensions,  or  when 
shipped  in  strawboard  or  pasteboard  boxes  and  inclosed  in  crates, 
exceeding  certain  dimensions.  The  rules  also  provide  for  the  refusal 
of  such  shipments  when  in  containers  of  that  character  exceeding 
certain  other  dimensions.  The  complaint  made  is  that  the  rules  and 
regulations  are  unreasonable  and  result  in  discriminatory  and  exces- 
sive transportation  charges. 

It  may  be  inferred  from  the  record  that  while  styles  in  millinery 
rapidly  change  the  greater  part  of  such  traffic  is  substantially  the 
same  now  in  general  character  and  bulk  as  it  was  SO  years  ago. 
In  recent  years,  however,  new  methods  of  packing  their  shipments 
have  gradually  been  adopted  by  the  wholesale  milliners.  The  in- 
creasing cost  of  lumber,  as  the  record  seems  to  indicate,  has  led  the 
box  makers  to  furnish  to  the  trade  wooden  shipping  cases  and  crates 
that  are  less  substantially  made  than  formerly.  Moreover,  instead 
of  using  wooden  boxes  the  jobbers  of  millinery  in  recent  years  have 
resorted  to  the  practice  of  using  wooden  crates,  more  or  less  flimsy 
and  tmsatisfactory  in  character,  to  inclose  and  protect  the  thin 
pasteboard  boxes  in  which  they  pack  feathers,  ribbons,  and  other 
diversified  materials  used  by  retail  millinery  establishments.  The 
record  shows  that  as  a  result  of  these  methods  of  packing  their  ship- 
ments the  defendants  have  been  subjected  to  a  serious  increase  in  the 
claims  made  against  them  for  damages  occasioned  by  the  loss  or 
injury  of  the  merchandise  in  transit.  The  use  of  such  packing  ma- 
terials has  also  had  the  effect  of  appreciably  reducing  the  revenues 
of  the  defendants  because  of  the  reduction  in  the  average  weight  of 
millinery  shipments  when  made  in  the  lighter  containers. 

During  the  year  1896  the  wholesale  shippers  of  millinery  goods 
commenced  to  use  what  are  known  as  pulp  or  corrugated  paper  car- 
tons, in  contradistinction  to  what  are  commonly  known  as  pasteboard 
or  strawboard  boxes.  CSorrugated  cartons,  as  we  here  use  the  phrase 
for  conveni^ice^  are  built  up  of  heavy  layers  of  pasteboard  between 
which  corrugated  paper  is  inserted  to  add  strength  and  thickness 
and  thus  increase  their  ability  to  withstand  contact  and  blows  when 
in  transit.  Such  cartons  are  shown  by  the  record  to  make  a  reason- 
ably substantial  and  convenient  packing  box,  and  as  the  defendants 
ccmoede,  are  regarded  with  favor  by  carriers  quite  generally.  From 
the  standpoint  of  the  shipper  they  have  several  advantages.  Their 
cost  is  not  great;  the  supply  for  the  season  can  be  stored  in  a  com- 
paratively small  space ;  they  come  ready  for  use  and  can  be  cut  down 
if  too  large;  they  can  be  handled  more  conveniently  than  wooden 
boxes;  and  their  lighter  weight  means  economy  in  transportation 

charges. 
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For  many  years  millinery  has  been  accepted  by  express  companies 
at  regular  merchandise  rates  on  the  actual  weight  of  the  shipments, 
regardless  of  the  bulk  of  the  packages.  In  that  respect  such  traffic 
has  been  on  an  equal  footing  with  other  merchandise.  But  during 
1906  the  defendants  in  their  general  classification  published  rules 
providing  for  the  application  of  minimum  weights  on  shipments 
packed  in  pulp  or  corrugated  paper  cartons,  exceeding  certain  speci- 
fied dimensions,  unless  also  crated  or  boxed.  In  the  latter  event  the 
rules  provided  for  the  assessment  of  charges  on  the  basis  of  the  actual 
weight  No  minimum  weights  were  fixed  for  shipments  in  wooden 
cases  or  boxes.  In  these  rules  the  defendants  also  took  measures 
to  stop  the  practice  of  shipping  what  are  referred  to  in  the  record 
as  '^  balloon  packages,''  a  phrase  used  by  the  defendants  as  descrip- 
tive of  pasteboard  boxes  and  pulp  cartons  of  light  weight  but  of 
extreme  size.  This  result  was  accomplished  by  rules  forbidding  the 
acceptance  of  ordinary  pasteboard  or  strawboard  boxes,  not  crated, 
and  exceeding  60  inches  in  exterior  dimensions  and  of  corrugated 
paper  cartons  uncrated  and  exceeding  90  inches.  Boxes  and  cartons 
of  greater  magnitude  than  these  are  admittedly  not  safe  containers 
when  uncrated.  The  rules  of  1906  also  fixed  110  inches  as  a  limit  in 
the  size  of  boxes  and  cartons  that  would  be  accepted  even  when  crated. 
It  may  be  well  here  to  explain  that  a  carton  or  box  of  a  stated  number 
of  inches  means  a  box  the  exterior  length,  width,  and  depth  of  which 
aggregate  that  nimiber  of  inches. 

Before  the  rules  of  1906  were  adopted  the  jobbers  in  millinery  had 
always  used  wooden  boxes  or  heavy  crates  for  shipping  feathers,  hats, 
and  other  like  materials;  they  had  also  indicated  to  the  def^idant 
carriers  that  it  would  not  be  practicable  to  crate  such  merchandise. 
Nevertheless,  shortly  after  the  rules  had  been  prcmiulgated,  they 
began,  as  heretofore  stated,  to  ship  materials  of  that  light  and  bulky 
character  in  thin  pasteboard  boxes  with  no  better  protection  than 
that  afforded  by  light  wooden  crates.  In  that  form  the  shipntents 
were  billed,  under  the  rules  and  tariffs  then  in  effect,  at  their  actual 
weight.  The  milliners  were  thus  able  to  avoid  the  higher  minimntn 
weights  that  would  have  been  applicable  had  the  merchandise  been 
packed  in  substantial  corrugated  cartons  without  crates.  In  other 
words,  by  substituting  a  light  wooden  crate  inclosing  a  number  of 
thin  pastdx)ard  boxes  for  the  more  secure  and  convenient  cartons 
formerly  used  without  crates,  the  shippers  were  able  to  avoid  chaiges 
based  on  the  minimum  weights  prescribed  for  uncrated  cartmis,  and 
at  the  same  time  the  express  companies  were  put  in  a  position  of 
carrying  the  shipments  at  actual  weight  and  in  an  insecure  and  in- 
convenient c<mtainer. 
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It  was  to  meet  this  change  in  the  methods  adopted  by  the  jobbers 
for  packing  their  goods  that  the  rules  were  revised  and  made  effect- 
ive as  heretofore  stated  on  August  1,  1909.  The  minimum  weights 
applicable  under  the  rules  of  1906  on  shipments  in  pulp  and  corru- 
gated paper  cartons  were  republished,  and  the  same  minimum  weights 
were  also  established  for  shipments  packed  in  ordinary  strawboard 
or  pasteboard  boxes  when  inclosed  in  crates.  The  rules  as  thus  modi- 
fied in  1909  are  the  real  occasion  of  this  complaint.  As  published 
they  seem  to  be  somewhat  obscure  and  more  complicated  than  is 
reasonably  necessary.  As  we  understand  th^n  the  minimum  weights 
as  then  revised  and  now  in  effect  are  as  follows: 


Exterior  dlmeoiioiia. 

Ordinary  strswhoard  or  paper 
boxes. 

In  corrugated  paper  or  pulp 
cartons. 

Crated. 

Not  crated. 

Crated 

Not  crated. 

Not  oTer  00  Inches 

Actual  weight. . 
do 

Actual  weight. . 
Refused 

Aetbal  weight.. 
do 

Aotoal  weight. 

Over  CO.  not  over  70  inches. . . . 

Do. 

Over  70,  not  orer  75 Inches. . . . 
Over  7&,  not  over  80  inched — 
Over  80.  not  over  90  inches. ... 

80  pounds 

do 

do 

80  pounds. 

40  pounds 

do 

do 

40  pounds. 

60  pounds 

do 

do 

60  pounds. 
Refused. 

Ov^r  9CL  not  over  100  inches 

60  Dounds 

do 

do 

Over  100.  not  over  110  inches. . 

70  pounds 

do 

....  .do .......... 

Do. 

Over  110  inches 

Refused 

do 

Refused 

Do. 

It  will  be  observed  from  this  table  that  corrugated  cartons  when 
crated  are  refused  if  larger  than  110  inches  in  exterior  dimensions,  and 
are  refused  when  uncrated  if  over  90  inches;  and  that  strawboard  or 
pasteboard  boxes  are  refused  when  in  excess  of  50  inches  if  uncrated 
or  over  110  inches  when  crated.  It  will  be  noted  that  the  actual 
weight  controls  the  charges  on  pasteboard  boxes  of  less  than  50  inches 
and  on  corrugated  cartons  of  less  than  70  inches  in  exterior  measure- 
ment, while  minimum  weights  are  applicable  on  containers  exceeding 
those  sizes.  These  minimum  weights  in  the  ordinary  and  usual  expe- 
rience of  millinery  jobbers  seem  to  exceed  the  actual  weight  of  ship- 
ments in  c(mtainers  of  the  sizes  specified.  But  the  jobbers  seem  to 
agree  in  the  opinion  that  crates  and  wooden  boxes  involve  an  expense 
that  more  than  absorbs  the  difference  in  charges  based  on  the  assigned 
minimum  weights  and  charges  based  on  the  actual  weights  of  ship- 
ments in  crates  and  wooden  boxes.  The  result  therefore  of  the 
adjustment  of  1909  is  that  it  costs  less  to  pay  the  prescribed  minimiim 
weights  on  uncrated  cartons  of  light  and  bulky  articles  than  to  crate 
such  cartons  or4x)  use  wooden  boxes. 

The  record  seems  to  show  that  shipments  in  the  ordinary  paste- 
board and  strawboard  boxes  are  peculiarly  liable  to  injury  and 
damage  in  transit.    In  fact,  the  testimony  offered  by  the  defendants 

indicating  the  risk  involved  in  the  carriage  of  millinery  traffic,  relates 
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chiefly,  if  not  wholly,  to  shipments  in  pasteboard  or  strawboard 
boxes.  And  we  see  no  grounds  in  this  record  that  would  justify 
us  in  requiring  the  defendants  to  change  their  rules  with  respect  to 
such  shipments;  there  are  indeed  some  grounds  up<m  which  such 
shipmaits  might  reascmably  be  refused  when  offered  in  containers 
of  that  character.  But  without  discussing  that  view  we  are  of  the 
opinion  that  the  rule  of  the  defendants  applying  minimum  weights 
to  such  shipments  is  not  unreasonable.  As  damage  claims  increase 
the  expense  of  carriage  and  thus  affect  the  rates,  we  think  it  alto- 
gether reasonable,  in  the  interest  of  the  general  shipping  public  as 
well  as  in  the  interest  of  the  carriers  themselves,  to  discourage  in 
that  way  the  use  of  shipping  methods  and  shipping  cases  that  are 
lacking  in  safety. 

We  take  a  different  view,  however,  of  the  present  rules  and  regula- 
tions of  the  carriers  with  respect  to  corrugated  paper  or  pulp  cartons. 
That  such  a  carton  is  an  excellent  container  for  ordinary  shipments 
of  merchandise  without  the  protection  of  a  crate,  seems  to  be  admitted 
by  the  defendants.  Their  usefulness  and  general  safety  for  ship- 
ments by  freight  have  been  recognized  also  in  the  class^caticms  of 
railroad  companies.  Although  the  point  is  contested  by  the  defend- 
ants, we  are  satisfied  upon  the  record  that  cartons  of  the  size  limited 
by  the  rules  of  1909  are  not  improved  either  in  point  of  safety 
or  of  convenience  in  handling  by  being  inclosed  in  wooden  crates. 
When  uncrated  they  are  more  easily  stacked  in  the  car  than  are 
crated  shipments,  generally  speaking.  They  will  also  stand  up  under 
a  considerable  weight  of  other  shipments.  While  that  does  not  ap- 
pear to  have  been  the  object  of  the  amended  rules,  nevertheless,  so 
far  as  this  record,  after  a  most  careful  study  of  the  testimony,  gives 
us  any  information  of  affirmative  value  on  the  point,  the  only  sub- 
stantial advantage  accruing  to  the  express  companies  under  the  rule 
that  requires  the  crating  of  cartons  in  order  to  secure  the  benefit  of 
rates  on  their  actual  weight,  is  that  the  crates  add  to  the  weight  and 
thus  afford  some  slight  additional  revenue  to  the  carrier.  According 
due  significance  to  all  that  is  said  of  record  on  the  point,  the  testi- 
mony seems  clearly  to  demonstrate  the  reasonable  safety  of  ship- 
ments in  such  containers,  when  within  the  size  limited  in  the  classi- 
fication, as  well  as  theit  ability  to  stand  the  ordinary  and  usual 
handling  while  in  transit  Their  use  so  far  as  the  record  gives  as 
any  indication  is  not  attended  by  an  increase  either  in  the  number  or 
extent  of  damage  claims  against  the  defendants.  As  heretofore  indi- 
cated, the  matter  of  damages  for  the  loss  of  or  injury  to  property  in 
transit  is  an  element  that  enters  into  the  cost  of  operation  and  ia 
therefore  justly  reflected  in  the  general  rate  structures.  For  this 
reason  there  is  a  certain  public  interest  involved  in  the  propositioii 
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that  carriers  may  properly  insist  upon,  and  indeed  ought  to  require, 
the  use  of  substantial  and  adequate  boxes,  cartons,  and  other  packing 
materials  for  property  offered  for  transportation.  But  corrugated 
paper  or  pulp  cartons,  when  uncrated  and  within  the  size  limited  by 
the  rules  of  these  defendants,  seem  adequately  and  reasonably  to  meet 
these  requirem^its  for  shipments  by  express.  They  have,  in  fact,  one 
advantage  of  more  or  less  importance  in  that  they  protect  their  con- 
tents from  the  effect  of  water  even  better  than  the  ordinary  wooden 
box. 

Another  phase  of  the  complaint  relates  to  the  rules  of  the  defend- 
ants respecting  the  aggregation  of  packages.  These  rules  relate  to 
shipments  of  two  or  more  packages  made  on  the  same  date  by  one 
consignor  to  a  single  consignee;  they  were  incidentally  modified 
in  connection  with  the  establishment  of  the  minimum  weights  herein- 
before considered.  But  the  conclusions  that  we  have  arrived  at  dis- 
pose of  that  part  of  the  complaint  so  far  as  we  think  the  complainants 
are  entitled  to  relief.  The  record  also  involves  many  instances  of 
alleged  discrimination  resulting  from  the  application  of  the  so-called 
table  of  graduated  weights.  That  question,  however,  is  involved  in 
other  proceedings  before  us  of  much  wider  scope,  and  we  shall  not 
therefore  deal  with  it  here. 

Upon  a  careful  examination  of  this  voluminous  and  carefully  pre- 
pared record  we  are  brought  to  the  conclusion  that  the  rules  and 
regulati<ms  of  the  defendants  are  unreasonable  so  far  as  they  apply 
mininmm  weights  on  comigated  paper  or  pulp  cartons  when  un- 
crated, instead  of  assessing  the  charges  on  the  basis  of  their  actual 
weight  The  effect  of  those  regulations  is  the  assessment  of  charges 
for  the  transportation  of  such  shipments  which  we  find  to  be  unrea- 
sonable, and  in  our  opinion  such  shipments  ought  to  be  carried  at 
the  merchandise  rates  as  applied  to  their  actual  weights. 

An  order  will  be  entered  in  conformity  with  these  conclusions. 

20  L  C.  C.  Bep. 


604  IKTEBSTATE  COMMEBCB  COMIIISSION  BEPORTS. 


No.  3575. 
BOARD  OF  TRADE  OF  THE  CITY  OF  CHICAGO 

V, 

ATLANTIC  CITY  RAILROAD  COMPANY  ET  AK 


No.  3319. 
NEW  YORK  PRODUCE  EXCHANGE 

V. 

NEW   YORK    CENTRAL    &    HUDSON    RIVER    RAILROAD 

COMPANY  ET  AL. 


SubmitUd  March  18,  1911.    Decided  April  4,  1911, 


Ck>mplaint8  herein  attack  what  are  known  as  ex-lake  rates  on  f(nm  from  Buffalo  to 
eastern  points;  in  No.  3575  the  complaint  is  directed  against  both  domestic  and 
export  rates,  while  in  No.  3319  export  rates  alone  are  involved;  npon  the 
facts  disclosed  by  the  record,  and  for  the  reasons  given  in  the  report,  both  the 
complaints  are  dismissed. 

Cheater  Arthur  Legg  and  W.  M,  ITopkins  for  Chicago  Board  of 
Trade,  complainant. 

Baldwin^  Wadhama^  Bacon  cfe  Fisher  for  New  York  Produce 
Exchange,  complainant. 

Arthur  Oeorge  Brown  and  John  B,  Daish  for  Baltimore  Chamber 
of  Commerce,  intervener. 

George  A.  Schroeder  for  Milwaukee  Chamber  of  Commerce,  inter- 
vener. 

George  H.  Eoans  for  Indianapolis  Board  of  Trade,  intervener. 

M.  F.  Doyle  for  Cleveland  Grain  Company,  intervener. 

T.  A.  Grier  for  Peoria  Board  of  Trade,  intervener. 

Z.  Richards  for  Quaker  Oats  Company,  intervener. 

J.  Z.  Seager^  Edgar  R,  BoleSy  H.  A.  Taylor^  O.  E.  BxiUerfidd^  and 
Ct^yde  Brown  for  Cleveland,  Cincinnati,  Chicago  &  St.  Louia  Railway 
Company  and  others. 

Ernest  S.  Ballard  for  New  York  Central  Lines. 
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Report  of  tue  Commission. 

Proutt,  Commissioner: 

Both  the  abovo  complainants  attack  what  are  known  as  ex-lake 
rates  upon  grain  from  Buffalo  to  eastern  points.  In  No.  3575  the 
complaint  is  directed  against  both  domestic  and  export  rates,  while  in 
No.  3319  export  rates  alone  are  involved.  The  two  cases  were  heard 
together  and  may  be  disposed  of  in  a  single  report. 

domestic  rates. 

Grain  can  move  from  the  western  field  of  production  to  the  eastern 
point  of  consumption  either  by  some  all-rail  route  or  by  what  is  known 
as  the  rail-and-water  route.  In  the  latter  case  it  is  carried  from  the 
point  of  production  to  some  port  upon  the  Great  Lakes,  like  Chicago 
or  Duluth,  by  rail,  is  taken  from  the  western  lake  port  by  water  to 
some  eastern  lake  port,  of  which  Buffalo  is  the  principal  one,  and  is 
thence  transported  by  rail  to  destination.  When  grain  takes  the  all- 
rail  route  it  may  pass  through  Chicago  or  it  may  reach  its  eastern  des- 
tination without  entering  that  market  If  it  takes  the  rail-and-water 
route,  it  must  move  through  some  lake  port,  of  which  Chicago  is  the 
largast.  It  is  therefore  for  the  advantage  of  Chicago  that  such  rates 
should  be  maintained  as  will  permit  grain  to  move  by  the  water  route. 
The  board  of  trade  of  that  city,  which  is  an  organization  having  in 
charge  the  grain  interests  of  that  community,  insists  that  rates  are  now 
so  constructed  as  to  divert  traffic  from  the  water  route  to  the  all-rail 
route  and  that  this  results  in  undue  prejudice  against  that  locality. 

The  position  of  the  complainant  will  be  best  understood  by  an  illus- 
tration drawn  from  the  rates  now  in  effect  The  rate  on  wheat  from 
Chicago  to  Boston  is,  at  the  present  time,  18  cents  per  100  pounds. 
If  this  grain  moves  by  the  New  York  Central  lines  it  would  pass 
through  the  city  of  Buffalo  en  route  and  would  be  transported  from 
Buffalo  to  Boston  by  the  New  York  Central  &  Hudson  River  Railroad. 
For  this  service  that  carrier  would  receive,  under  the  present  adjust- 
ment of  rates,  7.9  cents  per  100  pounds,  that  being  its  division  of  the 
joint  through  rate  after  all  allowances  have  been  made  for  terminal 
expenses,  etc.  This  figure  is  taken  from  the  brief  of  the  complainant 
and  is  sufficiently  accurate  for  the  purpose  of  illustration. 

By  ex-lake  rates  are  meant  those  rotes  which  apply  upon  grain 
reaching  Buffalo  from  the  west  by  watt^r.  The  present  ex* lake  rate 
on  wheat  from  Buffalo  to  Boston  is  13.3  cents  per  100  pounds. 
This  ex-lake  rate  includes  elevation;  that  is,  the  taking  of  the  grain 
from  the  ship  into  the  elevator  and  again  loading  it  from  the  elevator 
into  the  car,  for  which  the  charge  is  one-half  cent  per  bushel,  or, 
in  case  of  wheat,  0.83  of  1  cent  per  100  pounds.  When  thb'  ab- 
sorption is  deducted  from  the  ex-lake  charge  the  carrier  received 
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for  handling  the  grain  from  Buffalo  to  Bonton  about  12.5  cents  per 
100  pounds.  The  cost  of  transporting  to  Boston  the  wheat  which  has 
reached  Buffalo  by  lake  is  to  every  practical  intent  the  same  as  that 
of  transporting  the  wheat  which  has  come  to  Buffalo  by  rail,  and  the 
complainant  insists  that  when  the  New  York  Central  charges  for 
handling  the  ex-lake  wheat  12.5  cents,  while  it  handles  the  all-rail 
grain  for  7.9  cents,  it  is  guilty  of  an  unjust  discrimination  against  the 
lake  grain,  and  therefore  against  the  city  of  Chicago,  which  is  inter- 
ested in  moving  the  grain  by  water. 

The  defendants  reply  that  their  ex-lake  rate  from  Buffalo  to  Boston 
is  reasonable;  that  the  rate  from  Chicago  to  Boston  is  competitive, 
and  that  the  division  which  they  are  willing  to  accept  from  Buffalo  to 
Boston  as  the  price  of  engaging  in  this  competitive  business  ought  not 
to  be  used  as  the  standard  by  which  to  measure  the  reasonableness  of 
their  ex-lake  rate  from  Buffalo.  In  passing  upon  the  validity  of  this 
defense  we  may  first  inquire  whether  the  ex-lake  rate  to  Boston  is 
reasonable  in  and  of  itself. 

The  present  domestic  ex-lake  rate  from  Buffalo  to  Boston  is  8  cents 
per  bushel,  equivalent  to  13.3  cents  per  100  pounds;  from  Buffalo  to 
New  York  6.5  cents  per  bushel,  or  10.8  cents  per  100  pounds.  These 
rates  apply  not  only  to  terminal  points,  but  to  interior  destinations, 
which  ordinarily  take  the  port  rate. 

The  movement  from  Buffalo  upon  the  domestic  rate  is  to  soooe 
extent  in  large  quantities  to  terminal  points,  but  there  is  also  an  ex- 
tensive  distributing  movement  under  which  grain  moves  from  Buflialo 
in  single  carload  lots  to  the  point  of  consumption.  The  ton-mile 
revenue  produced  runs  from  5  mills  to  6.5  mills.  The  cost  of  moving 
this  ex-lake  grain  is  the  same  as  the  cost  of  moving  local  grain  origi- 
nating or  received  at  Buffalo  except  that  in  case  of  business  from  the 
Lakes  the  carrier  absorbs,  as  a  part  of  its  rate,  the  elevation  charge  of 
one-half  cent  per  bushel,  and  therefore,  in  effect,  performs  this  serv- 
ice in  addition  to  its  transportation.  If  the  reasonableness  of  this  rate 
is  to  be  determined  by  the  cost  to  the  carrier,  there  is  no  reason  why 
the  ex-lake  rate  should  be  lower  than  the  local  rate.  In  the  Banner 
Milling  oase^  19  1.  C.  C.  Bep.,  128,  to  which  reference  is  subsequently 
made  in  this  report,  we  considered  the  rate  upon  flour  from  Buffalo 
to  Boston  and  New  York  and  finally  reached  the  conclusion  that  a  rate 
of  13  cents  to  Boston  would  not  be  excessive.  Ordinarily  the  same 
rate  applies  to  the  movement  of  wheat  and  flour,  and  if  we  are  to 
adhere  to  this  rule  and  to  our  decision  in  the  Banner  Milling  ooBe^  we 
must  hold  that,  while  domestic  ex-lake  rates  are  liberal,  they  are  not 
so  high  as  to  be  pronounced  unreasonable. 

This  wheat  moves  from  Chicago  to  Buffalo  largely  by  tramp  steamer, 
and  the  rate  under  which  it  moves  is  subject  to  the  most  active  e(Mn- 
petition.     While  many  attempts  have  been  made  to  control  this  oom- 
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petition,  they  have  never  succeeded,  and  the  resulting  rate  was  dur- 
ing the  season  of  1910  perhaps  lower  than  for  any  previous  season. 
It  was  said  that  wheat  had  moved  for  about  1.25  cents  per  bushel.  It 
will  be  seen  therefore  that  the  resulting  through  rate  from  Chicago  to 
Boston  by  lake  and  rail  is  a  reasonable  one,  and,  furthermore,  that 
it  is  materially  lower  than  the  all-rail  rate. 

It  also  appeared  that  this  avenue  of  transportation  is  available  imder 
the  present  rates,  and  that  very  large  quantities  of  grain  seek  that 
avenue  at  the  present  time. 

It  should  be  noted  in  this  connection  that  the  thing  in  which  the 
public  is  primarily  interested  is  the  price  of  the  transportation.  It  is 
for  the  interest  of  the  consumer  and  the  producer  that  the  cost  of  car- 
riage should  be  reasonable;  it  is  not  of  much  importance  by  what 
route  the  traffic  is  handled,  unless  the  effect  of  the  rate  adjustment  is 
such  as  to  deprive  the  public  of  proper  facilities  or  to  shut  up  the 
water  avenue  and  thereby  perpetuate  unreasonable  rates  by  rail. 
While,  however,  it  is  of  no  special  concern  to  the  general  public 
whether  this  grain  moves  through  Chicago  or  through  some  interior 
market  like  Peoria,  it  is  the  right  of  each  market  to  insist  upon  an 
adjustment  of  rates  which  is,  upon  the  whole,  just  to  it.  The  Chicago 
Board  of  Trade  did  not  in  the  present  case  urge  that  the  ex-lake  rate 
was  unreasonable,  but  it  did  insist  that  the  adjustment  of  rates  was 
unduly  discriminatory  against  that  market.  Its  claim  was  that  the 
ex-lake  rate  from  Buffalo  was  a  part  of  a  through  transportation  from 
Chicago,  and  that  the  line  east  of  Buffalo  had  no  right  to  impose  upon 
that  through  traffic  which  came  by  water  a  higher  rate  than  was  im- 
posed upon  similar  traffic  which  came  to  Buffalo  by  rail;  and  thb  is 
the  real  question  which  we  are  called  upon  to  decide  in  passing  upon 
the  domestic  rate. 

It  is  well  understood  that  rates  on  grain  and  grain  products  from 
Chicago  to  the  various  Atlantic  ports  from  Norfolk  north  are  competi- 
tive, and  that  whenever  the  rate  to  any  one  of  these  ports  is  fixed 
that  to  all  the  others  must  be  and  always  is  correspondingly  adjusted. 
Grain  can  be  transported  from  Chicago  to  New  York  City  via  the 
Great  Lakes  to  Buffalo  and  from  thence  via  the  Erie  Canal  and  the 
Hudson  River.  This  route  originally  fixed  the  grain  rate  from  Chicago 
to  the  seaboard,  and  while  in  recent  years  the  competitive  influence  of 
the  Erie  Canal  has  to  a  considerable  extent  disappeared  the  existence 
of  that  waterway  still  produces  a  profound  effect  upon  grain  rates. 
It  will  not  be  challenged,  certainly  not  by  the  gentleman  who  so  forci* 
bly  presented  the  case  of  the  Chicago  Board  of  Trade,  that  all  grain 
rates  from  Chicago  to  Atlantic-seaboard  territory,  including  Boston, 
are  highly  competitive. 

The  New  York  Central  &  Hudson  River  Railroad  begins  at  Buffalo 
and  first  receives  grain  coming  from  Chicago  at  that  point,  but  it  is 
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part  of  a  through  route  operated  by  the  New  York  Central  system, 
which  handles  the  grain  all  the  way  from  Chicago  to  Boston.  If  the 
grain  moves  by  rail,  this  system  has  the  entire  haul  from  Chicago, 
while  if  it  moves  by  lake  to  Buffalo  and  by  rail  from  Buffalo,  it  only 
enjoys  the  haul  from  Buffalo  to  destination.  It  may  therefore  be  for 
the  interest  of  this  company  to  make  such  rate  from  Chicago  as  will 
move  the  traffic  by  rail,  although  that  portion  of  the  line  from  Buf- 
falo to  Boston  receives  less  earnings  than  as  though  the  grain  were 
taken  up  for  the  first  time  at  Buffalo. 

But  what  is  even  more  significant  is  the  fact  that  the  New  York 
Central  system  from  Chicago  through  Buffalo  to  Boston  must  handle 
this  business  upon  a  rate  made  by  some  line  from  Chicago  to  the  sea- 
board which  does  not  serve  Buffalo,  or  at  least  which  can  not  handle 
grain  from  Buffalo  to  advantage  by  rail.  This  line  obtains  no  part  of 
the  traffic  which  goes  by  the  Great  Lakes  to  Buffalo,  and  must  make 
a  rate  in  competition  with  the  lake-and-rail  rate  in  order  to  obtain  a 
part  of  that  traffic.  A  road  like  the  Delaware,  Lackawanna  &  West- 
em,  which  is  not  financially  interested  in  any  railroad  operating 
between  Chicago  and  Buffalo,  and  to  which  it  is  therefore  a  matter  of 
indifference  whether  it  receives  the  grain  at  Buffalo  from  a  water  or  a 
rail  connection,  is  nevertheless  compelled  to  join  with  some  rail  line 
west  of  Buffalo  in  making  this  through  rate  and  to  receive  as  its  divi- 
sion a  less  sum  than  the  local  rate  from  Buffalo  as  the  only  conditi<m 
upon  which  it  can  indulge  in  through-rail  business  from  Chicago.  It 
seems  plain  that  the  all-rail  rate  from  Chicago  east  competes  with  the 
lake-and-rail  rate,  and  that  therefore  the  division  of  the  line  east  of 
Buffalo  can  not  be  made  the  standard  by  which  to  fix  a  reasonable  rate 
from  Buffalo. 

If  the  rate  to  Buffalo  were  reduced  the  effect  would  be  to  make  the 
cost  of  transportation  via  the  lake-and-rail  route  less  than  at  present, 
which  must  lead  to  a  corresponding  reduction  of  the  all-rail  rate,  pro- 
vided the  rail  carriers  are  to  compete  for  that  business;  but  this 
would  in  no  respect  benefit  the  city  of  Chicago,  and  it  is  exactly  this 
thing  against  which  that  market  protests.  The  claim  advanced  by 
the  traffic  manager  of  the  Board  of  Trade  of  Chicago  in  a  great 
variety  of  forms  was  that  the  rail  line  east  of  Buffalo  should  charge 
the  same  for  the  further  transportation  of  lake  grain  as  for  rail  grain, 
the  cost  of  the  service  being  the  same.  Manifestly,  this  can  not  l>e 
so  unless  rail  carriers  from  Chicago  are  to  withdraw  from  this  com- 
petition or  unless  the  lines  west  of  Buffalo  will  sustain  the  entire 
shrinkage,  giving  to  their  connections  east  of  Buffalo  a  division  equiv- 
alent to  the  local  from  that  junction  point 

This  Commission  has  uniformly  held  that  the  division  of  a  through 
rate  was  not  a  matter  of  concern  to  the  public,  and  that  while  it  might 
be  looked  to  for  certain  purposes  it  should  not  ordinarily  be  made  the 
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standard  of  reasonableness  or  the  measure  of  discrimination.  The 
total  rate  in  the  thing  of  consequence,  not  the  manner  in  which  that 
^  charge  may  be  shared  among  the  diflferent  parties  to  it;  and  this  could 
hardly  be  better  illustrated  than  by  the  present  instance.  If  lines  west 
of  Buflfalo  were  to  make  the  entire  shrinkage,  allowing  to  lines  east  of 
Buffalo  divisions  equivalent  to  the  local  from  Buffalo,  this  ground  of 
complaint  would  be  removed,  but  the  complainant  would  be  in  no 
respect  benefited.  The  true  inquiry  is  whether,  upon  the  whole,  there 
be  an  unjust  discrimination,  and  we  are  hardly  prepared  to  find  that 
such  a  discrimination  does  of  necessity  arise  out  of  the  fact  that  these 
all-rail  carriers  insist  upon  meeting  the  lake-and-rail  rate. 

The  complainant  refers,  in  support  of  his  contention  that  the 
ex-lake  rate  from  Buffalo  ought  not  to  exceed  the  earnings  of  the  rail 
line  beyond  Buffalo,  to  Bighee  cfe  Warrior  Rivera  Packet  Co.  v.  M.  cfe 
0.  B.  R.  Co.,  60  Fed.  Eep.,  545. 

The  defendant  in  that  case  had  a  published  rate  of  80  cents  per  com- 
pressed bale  for  the  movement  of  cotton  from  Mobile  to  New  Orleans, 
and  the  relator  presented  400  bales  of  cotton  for  shipment  at  that  rate. 
The  defendant  declined  to  receive  it  for  less  than  $1.25  per  bale,  stat- 
ing as  a  reason  that  the  relator  was  a  water  carrier  which  had  brought 
this  cotton  from  Demopolis,  a  point  on  the  Bigbee  River,  to  Mobile, 
and  that  the  defendant  had  agreed  with  the  Louisville  &  Nashville 
Railroad  Company  and  other  rail  carriers  not  to  transport  cotton 
reaching  Mobile  by  water  from  points  on  Alabama  rivers  for  less  than 
$1.25  per  bale. 

The  court  held  that  this  agreement  was  in  violation  of  the  second 
and  third  sections  of  the  act  to  regulate  commerce,  and  therefore  unlaw- 
ful, and  that  the  defendant  must  receive  and  transport  this  cotton  for 
its  established  rate  of  80  cents  per  bale. 

This  case  is  in  no  respect  an  authority  for  the  proposition  contended 
for  by  the  complainant  Under  its  doctrine  there  might  be  some 
question  whether  the  defendants  could  apply  a  different  rate  to 
ex-lake  grain  from  the  established  local  rate  from  Buffalo,  although 
the  case  does  not  in  terms  so  hold,  but  it  goes  no  further.  If,  for 
example,  some  railroad  had  led  from  Demopolis  to  Mobile  and  that 
railroad,  together  with  the  Mobile  &  Ohio,  had  established  a  joint 
rate  on  cotton  from  Demopolis  to  New  Orleans  under  which  the 
Mobile  &  Ohio  received  for  its  division  a  less  sum  than  80  cents  per 
bale,  this  would  have  afforded  no  conclusive  reason  for  reducing 
the  local  rate  of  80  cents  from  Mobile  to  New  Orleans,  much  less  for 
requiring  the  Mobile  &  Ohio  to  transport  the  cotton  of  the  packet 
company  for  the  amount  of  its  division. 

In  the  Banner  Milling  case,  14  I.  C.  C.  Rep.,  398,  we  considered  an 
advanc*e  in  the  rate  on  flour  from  Buffalo  to  New  York  from  10  to  11 
cents,  and  from  Buffalo  to  Boston  and  New  England  points  from  12  to 
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13  cents.  It  was  there  held  that  the  advance  was  unjustifiable,  and 
carriers  were  ordered  to  restore  the  10-cent  rate.  This  case  rested 
largely  upon  the  fact  that  the  flour  to  which  the  advanced  rate  applied 
was  ground  from  grain  which  reached  Buffalo  by  water,  that  the  rate 
on  flour  from  Buffalo  had  been  advanced,  while  t^ere  had  been  no  cor- 
responding advance  in  the  rate  paid  by  the  competitors  of  Buffalo, 
who  ground  flour  at  other  points  from  the  same  wheat. 

Subsequently,  in  the  Jenniaon  case,  18  I.  C.  C.  Rep.,  113,  the  rates 
on  flour  from  Minneapolis,  Duluth,  and  other  northwestern  points 
were  brought  to  the  attention  of  the  Commission,  the  claim  being  that 
those  rates  had  been  advanced  upon  the  Great  Lakes  until  the  rate 
charged  for  the  transportation  of  the  products  of  wheat  was  too  high 
in  comparison  with  that  charged  by  the  same  carriers  for  the  transpor- 
tation of  the  wheat  itself  from  the  western  lake  ports  to  Buffalo. 
After  an  exhaustive  examination  of  the  matters  involved  we  reached 
the  conclusion  that  this  claim  was  well  founded,  and  we  ordered  a 
reduction  of  the  lake-and-rail  rate  on  flour  from  Duluth  to  the  Atlantic 
seaboard. 

Thereupon  a  petition  for  rehearing  was  filed  in  both  the  Jennisnn 
case  and  the  Banner  Milling  case.  The  carriers  urged  with  great 
earnestness  and  produced  evidence  tending  to  show  that  to  reduce  the 
lake-and-rail  rate  as  proposed  in  the  Jennison  case  would  have  the 
effect  of  reducing  all  flour  rates,  and  consequently  all  grain  rates 
throughout  the  west;  and  upon  a  further  consideration  of  the  whole 
question  we  were  impressed  with  the  force  of  this  claim,  and  we  de- 
cided to  reconsider  our  first  conclusion  in  the  Bam^ner  Milling  case  and 
to  allow  the  establishment  of  the  11-cent  rate  from  Buffalo  to  New 
York,  with  corresponding  advances  to  New  England  points. 

Ex-lake  rates  have  always  been  named  by  the  bushel,  while  local 
rates  from  Buffalo  are  named  in  cents  per  hundred  pounds.  The 
present  ex-lake  rates,  allowing  for  the  differences  which  would  arise 
from  this  method  of  stating  rates,  are  substantially  the  same  as  the 
local  rates  on  wheat  and  flour  from  Buffalo.  The  ex-lake  rate  on 
wheat  to  New  York,  for  example,  is  10.8  cents,  as  compared  with  11 
cents  on  flour,  while  the  ex-lake  rate  on  wheat  to  Boston  is  13.3  cents^ 
as  compared  with  a  rate  of  13  cents  upon  flour.  It  did  not  apfiear  why 
ex-lake  rates  might  not  be  stated  in  cents  per  hundred  pounds,  nor 
why  they  might  not  well  be  exactly  the  same  as  the  local  rates  from 
Buffalo,  instead  of  being,  as  at  present,  slightly  lower  in  some  cases 
and  slightly  higher  in  others;  but  no  question  was  made  upon  this 
ground. 

As  already  observed  and  as  fully  stated  in  the  Banner  MiUing  case^ 
flour  ground  at  Buffalo  is  almost  entirely  from  wheat  received  ex-lake 
at  that  port.  It  is  difficult  to  see  how  this  Commission,  if  it  is  to 
maintain  the  parity  of  rate  between  wheat  and  flour  which  generally 
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prevails,  upon  the  strength  of  which  mills  have  been  erected  at  Buf- 
falo and  throughout  all  parts  of  the  United  States,  and  which  has 
been  generally  approved  by  this  Commission,  could  enforce  or  even 
permit  the  charging  of  a  rate  upon  grain  from  Buffalo  materially 
lower  than  the  rate  upon  the  flour  manufactured  at  Buffalo  from  that 
grain.  To  sustain  the  contention  of  the  complainants  would  require 
us  to  establish  rates  on  wheat  from  Buffalo  from  3  to  5  cents  per 
100  pounds  less  than  the  present  flour  rates.  The  effect  of  such  a 
rate  adjustment  would  be  not  only  to  injure  the  mills  at  Buffalo  but 
to  seriously  affect  those  at  all  western  points.  While  there  is  very 
great  force  in  the  contention  of  the  complainant,  we  feel  that,  upon  a 
view  of  the  entire  situation,  it  can  not  be  accepted.  If  this  rate  from 
Buffalo  were  unreasonably  high,  so  that  the  cost  of  transporting 
grain  or  grain  products  from  the  western  point  of  origin  via  the 
Great  Lakes  to  the  eastern  point  of  consumption  was  unreasonably 
high,  it  would  be  our  clear  duty  to  reduce  this  rate;  but  where  it  is 
practically  admitted  that  the  transportation  charge  is  not  excessive, 
and  where  we  are  asked  to  take  this  action  simply  because  more  grain 
would  thereby  flow  through  a  particular  grain  market,  we  are  at  lib- 
erty, in  just  consideration  of  all  interests,  to  decline  to  interfere  with 
the  present  arrangement,  which  is,  in  the  main,  satisfactory. 

Ebc-lake  rates  were  in  fact  for  many  years  lower  than  corresponding 
local  rates  from  Buffalo,  and  the  complainants  point  to  this  as  the  most 
conclusive  evidence  that  the  maintenance  of  lower  ex-lake  rates  to-day 
would  not  break  down  the  rate  structure.  But  it  must  be  remem- 
bered that  until  about  the  time  when  these  rates  became  substantially 
what  they  now  are  the  published  tariff  was  not  observed,  and  that  this 
was  especially  true  of  highly  competitive  business,  like  grain  and  grain 
products,  where  the  rate  was  of  vital  importance. 

It  should  also  be  noted  that  Buffalo  millers  have  always  insisted  that 
the  charging  of  a  lower  rate  upon  ex -lake  wheat  than  upon  the  flour 
ground  from  that  wheat  was  a  discrimination  against  Buffalo.  Now 
that  published  rates  are  at^tually  observed,  and  that  the  margin  of 
protit  tend.s  to  decrease  rather  than  increase,  we  can  not  assume  that 
any  locality  can  grind  flour  under  a  permanent  rate  disability.  To 
make  the  rate  on  ex*  lake  wheat  to  New  York  City  materially  lower 
than  the  rate  on  flour  from  Buffalo  would  inevitably  throw  the  grind- 
ing of  flour  consumed  in  the  city  of  New  York  and  that  vicinity  to  the 
seaboard. 

EXPORT  RATES. 

In  former  years  the  United  States  has  been  a  large  exporter  of  wheat 
and  other  grains.  This  grain  has  been  produced  in  the  middle  west, 
from  which  it  might  reach  the  foreign  destination  either  by  way  of  the 
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Gulf  ports  like  New  Orleans  and  Gralveston  or  by  way.  of  the  North 
Atlantic  ports.  The  cost  of  the  transportation  has  usually  determined 
the  route  which  the  traffic  would  take. 

Lower  export  rates  have  generally  been  maintained  through  all  the 
ports  than  the  corresponding  domestic  rates,  and  the  rail  export  i-ates 
through  the  North  Atlantic  ports  from  Montreal  on  the  north  to 
Norfolk  on  the  south  have  borne  a  certain  relation  to  one  another, 
the  rate  to  New  York  being  somewhat  higher  than  to  the  various  out- 
ports,  so  called,  except  Boston,  for  the  reason  that  the  shipping 
facilities  of  New  York  are  superior  and  the  water  rate  from  that  port 
somewhat  lower  than  from  the  others. 

During  the  season  of  navigation  export  grain  moves  largely  via  the 
Great  Lakes.  From  the  lakes  to  the  port  of  export  there  have  been 
in  the  past  three  possible  routes:  First,  all  water  via  the  Welland 
Canal  and  the  St.  Lawrence  River  to  Montreal;  second,  all  water  via 
the  Erie  Canal  and  the  Hudson  River  to  New  York;  third,  from  one 
of  the  eastern  lake  ports,  of  which  Buffalo  is  the  principal,  by  rail  to 
the  port  of  export  from  Baltimore  upon  the  south  to  Montreal  upon 
the  north.  The  rail  rate  from  Buffalo  to  New  York  has  furnished  the 
standard  for  rail  rates  from  all  other  lake  ports  to  all  ports  of  export. 

Below  is  given  a  table  showing,  since  1889,  ex-lake  and  local  rates 
upon  wheat  from  Buffalo  to  New  York,  both  export  and  domestic,  and 
also  from  Chicago  to  New  York: 


Buffalo  to  New  York. 

Chicago  to  New  York. 

Year. 

Local. 

Ex-lake. 

Rate  per  100  pounds. 

Rate  per 
100  poandfl. 

Rate  per  bushel. 

Domestic. 

Export. 

Domestic. 

ExporL 

18^ 

CerUt. 
13 
13 
13 
13 
13 
11 
13 
11 
11 
11 
11 
9 
10 
10 

m 

10 
10 
10 

u 
u 

10 
10 

u 

Ctnti. 

61 

6* 

41 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

« 

6 
« 

61 
6ft 
6« 

Oeni». 

H 
4* 

6 
6 
5 

6 
6 
6 
6 
6 
6 
6 
6 
4 

l» 

6 

H 

Genu, 
26 

22i 

26 

•25 

26 

20 

ao 

20 
20 
20 
17 
16 

171 

174 

18 

174 

17* 

1/4 

"f 

16 

16 

16 

16 

Cent*. 
25 

1890 

224 
26 

1891 ; 

1892 

■J& 

1883 

2S 

1894 

30 

1896 

20 

1896 

'JO 

1897 

30 

1898 

20 

1899 

1900 

12 

134 
16 

1901 

1902 

190S 

19M 

1906 

1906* .* 

134 
14 

134 
134 

134 
IS 

1907 

1906 

u 

1909 

1910 

u 

IS 

19U 

IS 
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The  foregoing  table  does  not  purport  to  give  all  the  published  rates 
which  have  been  in  effect  during  the  period  covered,  but  only  what 
may  be  termed  the  prevailing  rate  for  each  year.  In  case  of  the 
ex -lake  rate  reference  has  been  had  to  the  season  of  open  navigation 
only  for  the  purpose  of  determining  what  was  the  prevailing  rate. 

It  should  also  be  noted  that  until  recently  grain  has  not  moved  from 
Chicago  to  the  seaboard  upon  the  published  rate,  but  rather  under  a 
transit  privilege  upon  ap  balance  of  some  through  rate.  At  the  pres- 
ent time  there  is  in  effect  from  Chicago  what  is  known  as  a  ^'  reship- 
ping"  rate,  which  applies  to  all  grain  loaded  at  Chicago,  with  the 
exception  of  certain  instances  where  the  transit  rate  still  applies.  The 
published  rate  from  Chicago  is  therefore  to-day,  both  export  and 
domestic,  the  rate  which  actually  moves  the  traffic,  flnd  we  have,  for 
the  first  time,  in  the  published  tariff  a  statement  of  the  actual  rates  of 
various  kinds  from  Buffalo  and  Chicago. 

It  should  further  be  noted  that  until  recently  the  published  rate 
has  not  been  maintained.  The  published  ex-lake  rate  from  Buffalo, 
for  example,  never  fell  for  any  considerable  time  below  4  cents  per 
bushel  on  wheat,  but  we  know  from  investigations  conducted  by  this 
Commission  that  the  actual  rate,  especially  as  applied  to  the  export 
movement,  fell  as  low  as  2.75  centa  per  bushel,  and  did  not  probably 
average  for  the  entire  season  much  in  excess  of  3  cents. 

It  will  be  seen  from  an  examination  of  the  above  table  that  while 
there  were  temporary  differences  between  export  and  domestic  in 
the  ex-lake  rate  before  1908,  there  was  no  settled  practice  until  that 
year  by  which  a  different  rate  was  applied.  During  that  season  of 
navigation  and  since  the  export  rate  has  been  uniformly  1  cent  below 
the  domestic. 

When  it  is  remembered  that,  as  a  rule,  the  published  export  rate 
had,  previous  to  1908,  never  exceeded  5  cents  per  bushel;  that  it  had 
sometimes  been  as  low  as  4  cents,  and  that  the  actual  rate  had  been 
less  than  the  published  rate,  it  will  be  seen  that  the  cost  of  transport- 
ing export  wheat  from  Buffalo  to  New  York  is  very  materially  greater 
to-day  than  in  the  past. 

It  has  been  alr^y  noted  that  grain  afloat  upon  the  Great  Lakes 
may  move  all- water  to  MontreaL  It  was  stated  in  the  coarse  of  this 
hearing  that  at  the  present  time  ships  carrying  80,000  bushels  of 
wheat  could  load  at  the  dock  in  Chicago  and  unload  at  the  dock  in 
Montreal,  and  that  the  rate  of  transportation  via  this  water  route  did 
not  exceed  3.5  cents  per  bushel. 

Grain  afloat  may  reach  New  York  via  the  'Erie  Canal,  and  this  for- 
merly was  a  most  important  factor  in  the  grain-rate  situation,  since  the 
cost  of  transportation  to  New  York  Harbor  was  largely  determined  by 

the  cost  of  carriage  from  Buflblo  via  the  Erie  Canal,  which  fixed  the 
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rail  rate  to  New  York  and  tbofi  in  fact  made  the  rate  to  all  other  ports. 
At  the  present  time  the  Erie  Canal  for  practical  purposes  is  out  of 
commission.  The  state  is  expending  a  large  sum  of  money  in  the 
unprovement  of  that  waterway  with  a  view  to  making  possible  the  use 
of  very  much  larger  barges  than  can  at  the  present  time  be  employed 
and  thereby  cheapening  the  cost  of  transportation.  Pending  these 
improvements  which  are  now  in  progress  no  one  will  buy  equipment 
of  the  type  which  can  now  be  used,  since  within  a  few  years  that  most 
become  entirely  obsolete,  and  the  present  equipment  is  insufficient  to 
provide  any  substantial  competition  by  that  route.  It  seems  probable 
that  this  decline  in  competition  via  the  Erie  Canal  is  largely  responsi- 
ble for  the  increase  in  ex-lake  rates,  both  export  and  domestic. 

The  New  York  Produce  Exchange  claims  that  the  effect  of  recent 
increases  in  ex-lake  expoii;  rates,  taken  in  connection  with  the  all- 
water  route  to  Montreal,  which  has  been  developed  largely  within  the 
last  few  years,  has  been  to  so  cheapen  the  cost  of  handling  grain 
through  Montreal  as  compared  with  New  York  that  the  export  busi- 
ness is  leaving  the  port  of  New  York  for  the  port  of  Montreal,  and 
that  in  the  very  near  future  the  export  grain  movement  through  New 
York  will  be  reduced  to  a  practical  nullity.  In  evidence  of  this  it 
introduces  certain  tables  showing  the  comparative  movement  through 
these  ports  in  recent  years.  The  following  table  gives  the  percentage 
of  total  wheat  exports  through  the  ports  named  for  the  years  named: 

Percentage  of  total  exporli. 


Year. 


1902 

1906 

1907 

1908 

1909 

1910 » 


Montreal. 

New  York. 

Boflton. 

PhiUdel- 
phla. 

28.86 

28.69 

12.88 

11.46 

88.84 

80.57 

14.52 

9.44 

80.99 

80.57 

18.80 

14.56 

48.88 

28.09 

6.62 

14.06 

62.84 

19.85 

9.78 

U.41 

54.16 

15.98 

8.47 

10.78 

Baldmora. 


12.59 
9.88 

laos 

11.S8 
6.98 

ia< 


The  table  below  gives  the  total  number  of  bushels  handled  for  the 
same  years  through  New  York  and  Montreal,  with  the  percentages 
for  each  year: 


i 


Year. 


1903 
1906 
1907 
1908 


Qtumtity  in  bnabels. 


New  York.    Montreal. 


17.086.n8 
12,691,701 
17,875,700 
16.211,918 
9.347,9i8 
6,026,421 


16,888,505 
]3,»42.586 
18,122.009 
80,461,347 
25,081,636 
20,420,084 


TOUI. 


38.974.223 
26,684,287 
86.997,709 
46,673,265 
34,279,548 
26,446,465 


Percentage. 


New  York.   MoativftL 


6a  28 
47.88 
49.66 
34.74 
27.00 
22.79 


48.72 
60.17 
50.M 
65.96 
78. 90 
77. 2f 
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The  exports  of  wheat  grown  in  the  United  States  are  decreasing, 
owing  to  the  fact  that  our  home  consumption  is  steadily  increasing. 
Upon  the  other  hand,  the  Canadian  northwest  is  developing  an  enor- 
mous wheat  acreage,  which  is  increasing  rapidly  the  quantity  of  wheat 
exported  from  Canada.  It  is  urged  that  the  location  of  this  wheat  is 
such  that  it  should  naturally  move  out  through  Montreal  and  not 
through  an  American  port  of  export.  As  bearing  upon  this  sugges- 
tion the  following  tables  are  given  showing  exports  of  wheat  grown 
in  the  United  States  and  also  whe^t  grown  in  Canada  through  the 
ports  of  New  York  and  Montreal.  In  examining  these  tables  it  should 
be  borne  in  mind  that  during  the  year  1910  there  was  in  effect  through 
New  York  an  export  rate  of  4  cents  per  bushel  from  Buffalo  appli- 
cable to  Canadian  wheat  in  bond,  but  not  to  American  wheat. 

Wheat  grown  in  the  TJniUd  State$. 


Year. 


1906 
1907 
1906 
1909 
1910 


QnaDtity  In  buahelB  ex- 
ported from— 


New  York. 


Montreal. 


Percentage. 


New  York. 


10.454.682 

16,2fi2,783 

18,902.028 

7,411,214 

1,30S,696 


949,155 

4,774,267 

10.906,195 

10,731.498 

8.882,885 


91.7 
76.2 
66.1 
40.9 
25:1 


MontieaL 


8.8 
28.8 
48.9 
59.1 
74.9 


WhecU  grown  in  Canada. 


Yean. 

Qnantity  in  bosheli  ex> 
ported  from— 

Percentage. 

New  York. 

Montreal. 

New  York. 

Montreal. 

1906 

2,287,019 
2,622,917 
2.809,890 
1,836,699 
4»  782, 726 

12,898,481 
18,847.742 
19,558,152 
14,800,187 
16,587,149 

14.8 
16.4 
10.6 
11.4 
22.8 

85.2 

1907 

88.6 

1908 

89.4 

1909 

88.6 

1910 

77.7 

It  is  impossible  to  study  the  figures  in  the  foregoing  tables  without 
the  conviction  that  the  trend  of  the  export  wheat  business,  even  in 
wheat  produced  in  the  United  States,  is  steadily  from  American  ports 
to  Montreal,  and  it  is  impossible  to  attribute  this  to  any  other  cause 
than  the  inland  rate  of  transportation. 

In  every  respect,  except  the  cost  of  carriage  to  the  port  of  export, 
New  York  has  the  advantage  of  Montreal.  Montreal  is  a  winter  port, 
not  available  during  several  months  of  the  year.  At  all  times  in  the 
yejir  the  cost  of  insurance  from  that  port  is  much  higher  than  from 
New  York,  owing  to  the  perils  of  navigation  upon  the  River  St,  Law- 
rence. The  shipping  facilities  of  New  York  are  much  better  than 
Montreal.     New  York  reaches  many  points  of  consumption  to  which 
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there  is  no  direct  service  from  Montreal,  and  the  rate  of  transporta- 
tion itself  is  usually  lower  from  New  York. 

In  addition  to  transportation  facilities  New  York  is  a  great  grain 
market,  with  large  elevator  capacity,  where  wheat  can  be  stored  dur- 
ing the  period  of  lake  navigation  for  export  later  in  the  season.  All 
these  circumstances,  say  the  New  York  grain  interests,  should  give  to 
that  port  a  large  part  of  the  export  business.  They  have  therefore 
earnestly  appealed  to  the  carriers  to  establish  a  rate  which  will  permit 
them  to  handle  a  portion  of  that  traffic,  and  not  succeeding  in  that 
quarter  have  now  come  to  this  Commission  with  the  same  prayer. 

So  far  as  the  case  of  the  complainant  can  be  established  by  showing* 
the  necessity  for  the  rate  demanded  the  case,  of  this  complainant  has 
been  made  out.  We  are  impressed  with  the  thought  that  New  York 
can  not  permanently  retain  its  export  grain  business  in  anything  like 
the  same  relative  volume  as  in  years  gone  by  upon  the  present  adjust- 
ment of  rates.  It  asks  that  the  carriers  establish,  during  the  period  of 
navigation,  a  rate  of  4  cents  per  bushel  from  Buffalo.  Whether  this 
rate  would  enable  New  York  to  hold  its  own  as  against  Montreal  is 
doubtful,  but  it  would  certainly  be  much  preferable  to  the  present 
rate  of  5.5  cents. 

The  carriers  decline  to  accede  to  this  request  for  two  reasons. 

They  say  that  4  cents  per  bushel  is  not  a  remunerative  rate,  and 
that  they  prefer  to  allow  the  business  to  go  elsewhere  rather  than 
establish  this  rate. 

The  ex- lake  rate  includes  elevation  at  Buffalo;  that  is,  the  cost  of 
transferring  the  grain  from  the  vessel  to  the  elevator  and  from  the 
elevator  to  the  car,  for  which  a  uniform  allowance  of  one-half  cent  per 
bushel  is  made  by  the  carrier  to  the  elevator.  This  leaves  for  the 
rate  of  transportation  3.5  cents  per  bushel. 

The  rate  also  includes  at  the  city  of  New  York  a  delivery  alongside 
the  ship.  At  New  York  grain  is  not  loaded  from  the  elevator  into 
the  vessel  as  it  is  at  most  other  ports,  but  is  barged  from  the  car  to  the 
ship,  into  the  hold  of  which  it  is  transferred  by  a  floating  elevator. 
The  testimony  indicates  that  this  additional  service  costs  from  one- 
half  cent  to  1  cent  per  bushel,  and  the  carriers  insist  that  this  is  an 
extraordinary  item  which  should  also  be  deducted  from  the  rate  before 
the  real  transportation  charge  is  reached.  If  it  be  assumed  that  the 
cost  of  lighterage  in  New  York  Harbor  is  one-half  cent  per  bushel,  we 
have  left  for  the  transportation  charge  proper,  from  Buffalo  to  New 
York,  3  cents  per  bushel,  equivalent  to  5  cents  per  100  pounds,  and 
yielding,  for  a  distance  of  something  over  400  miles,  a  return  of  3.5 
mills  per  ton-mile,  which  is,  upon  its  face,  an  extremely  low  rate  of 
transportation. 

The  complainants  urge  that  this  export  wheat  is  moved  in  large 
lots  from  Buffalo  to  New  York — usually  in  trainloads — to  which  the 
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carriers  reply  that  this  is  not  an  advantage  but  rather  a  disadvantage, 
since  they  are  obliged  to  provide  facilities  for  the  handling  of  this 
traffic  at  a  particular  time  in  order  that  connection  may  be  m^de  with 
the  exporting  vessel.  This  necessitates  the  parking  of  cars  at  Buffalo 
and  the  handling  of  an  unusual  amount  of  traffic  which  may  interfere 
with  their  other  business. 

The  average  carload  of  wheat  is  about  1,0)0  bushels,  yielding,  at  3 
cents  a  bushel,  $30  per  car.  Fifty  cars  can  be  moved  in  a  train  from 
Buffalo  to  New  York  by  most  routes,  amounting,  per  trainload,  to 
$1,500.  The  mere  cost  of  moving  that  train  is  much  less  than  this 
amount.  If  no  account  be  made  therefore  of  the  expenses  other  than 
those  of  the  movement,  there  is  a  profit 

The  complainants  point  to  the  fact  that  in  former  years  the  pub- 
lished rate  was  but  4  cents  per  bushel  and  that  carriers  often  accepted 
as  low  as  2f  cents  per  bushel  for  handling  this  business.  They  further 
suggest  that  while  the  rate  of  4  cents  was  in  effect  in  1908,  applicable 
to  all  wheat,  and  in  1910,  applicable  to  Canadian-grown  wheat,  these 
defendants  were  anxiously  soliciting  the  business. 

It  should  also  be  noted  that  if  lighterage  in  New  York  Harbor  be 
disregarded  the  carrier  of  ex- lake  grain  from  Buffalo  would  receive, 
at  4  cents  per  bushel,  3i  cents  after  deducting  elevation  at  Buffalo, 
and  that  this  is  slightly  in  excess  of  its  division  of  the  present  export 
rate  of  13  cents  from  Chicago,  which  the  carrier  voluntarily  makes 
for  the  purpose  of  participating  in  that  business. 

It  seems  probable  that  4  cents  per  bushel  yields,  all  things  con- 
sidered, a  substantial  profit  over  the  cost  of  the  movement  If  the 
carrier  has  surplus  facilities  not  otherwise  demanded,  it  would  find 
business  upon  that  rate  to  its  advantage;  it  may  be  doubted  whether 
additional  facilities  could  be  provided  for  the  handling  of  this  traffic 
at  that  figure. 

The  real  reason  why  these  defendants  decline  to  accede  to  the 
request  of  the  New  York  interests  for  the  4-cent  export  rate  seems  to 
be  the  fear  upon  their  part  that  the  result  of  complying  with  that 
request  would  be  to  disorganize  the  general  rate  structure  upon  grain 
and  grain  products  from  the  west  to  Atlantic  seaboard  territory. 

In  1908  the  defendants,  upon  the  insistent  request  of  the  New  York 
grain  interests,  did  establish  and  maintain,  for  57  days,  an  export  rate 
of  4  cents  per  bushel.  This  rate  was  withdrawn  because  the  defend- 
ants believed  that  its  continuance  would  result  in  a  reduction  of  the 
rates  from  the  west  upon  grain  and  grain  products.  During  the  sea- 
son of  1910  a  rate  of  4  cents  was  applied  to  the  movement  of  Cana- 
dian grain  in  bond,  but  the  defendants  are  satisfied  that  no  distinction 
can  be  maintained  between  Canadian  and  American  wheat  and,  there- 
fore, upon  a  view  of  the  entire  situation,  have  declined  to  restore  the 

4-cent  rate. 
20 1. 0. 0.  Rep. 
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The  difference  between  the  domestic  and  export  rate  from  Chicago 
at  the  present  time  is  3  cents  per  100  pounds.  The  difference  between 
the  export  and  the  domestic  rates,  ex-lake,  at  the  present  time  is  1 
cent  per  bushel,  or  six -tenths  of  a  cent  per  100  pounds.  It  will  be  seen, 
therefore,  that  the  difference  in  export  rates  where  the  wheat  moves 
by  the  Great  Lakes  from  Chicago  is  much  less  than  the  difference 
where  it  moves  all  rail.  At  4  cents  per  bushel  the  difference  would 
still  be  in  favor  of  the  all-rail  route. 

American  millers  insist  that  to  make  a  rate  of  4  cents  on  wheat  with* 
out  a  corresponding  rate  upon  the  product  of  wheat  is  to  discriminate 
against  the  home  miller  in  favor  of  his  foreign  competitor.  It  can  not 
be  denied  that  the  result  of  making  a  lower  transportation  charge  on 
the  wheat  than  upon  the  flour  to  foreign  destinations  does  operate  in 
favor  of  the  foreign  miller,  but  it  must  also  be  recognized  that  the 
cost  of  transporting  wheat  by  water  is  less  than  the  cost  of  transport* 
ing  flour  by  water,  and  that  wheat  will  move  to  the  foreign  consumer 
in  the  form  of  wheat  cheaper  than  it  can  be  moved  in  the  form  of  flour, 
unless  the  Government  sees  fit  to  make  an  arbitrary  rule  that  whatever 
carrier  transports  wheat  at  a  certain  price  shall  carry  flour  at  the  same 
price,  which  is  not  suggested.  This  wheat  will  move  abroad  throu^ 
the  port  of  Montreal  if  it  does  not  move  through  the  port  of  New 
York,  and  it  is  doubtful  whether  the  claim  of  the  miller  and  of  the 
western  railroad  that  the  effect  of  this  4-cent  ex-lake  export  rate 
would  be  discriminatory  toward  them  is  well  taken.  It  would  not 
materially  increase  the  amount  of  wheat  which  will  be  exported;  it 
would  simply  determine  whether  that  wheat  should  flow  through  aD 
American  or  a  Canadian  port  of  export. 

We  are  inclined  to  think  that,  under  all  the  circumstances,  these 
carriers  might  well  establish,  during  the  period  of  navigation,  a  4-cent 
ex-lake  export  rate  upon  wheat  and  corresponding  rates  upon  other 
grain,  but  the  rate  itself  is  so  low,  the  margin  over  and  above  the  cost 
of  operation  is  so  narrow,  that  we  do  not  feel  warranted  in  making 
this  requirement.  Whether  it  shall  be  established  is  a  matter  of  policy 
which  must  be  left  to  the  carriers  themselves,  and  not  a  matter  of 
right  which  may  be  demanded  by  the  port  of  New  York.  When  the 
improvements  in  progress  upon  the  Erie  Canal  are  completed  that 
waterway  will  undoubtedly  determine  the  rate  at  which  grain  shall  be 
carried  from  Buffalo  to  tidewater. 

The  grain  interests  of  the  city  of  Baltimore  have  intervened  in  this 
proceeding.  They  join  with  the  New  York  Produce  Exchange  in 
asking  that  a  4-cent  rate  be  established  from  Buffalo  to  New  York,  bat 
they  insist  that  the  differential  in  favor  of  Baltimore  which  now  exists 
upon  this  ex-lake  business  should  be  wider. 

Some  years  ago  railroads  transporting  ex-lake  grain  from  eastern 
lake  ports  to  Baltimore,  Philadelphia,  New  York,  and  Boston  became 
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involved  in  a  controversy  as  to  the  relative  rate  upon  which  that  traffic 
should  be  handled  to  the  various  ports,  which  resulted  in  a  serious 
rate  war.  The  question  was  finally  submitted  to  this  Commission, 
which,  after  careful  consideration,  expressed  the  opinion  that  a  differ- 
ential of  three-tenths  of  a  cent  per  bushel  should  be  allowed  Baltimore 
upon  this  traffic.  In  re  Differential  Rates^  11  I.  C.  C.  Rep.,  13. 
The  city  of  Baltimore  now  shows  that  under  this  differential  no  ox- 
lake  grain  moves  through  the  port  of  Baltimore,  and  it  asks  that 
whatever  the  rate  may  be  the  differential  in  favor  of  that  port  be 
increased. 

All  the  ports  interested  were  parties  to  the  proceeding  by  which 
that  differential  was  originally  fixed,  and  all  are  interested  in  any 
change  in  the  differential.  We  do  not  feel  that  wo  ought  to  recon- 
sider the  conclusion  then  reached,  except  upon  some  proceeding  to 
which  all  these  ports  are  parties,  and  in  which  a  thorough  reinvesti- 
gation of  the  whole  subject  is  made.  It  was  stated  upon  this  hearing 
that  the  port  of  New  York  was  also  dissatisfied  with  the  conclusion 
reached  by  the  C!ommission  touching  these  port  differentials,  and  that 
a  complaint  was  now  being  prepared  by  the  New  York  Produce  Ex- 
change which  would  present  the  subject  anew.  However  that  may  be, 
the  intervening  petition  of  the  city  of  Baltimore  will  be  at  this  time 
dismissed  without  prejudice  to  the  right  of  that  locality  to  urge,  in 
some  subsequent  proceedings  the  ground  taken  here. 

The  petitions  in  both  the  cases  are  also  dismissed. 
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No.  8642. 
WILLIAM  K.  NOBLE 

JONESBORO,  LAKE  CITY  &  EASTERN  RAILROAD  CX>M- 

PANY  ET  AL. 


Submitted  Fefn-uary  15, 1911.    Decided  AprU  i,  1911. 


1.  The  act  to  regulate  commerce  confers  upon  this  Commission  Jurisdictloii 

a  complaint  for  the  recovery  of  a  damage  resulting  from  mlsrootliis  a 
shipment  where  such  damage  arises  from  a  rate  or  charge  In  excess  of  tlM 
lawful  rate  or  charge  that  would  have  applied  via  the  route  over  wfaidi 
the  shipment  properly  should  have  moved,  or  movement  over  which  wms 
spedflcally  directed  by  the  shipper. 

2.  From  the  facts  developed  in  this  case;  Held,  That  complainant  is  entitled  to 

reparation  in  the  difference  between  the  rate  charged  on  his  shlimient  for 
the  actual  movement  thereof  and  the  rate  which  would  have  apiAied  had 
defendant  observed  the  routing  specified  in  the  bill  of  lading. 

R.  B.  Coapstiok  for  complainant. 

TT.  F.  Evans  and  Fred  H.  Wood  for  St  Lonis  &  San  Frandsoo 
Railroad  Company  and  Chicago  &  Eastern  Illinois  Railroad  Com- 
pany. 

Report  of  thb  Commission. 

Meyer,  Commvisrioner: 

The  complainant  is  a  manufacturer  of  and  dealer  in  slac^-barrel 
cooperage  stock  at  Fort  Wayne,  Ind.  By  a  complaint  filed  Sq)tem- 
ber  19,  1910,  he  alleges  the  imposition  of  unjust  and  unreasonable 
charges  on  a  shipment  December  9,  1909,  of  one  carload  of  staves, 
weight  40,500  pounds,  from  Monette,  Ark.,  to  Jackson,  Mich.  Rep- 
aration is  asked. 

The  shipment  was  originally  consigned  to  Bement,  HI.,  and  routed, 
as  shown  by  the  original  bill  of  lading,  via  the  Wabash  Railroad  at 
St.  Louis.  On  December  11,  two  days  after  the  shipment  moved 
from  point  of  origin,  the  complainant  mailed  to  the  commercial 
agent  of  the  Wabash  Railroad  at  St.  Louis  the  original  biU  of  lading 
and  instruction  to  reconsign  the  car  to  Jackson,  Mich.  They  were 
received  by  the  Wabash  agent  on  December  18,  and  the  instruction 
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transmitted  by  him  to  the  Wabash  local  agents  at  East  St.  Louis 
and  Bement,  HL  The  routing  '^  via  the  Wabash  Railroad  at  St 
Louis ''  was  commimicated  by  the  initial  carrier,  the  Jonesboro,  Lake 
City  &  Eastern  Railroad,  to  its  connection,  the  St.  Louis  &  San 
Francisco  Railroad,  but  the  latter  ignored  it  and  delivered  the 
shipment  at  Thebes,  Bl.,  to  the  Chicago  &  Eastern  Illinois  Railroad, 
which  hauled  it  to  Altamont,  lU.,  where  it  was  given  on  December 
28  to  the  Wabash  Railroad  for  terminal  delivery.  When  the  com- 
plainant learned  of  the  arrival  of  the  shipment  at  Bement,  he  had 
it  forwarded  to  Jackson,  Mich.  Charges  were  collected  on  basis  of 
a  rate  of  86^  cents,  made  up  of  28  cents  to  Bement  and  13^  cents 
beyond. 

The  complainant  contends  that  had  the  shipment  moved  as  routed 
in  the  bill  of  lading  the  rate  lawfully  applicable  would  have  been  28 
cents,  and  asks  reparation  for  the  charge  imposed  in  excess  thereof. 
It  appears  from  the  tariffs  on  file  with  the  Commission  that  no  joint 
rate  was  in  force  from  Monette  to  Bement,  or  to  Jackson,  via  either 
the  route  of  movement  or  the  route  shown  in  the  bill  of  lading.  The 
lowest  combination  to  Bement  via  both  routes  was  23  cents.  Ship- 
ments covered  by  the  tariff  naming  the  rate  via  the  Wabash  from  St 
Louis  to  Bement  were  subject  to  reconsignment  without  extra  charge 
under  certain  conditions  which  were  complied  with  by  complainant 
Under  this  reconsignment  privilege  the  sum  of  the  intermediate  rates 
to  Jackson  of  28  cents,  as  claimed,  would  have  applied  on  the  ship- 
ment had  it  moved  in  accordance  with  the  routing  instruction.  It  is 
dear  that  the  failure  of  the  Frisco  to  observe  the  routing  shown  in  the 
bill  of  lading  deprived  the  complainant  of  the  application  of  the  28- 
cent  rate  and  resulted  in  the  shipment  moving  to  Jackson  via  a  route 
over  which  the  lawful  rate  was  86^  cents  as  charged. 

The  Frisco  road  in  its  answer  admits  the  facts  connected  with  the 
shipment,  including  the  non-observance  of  the  routing  specified,  but 
alleges  that  we  are  without  jurisdiction  over  the  subject-matter 
of  the  complaint  for  the  reason  that  the  complaint  asks  an  award  of 
damages  growing  out  of  facts  and  circumstances  not  constjjtuting  a 
violation  of  the  act  to  regulate  conmierce.  No  hearing  was  had,  but 
this  defendant  asked  and  received  permission  to  file  a  brief  in  support 
of  this  contention. 

The  brief  quotes  freely  from  the  case  of  Blume  dk  Co.  v.  WelU 
Fargo  <&  Co.^  15  I.  C.  C.  Rep.,  58,  and  submits  '^  that  the  reasoning 
of  the  Commission  in  that  case  and  the  rule  there  announced  are 
applicable  to  this  complaint''  In  the  Blume  case  the  Conmiission 
referred  to  breaches  of  duty  by  commcm  carriers  resulting  in  ^the 
loss  of  or  damage  to  property  in  transit,  the  failure  ^o  make  delivery 
safely  and  with  reasonable  dispatch  in  accordance  with  the  ccmtract. 
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express  or  implied,  which  a  carrier  enters  into  when  aco^>tiiig  a 
shipment  for  carriage  ^  as  being  ^  matters  that  are  solely  within  the 
jurisdiction  of  the  courts,'^  and  stated  that  the  ccnnplaint  therein  was 
of  such  a  character. 

The  difference  between  the  character  of  the  complaint  in  the 
Blvme  case  and  in  this  case  is  sufficient  to  remove  the  former  from 
our  jurisdiction  and  to  bring  the  latter  within  our  power  to  afford 
relief.  The  complaint  here  is  for  the  recovery  of  a  damage  alleged 
to  be  due  to  the  imposition  of  an  unjust  and  unreascmable  freight 
charge;  a  damage  that  is  measured  by  the  difference  between  the 
rate  which  would  have  applied  for  the  transportation  via  the  route 
directed  and  the  rate  imposed  for  the  transportation  via  the  route 
of  actual  movement.  The  complainant's  contract  of  transportation 
called  for  a  specific  routing  which  no  one  of  the  defendants  ooold 
disregard  without  being  liable  for  any  damage  directly  resulting 
therefrom.  The  Frisco  road  failed  to  observe  this  obligation,  and  as 
a  direct  result  of  such  action  complainant  was  compelled  to  pay  a 
freight  charge  which,  under  the  circimistances,  was  unreasonable  and 
excessive. 

A  case  similar  to  this  was  KUe  <&  Morgan  v.  Deepwater  By,  Co^ 
15  L  C.  C.  Kep.,  235.  We  assumed  jurisdiction  over  that  ccHnpIaint 
and  in  our  report  said: 

Carriers  at  fault  in  misronting  are  Hable  for  dama^ies  rcpreaented  bj  hisber 
charges  than  would  have  been  lawfuUy  assessable  had  the  misronting  not 
ocenrred,  and  we  do  not  adopt  defendant's  contention  that  liabmtj  attaches  tar 
snch  damage  only  as  can  be  reasonably  seen  or  anticipated.  A  shipper  can  not 
be  d^inlved  through  a  carrier's  negligence  of  any  lawful  pririlege  offered  by 
another  carrier,  especiaUy  after  due  dlUgence  on  his  part  to  secure  socdi  adraa- 
tage;  bat  snch  privilege  most  its^f  be  not  only  one  which  the  carrier 
lawfoUy  allow  after  the  establishment  thereof,  bnt  it  must  also  be  duly 
lished  and  filed  with  the  Commission^  as  are  rates  and  aU  pririlegea  and 
to  which  they  apply. 

Another  case  similar  to  this  was  Cressey  <k  Co.  v.  C,  M.  cfe  St.  P. 
By.  Co.j  18  I.  C.  C.  Bep.,  182,  wherein  we  awarded  reparation  becairae 
of  the  action  of  defendant  in  disregarding  complainant's  routing 
instruction. 

From  our  consideraticm  of  the  question  presented  by  defendant 
herein,  we  are  convinced  that  we  did  not  err  in  the  cases  before  dted 
and  that  the  act  to  regulate  commerce  confers  upon  this  CommiaBion 
jurisdiction  over  a  oHnplaint  for  the  recovery  of  a  damage  resulting 
from  misrouting  a  shipment  where  such  damage  arises  from  a  rate 
or  charge  in  excess  of  the  lawful  rate  or  charge  that  would  haTB 
applied  via  the  route  over  which  the  shipment  properiy  diould  have 
moved  or  movement  over  which  was  specifically  directed  by  the 
shipper. 
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Under  the  circumstances  we  are  of  opinion  and  find  that  defend- 
ant St.  Louis  &  San  Francisco  Baihroad  Company  should  pay  to  com- 
plainant the  sum  of  $34.42,  with  interest  thereon  from  the  19th  day 
of  January,  1910,  which  sum  is  the  difference  between  the  rate  of 
86^  cents  per  100  pounds  charged  on  the  shipment  in  question  for 
the  actual  movement  thereof  and  the  rate  of  28  cents  per  100  pounds 
which  would  have  applied  on  the  shipment  had  said  defendant 
observed  the  routing  specified  in  the  bill  of  lading. 

An  order  will  be  entered  accordingly. 


No.  8826. 

BIG  CAffON  RANCH  COMPANY  AND  CORDER  &  COM- 

PANT,  INTERVENER, 

V. 

GALVESTON,  HARRISBURG  &  SAN  ANTONIO  RAILWAY 

COMPANY  ET  AL. 


Submitted  January  10,  1911.    Decided  April  t,  1911. 


Complainant  alleges  that  the  charges  exacted  by  defendants  for  transportation 
of  certain  carloads  of  sheep  from  Dryden  and  Sanderson,  Tex.,  to  Soldant, 
Okla..  were  unreasonable.  It  appears  that  the  shipments  moved  from 
points  of  origin  to  Fort  Worth,  Tex.,  where  freight  charges  were  paid,  and 
delivery  made  to  the  shipper's  agent,  who  thereupon  took  out  new  bills  of 
lading  for  the  movement  to  Soldanl;  Held,  That  the  movement  to  Fort 
Worth  was  Intrustnte  and  therefore  not  subject  to  the  jnrlsdlctlcm  of  the 
Commission,  and  that  the  charges  for  the  Interstate  movement  beyond 
Fort  Worth  do  not  appear  to  have  l>een  unreasonable.    Complaint  dismissed. 

/.  B.  Ross  for  eomplaijiant. 

F.  C.  Dillard^  H.  M.  Garwood^  and  /.  R.  Christian  for  Galveston, 
Harrisburg  ft  San  Antonio  Railway  Company. 

/.  L.  West  for  Missouri,  Kansas  A  Texas  Bailway  Company  of 
Texas. 

T.  J.  Norton  and  /.  S.  Hershey  for  Atchison,  Topeka  &  Santa  Fe 
Railway  Company  and  Gulf,  Colorado  &  Santa  Fe  Railway  Company. 
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Befobt  of  the  Commission. 

Bt  the  Commission: 

Complainant,  a  corporation  engaged  in  the  live-stock  business,  has 
its  i»rincipal  office  in  San  Antonio,  Tex.,  and  a  stock  ranch  in  Terrell 
County,  Tex.  The  intervener  is  a  partnership  engaged  in  the  same 
business,  having  its  principal  office  and  a  stock  ranch  in  the  same 
county.  In  petitions  filed  June  16,  1910,  it  is  alleged  that  the  com- 
bination of  intermediate  rates  charged  by  defendants,  aggregating 
$119.90  per  double-deck  car,  for  the  transportation  of  a  number  of 
carloads  of  stock  sheep  shipped  April  28  and  May  1,  1909,  from 
Dryden  and  Sanderson,  Tex.,  to  Soldani,  Okla.,  were,  as  applied  to 
sudi  through  transportation,  unjust  and  unreasonable  to  the  extent 
that  they  exceeded  a  joint  rate  of  $88.35  per  car  applicable  on  stock 
cattle  between  the  same  points.    Reparation  is  asked. 

The  shipments  of  complainant  were  made  from  Sanderson  and 
those  of  the  intervener  from  Dryden.  They  moved  via  the  Galves- 
ton, Harrisburg  &  San  Antonio  Bailway,  on  which  Sanderson  and 
Dryden  are  located,  to  San  Antonio,  Tex.,  thence  via  the  Missouri, 
Kansas  &  Texas  Bailway  to  Fort  Worth,  Tex.,  and  from  that  point 
via  the  Gulf,  Colorado  &  Santa  Fe  and  Atchison,  Topeka  &  Santa  Fe 
Railways  to  destination.  On  account  of  drought  in  the  vicinity  of 
Sanderson  and  Dryden  these  stock  sheep  were  sent  to  Oklahcnna  to 
pasture.  The  testimony  is  that  no  similar  shipment  of  sheep  had  ever 
been  made  from  those  points  before  and  none  has  been  made  since. 

Live-stock  contract  bills  of  lading  were  issued  at  Diyden  and 
Sanderson  by  the  initial  carrier  for  the  transportation  of  the  sheep, 
which  were  consigned  to  an  ag^it  of  the  complainant  and  intervener 
at  Fort  Worth,  and  were  shipped  in  26  double-deck  and  58  single-deck 
cars.  At  Fort  Worth  charges  to  that  point  were  paid  at  the  rate  of 
80  cents  per  100  pounds,  at  minimum  weights  of  22,000  and  11,000 
pounds  for  double  and  single  deck  cars,  respectively,  amounting  to  $66 
and  $88  per  car.  The  sheep  were  unloaded,  fed,  and  watered  at  the 
stockyards  at  Fort  Worth,  and  after  having  remained  there  overnight 
reloaded.  The  reloading  was  into  34  double-deck  and  41  single-deck 
cars  which  were,  with  but  few  exceptions,  other  and  different  from 
those  in  which  the  sheep  had  been  transported  from  Dryden  and 
Sanderson  to  Fort  Worth.  The  cars  were  delivered  at  North  Fbrt 
Worth  to  the  Gulf,  Colorado  &  Santa  Fe  Railway  C<Hnpany,  whidi 
issued  bills  of  lading  for  the  transportation  from  Fort  Worth  to 
Soldani,  and  collected  prepayment  of  freight  charges  for  the  new 
movement  at  rate  of  24|  cents  per  100  pounds,  or  $26.95  iar  single- 
deck  and  $58.90  for  double-deck  cars. 

Previous  to  shipping  the  sheep  complainants  had  sent  stock  cattle 
to  a  point  in  Oklahoma  on  the  Midland  Valley  Railway.    At  that 
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time  they  were  infonned  that  there  were  no  joint  through  rates  in 
effect  via  Fort  Worth,  although  there  were  such  rates  established  via 
Rosenberg,  the  junction  point  of  the  Galveston,  Harrisburg  &  San 
Antonio  and  Gulf,  Colorado  &  Santa  Fe  Railways.  In  order  to 
secure  a  possibly  quicker  service,  however,  complainants  routed  the 
shipments  of  stock  cattle  via  Fort  Worth  at  a  combination  of  rates 
not  greatly  in  excess  of  the  through  rate  via  Rosenberg.  When  they 
later  desired  to  ship  the  sheep  they  found  themselves  confronted  by 
the  same  situation,  that  is,  that  there  were  no  joint  through  rates  in 
effect  via  Fort  Worth.  Although  they  decided  to  ship  four  weeks 
in  advance  of  the  actual  forwarding,  they  assumed  that  the  rates 
applicable  on  stock  sheep  would  be  no  higher  than  the  rates  on  stock 
cattle,  and  without  making  any  examination  of  the  tariffs,  inquiry 
of  the  carrier,  or  application  for  the  establishment  of  joint  throu^ 
rates,  routed  the  sheep  via  the  Missouri,  Ejinsas  &  Texas  Railway  to 
Fort  Worth.  The  distance  from  Dryden  via  San  Antonio  to  Fort 
Worth  via  the  Galveston,  Harrisburg  &  San  Antonio  and  the  Mis- 
souri, Kansas  &  Texas  is  568  miles,  and  from  Sanderson  584  miles. 
The  distance  from  Fort  Worth  to  Soldani  b  314  miles.  Via  the 
Galveston,  Harrisburg  &  San  Antonio,  Gulf,  Colorado  &  Santa  Fe 
and  Atchison,  Topeka  &  Santa  Fe  Companies  the  distances  from 
Dryden  and  Sanderson  to  Soldani  are,  respectively,  1,058  and  1,074 
miles. 

When  these  shipments  moved  there  was  no  joint  through  rate  on 
stock  sheep  via  any  route  from  Dryden  and  Sanderson  to  Soldani. 
The  rate  for  a  distance  of  600  miles  and  over  550  miles,  applicable 
from  Dryden  and  Sanderson  to  Fort  Worth,  was,  and  is,  on  stock 
sheep,  double-deck  cars,  minimum  weight  22,000  pounds,  30  cents 
per  100  pounds;  and  from  Fort  Worth  to  Soldani,  on  a  similar  car 
and  minimum,  24J  cents  per  100  pounds.  Via  Rosenberg  the  combi- 
nation aggregated  $127.60  per  car. 

The  rate  on  stock  cattle,  Dryden  to  Soldani,  is  $80.50,  and  from 
Sanderson  to  Soldani,  $83.35,  for  a  36-foot  car.  The  rate  on  beef 
cattle  from  Sanderson  to  Kansas  City  is  48^  cents  per  100  pounds,  for 
sheep,  Sanderson  to  Kansas  City,  62^  cents  per  100  pounds.  Since 
these  shipments  moved  defendants  have  established  a  joint  through 
rate  on  stock  sheep  applicable  via  Rosenberg,  which  from  Sanderson 
and  Dryden  to  Soldani  b  $15  per  car  higher  than  the  rate  on  stock 
cattle,  or  $98.35.  All  of  the  joint  through  rates  are  applicable  via 
routes  other  than  that  traversed  by  the  shipments  in  controversy. 

Complainants  argue  that  it  having  been  the  intention,  so  understood 
by  the  agent  of  the  initial  defendant,  to  make  a  through  shipment 
to  Soldani,  the  applicaticm  of  a  combination  of  intermediate  rates 
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on  stock  sheep  higher  than  that  on  stock  cattle,  resulted  in  the  exsc- 
tion  of  an  unreasonable  charge.  Defendants  maintain  that  the  trans- 
portation from  Sanderson  and  Dryden  to  Fort  Worth  was  intrastate 
and  not  within  the  jurisdiction  of  this  Commission  and  that  the  sepa- 
rately established  rates  were  just  and  reasonable. 

The  facts  disclosed  by  the  record  bring  this  case  clearly  witfain 
the  rule  announced  by  the  Supreme  Court  of  the  United  States  in 
<?.,  C.  ds  S.  F.  By.  Co.  v.  Texas^  204  U.  S.,  408.    As  noted,  the  freight 
charges  up  to  Fort  Worth  were  paid  at  that  point,  the  property  ^was 
delivered  into  the  possession  of  the  shipper,  and  a  new  contract  ^th 
another  carrier  for  transportation  of  the  sheep  to  Soldani  was  exe- 
cuted.   Although  it  was  undoubtedly  the  intention  of  the  shipper  to 
forward  the  sheep  from  point  of  origin  to  Soldani,  in  the  case  above 
cited  the  court  held  that  the  intention  of  the  shipper  is  immaterial, 
and  that  the  question  whether  a  particular  shipment  is  subject  to 
state  or  federal  laws  must  be  determined  by  examination  of  the 
contract  for  transportation.    In  the  present  case  the  Galveston,  Har- 
risburg  &  San  Antonio  Bailway  Company  and  the  Missouri,  Kansas 
&  Texas  Bailway  Company  were  under  no  obligation,  nor  had  they 
any  right,  to  transport  or  forward  the  shipments  beyond  Fort  Worth, 
Upon  delivery  at  that  point  the  transportation  required  by  the  ship- 
per was  completed.     It  follows  that  the  first  movement  and  the 
charges  therefor  were  not  subject  to  the  act  to  regulate  commerce  or 
the  jurisdiction  of  this  Commission.    Upon  the  facts  now  wiUiin  our 
knowledge  we  do  not  find  that  the  rate  from  Fort  Worth  to  Soldani 
is  unreasonable.    Complainant^s  prayer  for  reparation  must  there- 
fore be  denied. 

As  to  the  reasonableness  of  the  present  rates  on  sheep,  whidi  are 
$15  per  car  in  excess  of  the  rates  on  cattle  from  Sanderson  and 
Dryden  to  Soldani,  as  well  as  the  propriety  of  a  rate  to  Elansas  City 
which  is  less  for  a  longer  than  for  a  shorter  haul  over  the  same  line 
in  the  same  direction  to  Soldani,  no  opinion  is  now  expressed,  as  the 
determination  thereof  is  unnecessary  to  proper  disposition  of  this 
case.  Several  reasons  have  been  suggested  by  the  carriers  in  sup- 
port of  a  higher  rate  on  sheep,  including  the  fact  that  sheep  are 
given  a  lower  carload  minimum  than  cattle,  and  we  prefer  to  pass 
upon  that  question  in  a  case  where  it  is  properly  in  issue.  The 
defendants  have  filed  their  applications  for  permission  to  continue 
the  application  of  rates  which  prima  facie  contravene  the  principle 
of  the  fourth  section  of  the  act,  and  this  application  wiU  be  heard 
and  disposed  of  in  due  course.  The  complaint  must  be  dismissed,  and 
it  will  be  so  ordered. 
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No.  3393. 
CHARLES  GOLDENBERG 

V. 

CLYDE  STEAMSHIP  COMPANY. 


Suhmitted  December  27,  1910.    Decided  ApHl  4,  1911, 


Upon  the  facts  disclosed  by  the  record;  Held,  That  defendant's  action  in  con- 
nection with  the  storage  of  the  property  In  question  was  not  unreasonable 
and  that  complainant  is  not  entitled  to  reparation;  but  that  defendant 
has  fiUled  to  comply  with  the  law  by  reason  of  the  fact  that  it  has  not 
filed  with  the  Commission  n  tariff  stating  definitely  the  storage  privileges 
and  charges  applicable  to  shipments  over  its  line  which  move  partly  by 
railroad  and  partly  by  water  under  a  conmion  arrangement  for  a  con- 
tinuous shipment 

C.  E,  Outterson  for  complainant. 
W.  P.  Levis  for  defendant. 

Repobt  of  the  Commission. 

Bt  the  Commission  : 

The  complainant  is  a  wholesale  dealer  in  rice,  and  has  his  prin- 
cipal place  of  business  in  Philadelphia,  Pa.  The  defendant  is  a 
common  carrier  by  water,  and  is  engaged  in  the  transportation  of 
property  partly  by  railroad  and  partly  by  water  under  a  common 
arrangement  for  continuous  shipment.  In  a  petition,  filed  July  13, 
1910,  complainant  alleges  that  by  reason  of  the  action  of  defendant 
he  was  required  to  pay  an  unlawful  storage  charge  at  Philadelphia, 
and  asks  reparation  in  the  amount  of  the  charge  so  paid. 

In  October,  1908,  the  New  Orieans  Rice  Company  shipped  from 
Crowley,  La.,  597  pockets  of  rice  consigned  to  the  shipper's  order, 
Philadelphia,  Pa.,  with  request  to  notify  Charles  Goldenberg  at 
that  place.  The  shipment  moved  by  rail  from  Crowley  to  New 
Orleans,  by  water  from  New  Orleans  to  New  York,  where  it  was 
received  1^  defendant,  carried  to  Philadelphia,  and  unloaded  on 
its  pier  at  that  city  on  November  6, 1908.  The  next  day  complainant 
was  advised  of  the  arrival  of  the  rice,  and  notified  to  remove  the  same 
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from  the  wharf  within  four  days.  On  November  11  the  rice  was 
removed  by  defendant  from  its  dock  and  stored  in  a  public  ware- 
house. On  November  13  the  complainant  became  possessed  of  the 
bill  of  lading  for  the  shipment  by  paying  a  draft  attached  thereto, 
and  on  November  14  presented  it  to  the  defendant  On  orders  from 
complainant  the  rice  was  delivered  to  individual  purchasers  thereof 
from  time  to  time  up  to  December  28,  and  the  total  storage  bill  wms 
$52.24,  the  amount  of  reparation  asked.  Defendant  did  not  receive 
any  part  of  the  charge  made  by  the  public  warehouse.  This  pro- 
ceeding is  brought  upon  the  theory  that  complainant  was  entitled 
to  free  storage  upon  defendant's  wharf  for  four  days,  exclusive  of 
Sundays  and  legal  holidays,  after  notice  of  arrival  of  the  shipment, 
and  that  he  was  deprived  of  this  right  by  defendant's  action  in 
sending  the  rice  to  a  public  warehouse  prior  to  the  expiration  of 
four  days. 

The  defendant  had  no  tariff  on  file  with  the  Commission  covering 
wharfage  or  storage  privileges  applicable  to  this  shipment  The 
rice  moved  under  a  joint  rail-and- water  rate  named  in  a  tariff  which 
referred  to  issues  of  individual  lines,  parties  to  the  tariff,  and  law- 
fully on  file  with  the  Interstate  Commerce  Commission,  for  rules 
and  regulations  regarding  storage,  terminal  charges,  etc;  but  the 
Clyde  line  did  not  at  that  time,  nor  does  it  at  the  present  time,  file 
a  tariff  of  its  own  containing  rules  regarding  length  of  time  ship- 
ments may  remain  on  its  wharves  or  other  premises  or  providing 
storage  charges.  It  follows  that  we  have  before  us  the  lawfulness 
of  a  regulation  or  practice  not  covered  by  a  tariff  on  file.  In  Memphis 
Freight  Bureau  v.  K.  C.  S.  Ry.  Co.^  17  L  C.  C.  Rep.,  90,  the  Com- 
mission held  that  where  a  transportation  service  has  been  rendaned 
for  which  no  tariff  authority  exists,  and  the  shipper  has  paid  the 
sum  claimed  by  the  carrier  for  that  service,  the  Commission  has 
jurisdiction  to  determine  the  reasonable  charge  for  the  service  and 
to  order  repayment  of  the  amount  in  excess  thereof  collected  by  the 
carrier.  Upon  this  principle  the  Commission  has  authorify  to  deter- 
mine the  issue  here  presented,  whether  the  time  allowed  by  defend- 
ant for  removal  from  the  wharf  was  in  this  case  reasonable. 

We  are  of  opinion  that  complainant  was  not  damaged  by  any 
unreasonable  practice  of  defendant  in  limiting  the  free  time  for 
removing  the  shipment.  It  is  to  be  observed  that  complainant  did 
not  become  the  owner  of  the  bill  of  lading  until  November  13,  two 
days  after  the  shipment  had  been  placed  in  storage,  and  theref cnre 
could  not  have  removed  the  shipment  from  the  steamship  company^s 
docks  even  if  four  full  days  of  free  time,  exclusive  of  a  Sunday  which 
intervened,  had  been  allowed.  CcHisequently  complainant's  claim  for 
^Daration  should  be  denied* 
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Before  conduding  this  case  we  should  inquire  whether  defendant 
is  not  violating  the  act  to  regulate  conunerce  by  its  failure  to  file  a 
tariff  stating  definitely  its  storage  privileges  and  charges  at  Phila- 
delphia. Section  1  of  the  act  provides  that  the  term  ^  transporta- 
tion ''  shall  include :  • 

All  services  in  coimectloii  with  the  receipt,  delivery,  elevation,  and  transfer 
in  transit,  ventUation,  refrigeration  or  iciDg,  storage,  and  handling  of  property 
transported; 

and  section  6  of  the  act  makes  it  the  duty  of  all  carriers  subject 
thereto  to  file  tariffs  which  shall — 

state  separately  all  terminal  charges,  storage  charges,  icing  charges,  and  all 
other  charges  which  the  Ck)mmi88ion  may  require,  all  prlvUeges  or  fbcillties 
granted  or  allowed  and  any  rules  or  regulations  which  in  any  wise  change, 
affect,  or  determine  any  part  or  the  aggregate  of  snch  aforesaid  rates,  fares, 
and  charges,  or  the  value  of  the  service  rendered  to  the  passenger,  shipper, 
or  consignee. 

It  is  therefore  obvious  from  the  plain  language  of  the  act  that 
defendant  has  failed  to  comply  with  the  law  by  its  omission  to  file 
a  tariff  stating  the  storage  facilities  which  will  be  allowed  at  Phila- 
delphia. It  is  also  apparent  that  in  the  absence  of  a  tariff  of  this 
nature  defendant  can  discriminate  as  it  pleases  in  the  matter  of 
storage  between  individual  shippers.  No  case  of  such  discrimination 
is  proved  by  this  record,  but  the  tariff  situation  should  not  be  such 
that  discrimination  between  individual  patrons  of  the  company  is 
possible  thereunder. 

This  complaint  will  be  dismissed,  but  if  defendant  does  not  within 
SO  days  from  the  date  hereof  file  a  tariff  defining  its  8t<mige  privi- 
leges and  charges  at  Philadelphia,  appropriate  action  will  be  taken 
to  enforce  compliance  by  it  with  the  provisions  of  the  statute. 
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No.  3409. 

INTERNATIONAL  SALT  COMPANY  OF  ILLINOIS,  COM- 
PLAINANT, AND  MORTON  SALT  COMPANY,  INTEK- 
VENER, 

GENESEE  &  WYOMING  RAILROAD  COMPANY  ET  ALi^ 
DEFENDANTS,  AND  DETROIT  SALT  COMPANY  AND 
STERLING  SALT  COMPANY,  INTERVENERS. 


SvbmiUed  February  n,  2922.    Decided  Mardi  14,  2911 . 


Upon  complaint  that  a  carload  rate  of  10  cents  per  100  pounds  in  effect  for  sevefml 
years  on  coarse  salt  in  bulk  from  Retsof,  and  certain  other  originating  points  in 
New  York,  to  Chicago,  is  a  normal  and  reasonable  rate  between  those  points  and 
ought  therefore  to  be  scaled  to  intermediate  points  in  Central  Freight  Assodatioo 
territory  in  accordance  with  the  percentage  system  of  rates;  Heldf  That  the  record 
shows  that  the  rate  is  compelled  by  competitive  conditions  that  do  not  exisi 
at  intermediate  points.  For  the  reasons  stated  in  the  report  the  complaint  is 
dismissed. 

John  B.  Daiah  and  John  C.  Howard  for  complainant  and  Morton 
Salt  Company,  intervener. 

Henry  Wolf  Bikle  for  Pennsylvania  Railroad  Company  and  its 
affiliated  lines. 

H.  A.  Taylor  and  T.  H.  Burgess  for  Erie  Railroad  Company  and 
Chicago  &  Erie  Railroad  Company. 

Edgar  H.  Boles  for  Lehigh  Valley  Railroad  Company. 

/.  E.  Seager  and  H.  B.  WaUaee  for  Delaware,  Lackawanna  & 
Western  Railroad  Company. 

Addbert  Moot  for  Genesee  &  Wyoming  Railroad  Company. 

Edward  W.  Brown  and  Ashley  Bigdow  for  Sterling  Salt  Company, 
intervener. 

W.  E.  McComaek  for  Detroit  Salt  Company,  intervener. 

Repobt  of  the  Commission. 

Haslak,  Ckrmmissumer: 

From  Retsof  and  certain  other  originating  points  in  the  state  of 
New  York  there  is  a  carload  rate  of  10  cents  per  100  pounds  on  coarse 
salt  in  bulk  to  Chicago.  It  has  been  in  effect  for  several  years.  The 
complainant  contends  that  it  is  the  normal  and  reasonable  rate  between 
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those  points,  and  ought  therefore  to  be  scaled  to  other  destinations  in 
Central  Freight  Association  territory  in  accordance  with  the  per- 
centage system  of  rates.  This  would  make  the  rate  from  Retsof  to 
Fort  Wayne,  a  90-per-cent  point,  for  example,  9  cents  instead  of  13 
cents  as  at  present,  and  to  Cincinnati,  8.7  cents  instead  of  12  cents 
per  100  pounds.  The  petitioner  also  prays  for  reparation  in  a  sum 
exceeding  $5,000  on  several  hundred  carloads  that  moved  during  the 
last  two  years  under  the  rates  of  which  complaint  is  made. 

The  Morton  Salt  Company  has  intervened  since  the  hearing,  it 
having  taken  over  the  business  of  tlie  International  Salt  Company 
of  Illinois.  For  convenience  we  shall  hereinafter  refer  to  the  two 
companies  collectively  as  the  complainants. 

In  order  fully  to  understand  the  situation,  it  will  be  well  to  state 
the  history  of  the  various  salt  rates  referred  to  on  the  record.  Salt 
in  carloads  takes  sixth  class  rates  under  the  official  classification, 
and  the  sixth  class  rate  from  New  York  City  to  Chicago  is  25  cents 
per  100  poimds.  There  is,  however,  a  general  conmiodity  rate  of  20 
cents  applying  on  all  movements  of  salt  in  carloads  from  New  York 
City  to  Chicago,  this  rate  being  equivalent  to  80  per  cent  of  the 
sixth  class  rate.  From  Retsof,  Syracuse,  CuylerviUe,  and  other 
salt-producing  points  in  that  vicinity,  the  sixth  class  rate  to  Chi- 
cago is  18  cents  per  100  poimds,  which  is  directly  proportioned  to 
the  sixth  class  rate  from  New  York  City  to  Chicago;  but  salt  in 
carloads,  n.  o.  s.,  moves  from  those  points  to  Chicago  under  a  com- 
modity rate  of  14  cents  per  100  poimds,  which  it  will  be  observed 
is  also  80  per  cent  of  the  sixth  class  rate.  These  class  and  comr 
modity  rates  are  all  scaled  to  percentage-basis  destinations.  The 
special  rate  previously  referred  to,  of  10  cents  per  100  pounds  from 
Retsof  and  other  New  Yortc  producing  points  to  Chicago,  applies 
only  on  coarse  salt  in  bulk.  This  rate  is  not  scaled  to  per- 
centage-basis points.  Induced,  as  the  record  indicates,  by  the  com- 
petition of  the  Erie  Canal  in  connection  with  the  lake  lines,  it 
was  first  established  in  1887  from  Syracuse,  where  vast  quantities  of 
salt  were  then  manufactured  by  evaporation  or  by  the  so-called  solar 
process.  After  it  had  been  in  effect  for  three  or  four  years,  the  rate 
was  aUowed  to  lapse  for  some  years,  being  reestablished,  as  it  is 
said,  in  1904.  The  mines  at  Retsof,  which  is  local  to  the  line  of  the 
defendant,  the  Genesee  &  Wyoming  Railroad  Company,  apparently 
were  opened  up  as  long  ago  as  1885.  We  are  not  definitely  advised 
with  respect  to  the  early  history  of  the  rates  from  that  point,  but  it 
appears  from  the  record  that  the  special  rate  of  10  cents  to  Chicago 
has  existed  from  Retsof  continuously  since  1904.  The  mines  at 
CuylerviUe,  a  few  miles  from  Retsof  on  the  Pennsylvania  Railroad, 
were  not  opened  until  1907,  but  they  were  promptly  given  the  ben- 
efit of  the  10-cent  rate  to  Chicago. 
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It  therefore  appears  that  with  respect  to  movements  of  salt  to 
destmations  in  Central  Freight  Association  territory,  the  only  excep- 
J^ion  to  the  percentage  adjustment  is  the  10-cent  rate  on  coarse  salt 
in  bulk  from  certain  New  York  points  to  Chicago,which,  as  heretofore 
stated,  the  complainants  seek  to  hare  scaled  to  intermediate  destina- 
tions. They  make  no  real  effort  to  show  that  the  higher  rates  to 
the  latter  points  are  unreasonable  per  se,  but  relying  chiefly  on  the 
fact  that  the  carriers  themselves  make  few  if  any  exceptions  to  the 
percentage-zone  adjustment,  they  contend  that  there  is  no  justifica- 
tion for  an  exception  with  respect  to  these  rates.  The  defendants, 
on  the  other  hand,  point  to  a  number  of  exceptions  to  the  general  ad- 
justment in  the  way  of  special,  low  conmiodity  rates. 

The  percentage-basis  system,  which  is  the  general  foundation  upon 
which  rests  the  whole  structure  of  the  east  and  west  bound  rates  in 
the  territory  in  question,  has  been  fully  described  in  Saginaw  Board 
of  Trade  v.  G.  T.  Ry.  Co,,  17  I.  C.  C.  Rep.,  128.  It  is  true  that 
after  there  reviewing  the  history  of  that  system  of  rate  making  and 
indicating  that  it  had  long  been  established  and  had  impressed 
itself  upon  the  commerce  of  the  country  and  that  traffic  and  trans- 
portation conditions  had  been  adjusted  to  it,  we  said  that  altera- 
tions ought  not  to  be  made  in  the  zone  boundaries  or  the  system 
subjected  to  other  changes  without  adequate  and  just  cause.  But 
we  were  there  dealing  with  the  system  as  a  maximum  schedule  of 
rates  and  did  not  intend  to  be  understood  as  indicating  that  lower 
rates  might  not  properly  be  established  with  respect  to  particular 
points  under  special  justifying  circumstances.  We  are  here  dealing 
with  a  departure  from  the  percentage-basis  system  in  the  way  of 
a  specially  low  rate  to  a  particular  point,  namely,  Chicago,  which 
is  not  scaled  to  other  points  in  the  percentage-basis  territory.  And 
the  question  before  us  is  whether,  under  the  circumstances  and 
conditions  affecting  the  traffic,  there  are  sufficient  reasons  to  justify 
this  relation  of  rates.  While  the  case  is  argued  by  the  complainants 
principally  from  the  standpoint  of  the  percentage-zone  adjustment, 
it  is  also  presented  as  involving  a  violation  of  the  fourth  section, 
the  carload  rates  on  coarse  salt  in  bulk  to  intermediate  destinations 
exceeding  the  10-cent  rate  to  Chicago. 

The  defendants  endeavor  to  justify  the  departure  from  the  long- 
and-short-haul  principle  and  from  their  usual  rate  adjustment  in 
this  territoiy  by  showing  that  the  10-cent  rate  to  Chicago  is  a  com- 
pelled rate,  and  that,  if  advanced  to  the  regular  basis  of  14  cents, 
not  only  would  the  rail-line  traffic  from  Retsof  be  diverted  through 
Buffalo  and  the  lakes,  but  the  Chicago  market  would  be  dosed 
to  the  competitors  of  the  complainants  at  Cuylerville  and  other 
points.    The  defendants  in  this  connection  allege  not  only  thai 
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the  dock  facilities  for  handling  and  storing  water-borne  salt  at 
Chicago  are  entirely  controlled  by  the  complainants,  but  that  they 
also  control  the  boat  line  that  handles  practically  all  the  salt  from 
Buffalo  to  Chicago.  The  Sterling  Salt  Company,  which  intervenes 
herein  as  the  owner  of  mines  at  Cuylerville,  confirms  the  suggestion 
that  any  increase  in  the  lO-cent  rate  by  rail  to  Chicago  would  keep 
it  out  of  that  market,  while  the  complainants,  on  the  other  hand, 
through  their  relation  to  the  mines  at  Retsof  and  their  ownership 
of  the  boat  line  from  Buffalo  to  Chicago  and  of  the  storage  docks 
at  the  latter  point,  would  still  be  able  without  embarrassment  to 
ship  to  Chicago  by  way  of  the  lakes. 

Before  discussing  the  question  of  water  competition  it  will  be 
well  to  say,  without  at  this  time  pausing  to  mention  the  details, 
that  the  record  indicates  a  substantial  identity  of  interest  between 
the  salt  companies  interested  in  this  proceeding  and  the  Michigan, 
Indiana  &  Illinois  Line,  which  handles  practically  all  the  bulk  salt 
moving  by  water  from  Buffalo  to  Chicago  and  apparently  transports 
Uttle  if  any  freight  other  than  salt.  That  boat  line  is  understood  to  be 
owned  by  the  Morton  Salt  Company.  The  latter  company  has  suc- 
ceeded to  the  business  of  the  International  Salt  Company  of  Illinois, 
the  complainant  herein,  and  is  now  the  selling  agent  for  the  mines 
at  Retsof.  The  record  further  indicates  that  the  last-named  com- 
pany is  a  subsidiary  corporation  of  the  International  Salt  Company 
of  New  Jersey,  which  in  turn  owns  the  Retsof  Mining  Company; 
and,  as  will  be  hereafter  explained,  the  relation  between  the  Retsof 
Mining  Company  and  the  Oenesee  &  Wyoming  Railroad  is  in 
some  respects  a  close  one.  It  also  clearly  appears  that  the  docks 
and  facilities  for  unloading  cargoes  of  bulk  salt  from  vessels  at 
Chicago  are  wholly  controlled  by  complainants,  being  leased  to  their 
allied  corporation,  the  Michigan,  Indiana  &  Illinois  Line.  For 
the  use  of  the  docks  and  facilities  at  Chicago  and  for  the  labor  in- 
volved in  unloading  and  storing  bulk  salt  there  it  is  understood  that 
the  boat  line  pays  an  allowance  of  40  cents  per  net  ton  to  the  com- 
plainants. We  are  also  informed  that  the'  Retsof  Mining  Company 
has  several  boats  of  its  own  on  the  Great  Lakes.  Whether  it  uses 
them  for  the  private  transportation  of  its  salt  we  are  not  advised. 
But  our  imdcrstanding  is  that  they  are  frequently  chartered  by  the 
Michigan,  Indiana  &  Illinois  Line  for  movements  of  bulk  salt  from 
Buffalo  to  Chicago,  the  charter  rate  usually  paid  to  the  Retsof  Com- 
pany being  45  cents  per  ton.  It  therefore  appears  that  the  general 
interests  represented  by  these  various  incorporated  salt  companies 
throu^  their  subsidiary  corporation,  namely,  the  Michigan,  In- 
diana &  Illinois  Line,  dominate  the  rail-and-water  movement  of 
salt  between  Retsof  and  Chicago  to  the  point  of  absolute  control. 
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It  is  the  companies  thus  aflUiated  that  the  defendants  claim  now  fofee 
them  to  maintain  the  10-cent  rate  to  Chicago.  Those  interests 
ignoring  the  force  of  their  own  position  in  the  lake-and-rail  move- 
menty  contend,  notwithstanding  their  dominating  andcontroUing  influ- 
ence, that  the  lO-cent  rate  is  a  normal  rate  and  ought  to  be  scaled 
back  to  intermediate  points. 

On  the  facts  heretofore  stated  and  upon  the  whole  record  we  are 
convinced  that  the  all-rail  rate  of  10  cents  to  Chicago  is  a  compelled 
rate.    The  complainants  assert  that  it  is  substantially  lower  than  llie 
combination  rail-and-lake  rate,  but  we  think  the  record  shows  the 
contrary  by  the  testimony  of  their  own  witnesses.    A  singular  fact  in 
this  connection  is  that  it  definitely  appears  that  a  very  substantial 
part  of  the  complainants'  salt  goes  by  lake  and  rail  to  Chicago,  not- 
withstanding their  contention  that  the  all-rail  rate  offers  a  cheaper 
service.    Cuylerville  salt,  however,  apparently  is  unable  to  reach  the 
Chicago  market  by  the  lake  routes,  alUiough  it  does  move  in  consid- 
erable volume  by  tramp  steamers  to  Milwaukee  and  other  western 
lake  ports  where  dock  faciUties  are  available  to  independent  shippers 
of  salt.    It  is  our  imderstanding  that  there  is  no  rail  movement  of 
coarse  salt  from  the  New  York  fields  to  Milwaukee.    We  are  not 
informed    as   to   the   exact   extent   of   the   all-rail  movement  to 
Chicago.     But  after  repeated  inquiries  we  were  advised  by  the 
complainants  that   the  movement  of  salt  in  bulk  by  lake  and 
raU  from  Retsof  to  Chicago  during  the  shipping  season  of  1910 
amounted  to  37,438  tons,  the  tonnage  for  1909  being  24,915,  and 
for    1908,    28,597.    The    principal    witness    for    the    complainants 
expressed  the  general  opinion  that  about  one-half  of  the  total  move- 
ment from  Retsof  to  (Mcago  was  by  all-rail  routes.    When  asked 
why  this  should  be  the  case,  in  view  of  the  assertion  that  the  all- 
rail  rate  gave  cheaper  transportation,  the  explanation  made  by 
counsel  for  the  complainants  was  that  trafi&c  by  the  lakes  enjoyed 
the  privilege  of  free  storage  for  an  extended  period  in  the  ware- 
houses of  the  boat  line  at  Chicago,  and  that  it  was  necessaiy  to 
ship  by  lake  to  relieve  the  mine  in  periods  of  overproduction.    The 
treasurer  of  the  Morton  Salt  Company,  in  a  letter  filed  of  record, 
states  that — 

ThiB  nit  WM  shipped  by  water  for  the  double  porpoee  of  relieving  the  mine  and 
suppljring  storage  facilities  for  the  product,  which  ^dlities  we  have  at  [the  docks; 
we  have  no  adequate  facilities  for  the  storage  of  salt  received  by  rail. 

The  storage  at  Chicago  is  a  privilege  attached  to  the  lake  rate  and 
is  undoubtedly  an  advantage  to  the  complainants;  it  is  of  sofficient 
value,  together  with  the  rate  itself,  actually  to  divert  a  veiy  sub- 
stantial part  of  the  through  tonnage  to  that  route.  And  in  view  of 
the  extent  of  the  complainants'  own  tonnage  by  water  under  the 
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advantages  afforded  by  that  route,  it  is  difficult  to  comprehend  their 
contention  that  the  10-cent  rate  should  be  accepted  as  a  normal 
rate.  The  complainants  lay  stress  upon  the  fact  that  there  is  no 
increase  in  the  rail  rate  during  the  period  when  navigation  is  closed. 
But  their  own  testimony  shows  that  the  free  storage  at  Chicago 
virtually  extends  the  effect  of  water  competition  through  the  winter 
months.  It  is  clear,  therefore,  that  the  defendants  are  correct  in 
saying  that  the  effect  of  any  increase  in  the  Chicago  rate  would  be 
to  divert  from  them  even  more  of  the  salt  tonnage  from  Retsof  than 
now  moves  by  the  competing  lake-and-rail  route. 

In  support  of  their  contention  that  the  rail  rate  offers  cheaper 
transportation,  the  chief  witness  for  the  complainants  asserts  that 
it  costs  $2.25  per  net  ton,  which  is  equivalent  to  11}  cents  per  100 
pounds,  to  move  salt  by  the  lake-and-rail  route  from  Retsof  to 
Chicago  loaded  on  the  cars  at  the  dock,  and  $2.60  per  ton  or  13  cents 
per  100  pounds,  when  delivered  at  the  Union  Stock  Yards.  He 
stated  the  factors  entering  into  the  latter  through  charge,  as  follows: 

Per  net  ton. 

RaO  rate,  Retaof  to  Buffalo $0.80 

Handling  charge  to  boat  atBuAdo 25 

Water  rate,  Blichigan,  Indiana  &  Illinoia  Line,  to  Chicago,  including  unloading, 

storage  for  not  exceeding  eight  months,'  and  insurance 1. 10 

Handling  from  docks  into  cars  at  Chicago 10 

Switching  charge  from  docks  to  stockyards,  approximately 35 

Total 2.60 

We  are  not  advised  as  to  who  performs  the  handling  service  from 
the  cars  to  the  boats  at  Buffalo.  But  assuming  that  it  is  done  by  the 
boat  line,  it  will  be  observed  that  the  only  factor  in  this  computation 
in  which  the  complainants  have  no  direct  or  indirect  interest  is  the 
switching  movement  from  their  Chicago  docks  to  the  stockyards. 
There  is  a  relation  between  the  complainants  and  the  Genesee  & 
Wyoming  Railroad  Company,  the  initial  carrier  in  the  movement 
of  salt  to  Chicago,  as  wiU  be  explained  in  more  detail  hereafter. 
That  company  evenly  divides  the  80-cent  rate  to  Buffalo  with  the 
Erie.  The  complainants  own  the  water  line  to  Chicago  and  own 
the  storage  docks,  as  stated.  In  all  these  parts  of  the  transportation 
service  and  in  the  privileges  and  facilities  attending  it  the  complainant 
interests  through  their  subsidiary  corporations  are  earning  revenues 
on  their  own  traffic.  When  it  is  said  that  the  lake  line  is  a  common 
carrier  and  open  to  all  salt  shippers,  the  complainants  overiook  the 
natural  disinclination  on  the  part  of  the  Sterling  Salt  Company  and 
other  independent  shippers,  very  definitely  expressed  in  the  record, 
to  forward  their  product  over  a  water  line  that  belongs  to  a  competi- 
tor, unloading  it  on  a  competitor's  dock,  and  storing  it  in  a  com- 
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petitor's  warehouse  at  Chicago.  As  a  matter  of  fact  all  the  salt  Uiat 
moves  to  Chicago  by  water  apparently  bebngs  to  the  complaining 
interests.  Not  only  is  it  dear,  therefore,  that  the  rail-and-lake  route 
substantially  competes  with  the  all-rail  route  and  forces  the  lO-cent 
rate  to  Chicago,  but  it  is  no  less  clear  that  the  interests  represented 
by  the  complainants  are  the  only  ones  that  get  the  bmefit  and 
advantage  of  that  route. 

Furthermore,  the  defendants  insist  that  the  lake-and-rail  rate  that 
forces  down  their  all-rail  charge  on  coarse  salt  in  bulk  to  10  cents  is 
really  only  $2.10  per  net  ton.  In  arriving  at  this  figure  they  use  the 
same  factors  that  were  given  by  the  chief  witness  for  the  com- 
plainants, with  the  exception  of  the  $1.10  rate  of  the  Michigan, 
Indiana  &  Illinois  Line.  This  they  discard  in  favor  of  a  charge  of 
45  cents  which  they  contend  represents  the  cost  of  chartering 
tramp  steamers  for  the  movement  of  such  salt  from  the  docks  at 
Buffalo  to  the  docks  at  Chicago ;  and  they  add  25  cents  to  cover  the 
cost  of  handling  from  the  boat  into  the  cars  at  Chicago.  It  will 
be  observed  that  45  cents  is  the  charge  paid  by  the  Michigan,  Indiana 
&  Illinois  Line  when  chartering  the  boats  of  the  Retsof  Mining  Com- 
pany, as  heretofore  stated.  The  estimated  charge  of  $2.10  a  ton  for 
lake-and-rail  movements  is  equivalent  to  10^  cents  per  100  pounds 
and  covers  the  transportation  of  the  salt  from  the  mines  at  Retsof 
to  the  Union  Stock  Yards  at  Chicago.  The  defendants  contend  that 
it  f  airiy  represents  the  reasonable  cost  of  that  transportation.  But 
even  accepting  the  complainants'  figures  as  correct,  the  defendants 
suggest  that  the  cost  of  the  water  movement  is  but  11}  cents  per  100 
pounds,  which  includes  free  storage  for  an  extended  period  at  Oii- 
cago  and  other  privileges,  as  against  their  standard  14-centHiUe 
basis  to  Chicago,  which  does  not  include  any  storage. 

Moreover,  in  giving  the  figures  as  to  the  cost  of  the  rail-and-lake 
movement,  the  complainants'  witnesses  have  overlooked  a  through 
rate  of  6}  cents  per  100  poimds  to  the  Union  Stock  Yards  from 
Buffalo,  applying  only  over  the  lifichigan,  Indiana  &  Illinois  line, 
in  connection  with  switching  carriers  at  Chicago.  This  rate  is  pub- 
lished in  a  committee  tariff  and  is  equivalent  to  $1.25  per 
ton.  Using  it  in  connection  with  the  8(>-cent  rate  from  Retsof 
to  Buffalo  and  the  overhead  charge  at  that  point,  the  com- 
bination rail-and-water  rate  from  Retsof  to  Union  Stock  Yards 
would  be  $2.30  per  ton,  or  approximately  11^  cents  per  100  pounds, 
including  the  valuable  privil^e  of  free  storage  for  eight  months 
and  the  further  privil^e  of  mixing,  packing,  and  repacking  while 
on  the  docks  at  Chicago.  An  examination  of  our  files  also  disckises 
a  tariff  published  by  the  Michigan,  Indiana  &  Illinois  Line  itedf ,  but 
not  in  force  at  the  present  time,  that  named  a  rate  of  $1.20  per  ion 
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on  bulk  salt  from  Buffalo  to  the  Union  Stock  Yards,  with  the  same 
storage  and  other  privileges  at  Chicago. 

From  this  review  of  the  facts  we  find  the  competitive  character 
of  the  10-cent  rate  to  Chicago  clearly  demonstrated;  and  we  find 
that  the  competitive  conditions  that  fix  that  rate  grow  out  of 
the  relations  between  the  Retsof  Mining  Company,  the  International 
Salt  Company  of  Illinois,  the  Morton  Salt  Company,  and  the  Michigan, 
Indiana  &  Illinois  Line,  and  their  ownership  and  control  of  the  facil- 
ities of  transportation  from  Buffalo  to  Chicago,  including  as  an 
important  element  the  docks  and  warehouses  at  the  latter  point. 
Moreover,  the  record  convincingly  shows  t^at  if  these  salt  interests 
should  discontinue  the  operation  of  their  boat  line  from  Buffalo,  and 
if  the  dock  facilities  at  Chicago  became  available  under  reasonable 
conditions  to  all  shippers,  the  tramp  steamers  would  still  present  a 
vigorous  competition  that  would  compel  the  maintenance  of  a 
reduced  rate  by  rail  to  Chicago.  This  is  clearly  shown  by  the  force 
of  the  water  movement  to  Milwaukee  and  other  lake  ports  where 
tramp  steamers  are  now  able  to  land  their  cargoes  of  bulk  salt  and 
actually  carry  a  substantial  tonnage.  That  such  com]>etitive  con- 
ditions do  not  exist  at  intermediate  points  seems  to  be  shown  by  the 
fact  that  under  their  present  adjustment  of  rates  the  rail  carriers 
apparently  retain  the  whole  movement  to  such  points. 

We  attach  no  importance  to  the  fact  that  Hanmiond  and  H^e- 
wisch,  which  are  not  on  the  lake,  are  given  the  benefit  of  the  Chicago 
rate  of  10  cents.  They  are  substantially  Chicago-rate  pomts,  and 
can  be  reached  by  a  comparatively  short  switching  movement  from 
the  docks  at  South  Chicago.  There  is  no  longer  a  considerable  traffic 
to  those  points.  Furthermore,  it  appears  that  the  Chicago  rate  was 
originally  extended  to  those  destinations  at  a  time  when  tramp 
steamers  were  taking  salt  from  Buffalo  at  as  low  a  charge  as  25  cents 
per  ton. 

The  real  issue,  therefore,  is  whether  the  circumstances  justify  the 
continuance  of  the  present  relative  adjustment  of  rates  as  between 
Chicago  and  intermediate  stations.  We  think  the  answer  to  this 
question  is  plainly  written  on  the  record.  The  circumstances  here- 
tofore described  clearly  justify  an  exception  in  this  case  to  the  long- 
and-short-haul  principle.  There  may  be  particular  destinations  in 
this  territory  to  which  the  rates  on  salt  ought  to  be  reduced ;  and  it 
may  be  that  upon  a  more  complete  record  some  of  the  rates  might 
appear  to  be  unreasonable.  There  are  also  certain  destinations 
beyond  Chicago  where  the  present  through  rates  on  coarse  salt  in 
bulk  are  said  to  exceed  the  combination  of  the  10-cent  rate  to  Chi- 
cago plus  the  local  rate  beyond.  In  any  such  case  a  readjustment 
ought,  of  course,  to  be  made.    But  it  is  not  necessary  at  this  time  to 
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enter  any  order  in  that  regard.  Looking  at  the  case  as  a  whole  and 
upon  the  facts  disclosed  of  record  we  are  convinced  that  the  complaint 
is  without  merit. 

We  have  ah*eady  mentioned  briefly  the  Genesee  &  Wyoming  Rail- 
road Company,  on  whose  raibx>ad,  which  is  approximately  16  miles  in 
length,  the  mines  at  Retsof  are  situated.  Out  of  the  rates  on  salt  to 
destinations  in  Central  Freight  Association  territory  it  receiyes  a 
division  exceeding  2  cents  on  the  average.  FuUy  95  per  cent  of  its 
traffic  IS  salt  manufactured  by  the  Retsof  Mining  Company,  which, 
as  heretofore  stated,  is  subsidiary  to  the  International  Salt  Company 
of  New  Jersey.  The  president  of  the  latter  company  is  president  also 
of  the  Grenesee  &  Wyoming  Railroad  Company;  and  the  principal 
officers  of  the  two  companies  are  the  same.  A  majority  of  the  directon 
of  the  railroad  company  are  directors  in  the  salt  company;  and  a 
majority  of  the  capital  stock  of  the  railroad  company  was  until 
recently  held  by  stockholders  in  the  International  Salt  Company. 
The  knowledge  of  these  facts  naturally  led  us  to  make  some  inquiry 
into  the  relation  between  the  companies.  We  are  advised  by  wit- 
nesses  who  appeared  for  the  complainants  and  for  the  Genesee  & 
Wyoming  Railroad  Company,  and  who  definitely  assured  us  of  their 
knowledge  of  the  facts,  that  there  is  no  identity  of  ownership  in  the 
railroad  and  salt  mining  enterprises,  except  that  a  minority  of  the 
stock  of  the  railroad  company  is  at  the  present  time  held  by  persons 
who  are  interested  in  the  salt  companies.  We  accept  these  state- 
ments at  their  face  value,  and  make  no  comment  beyond  saying  thai 
the  Genesee  &  Wyoming  Railroad  Company  absorbs  a  generous  pro- 
portion of  the  revenues  accruing  from  the  transportation  of  Retsof 
salt. 

Since  the  oral  argument  a  forhial  complaint  has  been  presented  by 
the  Colonial  Salt  Company  and  nine  other  manufacturers  of  salt,  who 
compete  with  the  complainants  herein.  The  petitioners  all^;e  that 
the  Michigan,  Indiana  &  Illinois  Line  and  the  Ludington  Transport** 
tion  Company  are  controlled  by  the  interests  that  are  represented  by 
the  complainants  herein,  and  that  they  are  operated  for  the  benefit  of 
those  companies.  These  questions  are  also  involved  upon  this  record, 
and  it  had  been  our  intention  to  give  them  some  consideration.  But 
in  view  of  the  new  complaint  in  which  they  are  specifically  involved, 
those  matters  will  be  reserved  for  investigation  hereafter. 

From  the  conclusions  here  expressed  it  follows  that  the  complaint 
must  be  dismissed.     It  will  be  so  ordered. 
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INTERNATIONAL  SALT  COMPANY  OF  ILLINOIS,  COM- 
PLAINANT, AND  MORTON  SALT  COMPANY,  INTER- 
VENER, 

V. 

PENNSYLVANIA  RAILROAD  COMPANY  ET  AL. 


SulmUied  Felniiary  27,  2922.    Decided  March  24,  2922. 


Raparatioii  on  Bhlpmento  of  coarse  salt  in  bnlk  from  Retaof,  N.  Y.,  to  Detroit, 
under  a  rate  of  11  cents,  sabseqnently  reduced  to  7^  cents  under  an  order 
by  this  Commission  finding  the  former  rate  to  be  discriminatory,  denied  on 
tbe  ground  that  the  complainant  has  not  shown  that  it  was  damaged,  all 
competing  shippers  to  Detroit  from  the  same  salt  field  having  paid  the 
same  rata  Delray  Bolt  Co.  r.  P.  B.  R.  Oc^  18  L  0*  O.  Bep.,  260,  distin- 
guished. 

John  B.  DaUh  and  John  C.  Howard  for  complainant,  and  Mcnrton 
Salt  Company,  intervener. 

Henry  Wolf  BikU  for  Pennsylvania  Bailroad  Company  and  its 
affiliated  lines. 

H.  A.  Taylor  and  T.  H.  Burgees  for  Erie  Bailroad  Company  and 
Chicago  &  Erie  Railroad  Company. 

Edgar  H.  Boles  for  Lehigh  Valley  Bailroad  C<Mnpany. 

/.  E.  Seager  and  H.  B.  Wallace  for  Delaware,  Lackawanna  A 
Western  Bailroad  CcHnpany. 

W.  E.  McComack  for  Detroit  Salt  Company,  intervener. 


Bbfobt  of  thx  Coi 


•    11. '.Ul 


Habuln,  Commieeioner: 

The  complainant  alleges  that  a  rate  of  11  cents  per  100  poonds 
formerly  maintained  by  the  defendants  for  the  transportaticm  of 
coarse  «ilt  in  bulk  in  carloads  from  Betsof ,  in  the  state  of  New  York, 
to  Detroit,  in  the  state  of  Michigan,  was  unreasonable  to  the  extent 
that  it  exceeded  the  present  rate  of  7.8  cents  per  100  pomids.  Bepa- 
ration  is  demanded  in  the  smn  of  $8,7S4.86  upon  about  150  carloads 
that  moved  between  those  points  during  the  period  from  July  IS, 
1908,  to  June  8, 1910. 
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The  complainant  practically  r6sts  its  case  on  our  decision  in  Delray 
Salt  Co.  V.  P.  R.  R.  Co.^  18  I.  C.  C.  Rep.,  259,  wh^e  the  Commissioo 
held  that  inasmuch  as  the  rate  of  14  cents  on  evaporated  salt  from 
Cuylerville,  in  the  state  of  New  York,  to  Chicago  had  been  scaled  on 
the  percentage  basis  to.  Detroit,  there  was  no  reason,  so  far  as  the 
record  disclosed,  why  the  current  rate  on  coarse  salt  in  bulk  from 
Cuylerville  to  Chicago  should  not  also  be  scaled  to  Detroit  on  the 
78-per-cent  basis.  The  rate  then  current  on  coarse  salt  in  bulk  was 
the  present  rate  of  10  cents.  The  order  as  entered  gave  the  defend- 
ants the  option  for  the  future  of  raising  their  rate  to  Chicago  ffom 
10  cents  to  14  cents  and  leaving  their  rate  to  Detroit  unchanged,  or  of 
continuing  to  maintain  their  10-cent  rate  to  Chicago  and  in  that 
event  to  scale  it  back  to  Detroit  on  the  78-per-cent  basis  to  a  rate  of  7.8 
cents  per  100  pounds.  The  defendants  preferred  to  accept  the  latter 
alternative  for  the  reason,  brought  out  very  clearly  in  IntemoHonal 
Salt  Co.  of  lU.  V.  G.  &  W.  R.  R.  Co.,  20  I.  C.  C.  Rep.,  530,  that  an 
advance  in  their  10-cent  rate  to  Chicago  would  have  resulted  in  a 
diversion  to  the  lake-and-rail  routes  of  a  substantial  part  of  their 
very  extensive  all-rail  movement  to  that  point.  They  therefore  con- 
cluded to  reduce  the  rate  on  their  small  mov^nent  of  salt  from  Cuyler- 
ville to  Detroit  to  7.8  cents  per  100  pounds;  and  this  rate  was 
made  effective  also  from  Retsof  and  other  points  in  western  New 
York.  Reparation  amounting  to  $273.74  was  awarded  on  the  past 
shipments  of  the  complainant,  on  the  general  ground  that  under  all 
the  circumstances  there  shown  of  record,  and  in  view  of  the  10-cent 
rate  from  Cuylerville  to  Chicago,  a  reasonable  rate  to  Detroit  would 
have  been  7.8  cents  per  100  pounds. 

With  that  case  before  it  as  a  precedent,  and  in  view  of  the  &ct 
that  Retsof  is  within  a  few  miles  of  Cuylerville  and  therefore  ought 
to  and  ordinarily  does  take  the  same  rate  adjustment,  the  complain- 
ant in  this  proceeding  also  demands  reparation  on  its  movements  of 
coarse  salt  in  bulk  from  Retsof  to  Detroit,  while  the  11-cent  rate  was 
still  in  effect.  We  find  little  difficulty,  however,  in  distinguishing 
the  two  cases.  The  Delray  company  was  a  manufacturer  of  and 
dealer  in  evaporated  salt  at  Detroit  In  order  to  meet  a  con- 
stantly increasing  demand  by  the  trade  for  mixed  carloads  of  dif- 
ferent kinds  and  grad^  of  salt,  and  in  order  to  compete  with  the 
complainant  in  this  proceeding  in  the  sale  of  mixed  carloads  in  the 
markets  reached  by  both,  the  Delray  ccnnpany  required  some  nx^ 
or  coarse  salt  This  is  bought  at  Cuylerville;  but,  as  indicated  by 
the  amount  of  reparation  awarded,  the  traffic  from  the  latter  point 
to  Detroit  was  not  extensive.  For  the  shorter  haul  from  Cuylerville 
to  Detroit  it  was  required  to  pay  11  cents  per  100  pounds,  while  the 
complainant  in  this  case  at  the  same  time  was  paying  but  10  cents 
to  get  its  coarse  salt  from  Retsof  to  Chicago  by  rail.    The  two  com- 
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panies,  it  will  be  noted,  were  not  competing  with  one  another  at 
Detroit,  but  in  the  markets  beyond  Detroit,  and  on  an  miequal  basis 
of  rates.  Having  already  the  advantage  of  a  10-cent  rate  on  coarse 
salt  to  Chicago  for  competition  in  the  mark^  beyond,  while  the 
Delray  company,  competing  in  the  same  markets,  was  paying  11  cents 
to  Detroit,  the  c(Hnplainant  here  had  not  objected  to  the  11-cent  rate 
to  Detroit  There  was,  in  fact,  no  reason  why  it  should  have  com- 
plained of  that  rate,  because  its  salt  mined  at  Retsof  was  competing 
at  Detroit  only  with  the  rock  salt  mined  at  Cuylerville  and  other 
points  in  he  same  field ;  and  all  these  mines  were  paying  the  same  11- 
cent  rate  and  now  pay  the  same  reduced  rate  of  7.8  cents  to  that  point. 
As  the  Delray  company  was  not  doing  business  at  Cuylerville 
but  at  Detroit,  it  was  damaged  by  the  11-cent  rate  to  Detroit,  for  it 
had  to  use  that  rate  in  its  competition  in  the  markets  beyond  Detroit 
reached  by  this  complainant  under  a  10-cent  rate  to  Chicago.  We 
therefore  held  that  the  11-cent  rate  from  Cuylerville  to  Detroit  was 
discriminatory  when  compared  with  the  10-cent  rate  from  Cuyler- 
ville to  Chicago.  But  the  complainant  in  this  proceeding  was  the 
shipper  that  was  shown  in  that  case  to  be  getting  the  benefit  of  the 
10-cent  rate  to  Chicago,  and  was  the  competitor  complained  of  by 
the  Delray  Salt  Company.  The  particular  element  of  damage  there 
shown  is  therefore  altogether  lacking  in  this  proceeding.  This  com- 
plainant was  competing  in  Detroit,  not  with  the  Delray  Salt  Com- 
pany, but  with  the  Cuylerville  mines  and  the  mines  elsewhere 
in  the  same  salt  field  in  western  New  York,  all  of  which  then  had 
and  now  have  the  benefit  of  the  same  rate  to  Detroit  It  seems  rea- 
sonably dear  therefore  that  the  complainant  here  shipped  as  much 
salt  to  Detroit  under  the  11-cent  rate  as  it  could  have  shipped  under 
the  rate  of  7.8  cents  if  that  rate  had  been  in  effect  from  all  the  com- 
peting points  in  western  New  York.  The  complainant  here,  never 
having  found  any  objection  to  the  11-cent  rate  to  Detroit  demanded 
of  it  and  all  of  its  rock-salt  competitors  in  that  salt  field,  seeks  now 
to  come  in  under  Delray  Salt  Co.  v.  P.  R.  R.  Co.^  9upraj  and  secure 
the  benefit,  on  its  past  shipments  to  Detroit,  of  our  finding  in  that 
case.  But  the  two  cases  are  altogether  different  In  that  case  the 
complainant  showed  the  discrimination  or  disadvantage  to  it  in 
competing  in  the  markets  beyond  Detroit  on  the  11-cent  rate  as 
against  the  10-cent  rate  to  Chicago.  In  this  case  all  of  the  rock-salt 
producers  in  the  salt  field  in  question  were  reaching  and  now  reach 
Detroit  on  an  equal  basis.  The  element  of  discrimination  or  of  any 
damage  arising  out  of  discrimination  is  therefore  lacking.  As  was 
said  in  Par$ons  v.  0.  db  ff.  W.  By  Co.,  167  U.  S.,  447,  at  page  460— 

The  only  right  of  recovery  given  by  the  Interstate  commerce  act  to  the  Indl- 
▼Idaal  Is  to  the  ''person  or  persons  Injnred  ther^y  for  the  fall  amoont  of 
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damages  sustained  in  consequence  of  any  of  the  ylolationB  of  the  proTialona  of 
this  act**  So,  before  any  party  can  recorer  under  the  act  he  most  show  not 
merely  the  wrong  of  the  carrier,  hot  that  that  wrong  has  In  ftict  oparBtBii  to 
his  injury. 

It  will  be  observed  that  in  Intemaiional  Salt  Co.  of  lU.  y.  O.  d 
W.  R.  R.  Oo.^  supra^  which  was  heard  with  this  case  and  ought  to  be 
read  in  connection  with  this  report,  we  found  the  10-cent  rate  to 
Chicago  to  be  the  result  of  competition  of  the  rail-and-lake  lines. 
Neither  in  that  case  nor  in  this  do  we  deal  with  the  question  of  the 
reasonableness  of  the  rates  per  se;  and  our  conclusions  here  are  based 
on  the  special  facts  shown  of  record. 

The  complaint  is  without  merit  and  must  be  dismissed. 
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No.  2992. 
FLATTEN  PRODUCE  COMPANY 

V. 

KALAMAZOO,   LAKE   SHORE   &   CHICAGO   RAH^WAY 

COMPANY  ET  AL. 


BuhmUied  September  2,  1910.     Decided  AprU  S,  1911, 


Upon  the  facts  disclosed  at  the  reheariug  of  this  case;  Held,  That  the  Initial 
carri^  herein,  and  not  an  intermediate  carrier  as  found  In  the  original 
case,  is  responsible  for  the  mlsrouting ;  that  reparation  be  awarded  against 
all  the  defendants  becanse  of  an  overcharge  on  this  shipment;  but  that 
complainant  is  not  entitled  to  recover  in  this  proceeding  for  the  idng 
charges  which  it  was  compelled  to  pay. 

George  A.  Flatten  for  complainant. 

H.  J.  Schmiel  for  Kalamazoo,  Lake  Shore  &  Chicago  Railway 
Company. 

Howard  Streeter  for  Pere  Marquette  Railroad  Company. 

Wmiam  EUU  and  F.  O.  Wright  for  Chicago,  Milwaukee  ft  St 
Paul  Railway  Company. 

Report  of  ths  Commission  on  Rsheabing. 

Pboxttt,  Commissioner: 

This  case  stands  for  disposition  upon  rehearing.  The  shipment 
was  one  carload  of  grapes  moving  from  Paw  Paw,  Mich.,  to  Green 
Bay,  Wis.,  and  the  route  of  the  movement  was  via  the  Kalamazoo, 
Lake  Shore  ft  Chicago  Railway  and  the  Pere  Marquette  Railroad 
from  Paw  Paw  to  Chicago,  and  via  the  Chicago,  Milwaukee  ft  St. 
Paul  Railway  from  Chicago  to  Green  Bay.  The  claim  of  the  com- 
plainant is  that  the  shipment  should  have  moved  via  car  ferry  across 
Lake  Michigan  to  Milwaukee  and  that  in  sending  it  around  by 
Chicago  the  defendants  were  guilty  of  misrouting. 

In  the  original  opinion,  18  I.  C.  C.  Rep.,  249,  it  was  held  that 
the  Pere  Marquette  had  misrouted  the  shipment  in  sending  it  via 
Chicago  instead  of  across  the  lake  by  its  car  ferry  to  Milwaukee. 
After  the  publication  of  that  report  the  Pere  Marquette  company 
filed  its  petition  for  a  rehearing,  alleging  that  the  waybill  under 
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which  it  received  the  shipment  from  the  Kalamazoo,  Lake  SSiore  & 
Chicago  Bailway  Company  contained  express  instructions  to  send 
the  same  via  Chicago,  and  tiiat  therefore  the  Kalamazoo  CompaLiiy 
and  not  the  Pere  Marquette  was  responsible  for  the  damage  conse- 
quent upon  the  misrouting.  Without  inquiring  whether  the  Pece 
Marquette  had  been  in  the  exercise  of  due  diligence  in  not  presenting 
this  evidence  upon  the  former  hearing,  it  seemed  best  to  grant  a 
rehearing,  and  such  rehearing  has  accordingly  been  had. 

The  weight  of  the  shipment  was  24,944  pounds.  Charges  wei« 
assessed  and  paid  by  the  complainant  upon  a  minimum  of  33,000 
pounds,  at  a  rate  of  65  cents,  aggregating  $214.50,  in  additicm  to  the 
icing  charges.  It  seems  to  have  been  assumed  in  originally  disposing 
of  the  case  that  the  65-cent  rate  was  the  published  rate  applicable  bj 
the  route  over  which  the  car  moved,  but  an  examinati(Hi  of  the  tariffs 
shows  that  such  was  not  the  case.  There  was  no  joint  through  rate 
via  that  route,  but  the  rate  from  Paw  Paw  to  Chicago  was  18  cents 
per  100  pounds,  and  the  rate  from  Chicago  to  Green  Bay  was  18 
cents,  making  a  through  rate  of  36  cents,  which  should  have  been 
applied.  The  minimum,  both  to  Chicago  and  from  Chicago,  was 
less  than  the  actual  weight,  so  that  the  proper  charges  would  have 
been  $89.80  for  the  transportation.  There  is,  therefore,  an  over^ 
charge  of  $124.70. 

•The  lines  leading  from  Paw  Paw  to  Chicago  claimed  upon  the 
rehearing  that  they  had  only  received  their  tariff  charges  to  Chicago; 
but  while  the  evidence  indicates  that  this  may  be  so,  it  does  not  clearly 
appear  how  the  total  charges  have  been  divided  amcmg  the  several 
defendants.  An  order  for  the  above  amount,  with  interest  from 
October  1,  1909,  will  therefore  be  issued  against  all  the  defend- 
ants, who  should  contribute  to  the  satisfaction  of  the  same  in  such 
proportions  that  each  one  may  retain  its  tariff  charges. 

The  Kalamazoo,  Lake  Shore  &  Chicago  Railway  Company  insisted 
upon  the  rehearing  that  the  shipment  ought  to  have  been  sent  via 
Chicago,  but  we  adhere,  upon  an  examination  of  the  entire  record, 
to  our  previous  holding  that  the  car  should  have  been  routed  vim 
Milwaukee. 

It  appeared  upon  the  rehearing  that  the  Kalamazoo,  Lake  Shore  ik 

Chicago  Bailway  gave  express  instructions  to  the  Pere  Marquette 

company  to  send  the  car  by  the  route  which  it  in  fact  took,  and  that 

company  is  therefore  responsible  for  the  misrouting.    The  rate  vim 

Milwaukee  was  33}  cents,  2|  cents  less  than  via  the  route  which  the 

shipment  took,  which  makes  a  difference  in  charges  of  $6i24.    This 

sum,  with  interest  from  October  1,  1909,  the  complainant  is  entitled 

to  recover  of  the  Kalamazoo,  Lake  Shore  &  Chicago  Railway  Com* 

pany,  the  initial  carrier. 
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Upon  the  evidence  as  it  now  stands  we  most  modify  our  original 
decision  as  to  the  icing  diaiges.  The  shipping  receipt  contains 
directions  given  by  the  consignor  to  keep  this  car  iced.  A  considera- 
tion of  the  length  of  time  which  would  ordinarily  be  occupied  in 
moving  the  car  via  Milwaukee  indicates  that  cme  icing  would  hardly 
have  been  sufficient  even  by  that  route.  The  record  does  not  show 
that,  had  the  car  been  promptly  handled,  more  ice  would  have  been 
required  via  Chicago  than  via  car  ferry  to  Milwaukee.  The  car  was 
in  fact  iced  at  four  different  points,  and  it  is  evident  there  was  unusual 
delay  in  handling  it ;  but  the  damages  due  to  this  are  not  of  the  char- 
acter which  this  Commission  can  award.  We  therefore  hold  that  the 
complainant  is  not  entitled  to  recover  in  this  proceeding  with  respect 
to  the  icing  charges  which  it  was  compelled  to  pay.  It  appeared  that 
it  has  now  entered  a^inst  the  Chicago,  Milwaukee  ft  St.  Paul  a  suit 
for  negligence  in  the  handling  of  this  car,  and  these  damages  are 
properly  recoverable  in  that  or  some  similar  proceeding,  if  at  all. 

An  order  will  be  entered  accordingly. 
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No.  8185. 
PACIFIC  COAST  BISCUIT  COMPANY 

V. 

SPOKANE,  PORTLAND  &  SEATTLE  RAILWAY  COMPANY 

ET  AL. 


BHlmUted  November  7, 1910.    Decided  AprU  4, 1911. 


L  The  claBSiflcation  of  an  article  of  commerce  should  be  stated  in  tenns 

the  shipping  public  may  readily  understand.  Tariffs  are  to  be  conatmed 
according  to  their  language,  and  the  intention  of  the  framen  and  tte 
practice  of  the  carriers  do  not  control  NewUm  Oum  Co.  y.  0^  B.  ^  Q. 
B,  B.  Co.,  16  I.  C.  C.  Rep.,  341. 

2.  Upon  complaint  alleging  improper  assessment  of  charges  on  ahipmeats  of  pea- 
nut roasters  from  Peoria,  111.,  to  Portland,  Oreg.,  and  Seattle,  Wa;iiiL: 
Held,  That,  as  shipped,  said  traffic  was  entitled  to  first  class  rates,  and 
that  rates  of  li  and  2  times  first  class  applied  to  said  shipments  resultad 
in  overcharges  above  the  tariff  rate. 

Lew  Anderson  for  complainant 

James  B.  Kerr  for  Spokane,  Portland  &  Seattle  Bailway  Com- 
pany ;  Northern  Pacific  Bailway  C<»npany ;  Chicago  &  North  Western 
Bailway  Company;  and  Chicago,  St  Paul,  Minneapolis  &  Omaha 
Bailway  Company. 

F.  V.  Brovm  for  Great  Northern  Bailway  Company. 

Beport  of  the  Commissiok. 

Bt  THS  COMKIflSIOK : 

CcMnplainant  is  a  cwporation,  with  its  principal  place  of  busineas 
at  P(»rtland,  Oreg.,  and  branch  offices  at  Seattle,  Wash.,  and  other 
points  on  the  Pacific  coast,  engaged  in  the  manufacture  of  con- 
fecticmery,  biscuit,  and  kindred  articles,  ^d  in  jobbing  peuiiit 
roasters.  In  its  petiticHi,  filed  March  1,  1910,  complaint  is  made  of 
charges  exacted  by  defendants  for  transportation  of  certain  less-thaa- 
carload  shipments  of  peanut  roasters  as  unjust  and  unlawful  because 
based  on  a  higher  rate  than  that  prescribed  by  the  tariff.  Beparation 
is  asked. 

Eleven  shipments  of  peanut  roasters  were  made  by  complainant 
from  Peoria,  UL,  nine  of  them  to  Portland,  Oreg.,  and  two  to  Seattle, 
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Wash.,  all  of  which  moved  between  October  16, 1908,  and  December 
19,  1909.  The  roasters  were  of  three  different  styles,  named,  re- 
spectively, "Boss  on  Wheels,**  "Celebrated  Rival,*'  and  "Nickel 
Mint"  The  first  is  constructed  entirely  of  metal  The  other  two 
are  constructed  principally  of  m^al,  but  each  has  a  glass  case  in  a 
wood  frame,  used  partly  to  preserve  warmth  in  roasted  peanuts,  and 
partly  as  a  show  case.  The  glass  case  is  readily  detachable  from  the 
"  Celebrated  Rival,"  but  it  can  not  be  removed  frtnn  the  "  Nickel 
Mint "  without  danger  of  injury  to  the  machine  except  by  a  skilled 
mechanic.  As  shipped,  the  wheels,  axles,  springs,  and  other  detach- 
able parts,  including  the  glass  case  of  the  "  Celebrated  Rival,'*  in  so 
far  as  would  conduce  to  economy  of  space,  were  removed  from  the 
bodies  of  the  machines,  and  the  parts  were  packed  and  boxed  or 
crated  separately  from  the  bodies. 

The  aggregate  weight  of  the  shipments  was  7,175  pounds,  and 
charges  were  exacted  at  a  double  first  class  rate  of  $6  per  100  pounds 
on  the  first  shipment,  and  at  a  rate  of  1}  times  first  class,  or  $1.50  per 
100  pounds,  Ga  the  other  shipments,  amounting  in  all  to  $388.14. 
C<»nplainant  asserts  that  the  first  class  rate  of  $8  per  100  pounds 
diould  have  been  applied  under  a  reasonable  construction  of  the 
tariffs. 

Western  classification  in  effect  October  17,  1908,  when  the  first 
shipment  moved,  and  to  which  defendants  were  parties,  provided 
the  following  ratings  on  peanut  roasters : 

Roasters,  peanut,  incladinK  roasters  moanted  on  wbe^s  and  propeUed  either 
by  band  or  borse  power : 

8.  iL  [set  np] — ^Not  boxed  or  crated.  Si  times  first  class;  boxed  or  crated, 
double  first  clasa 

Completely  k.  d.  [knocked  down]  and  crated  first  class. 

Subsequent  issues  of  the  classification,  in  effect  when  the  latw 
shipments  moved,  modified  the  foregoing  rate  basis  as  follows : 

Roasters,  peanut,  including  peanut  roasters,  com  poppers,  and  candy  wagons 
combined: 

8.  XL  [set  up] — ^Not  boxed  or  crated,  8)  times  first  class;  boxed  or  crated, 
li  times  first  class. 

Completely  k.  d.  [knocked  down]  and  crated,  first  class. 

Under  Trans-Continoital  Freight  Bureau  teriffs  in  effect  when  the 
several  shipments  moved,  peanut  roasters  were  subject  to  class  rates; 
and  the  rates  from  Peoria,  HI.,  to  Portland,  Oreg.,  and  Seattle, 
Wash.,  were  as  follows:  First  class,  $3;  1|  times  first  dass,  $1.50; 
and  double  first  dass,  $6  per  100  pounds. 

Complainant  contends  that  the  shipmente  in  question  were  ^  com- 
pletely knocked  down,''  and  therefore  entitled  to  the  rate  of  $3  per 
100  pounds.    Defendante  contend  that  to  meet  the  requirement  the 
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• 

manufactured  article  must  have  all  its  parts  detached  and  packed 
flat,  even  though  to  separate  and  so  pack  the  parts  would  injure  or 
destroy  the  article.  In  other  words,  if  the  article  be  so  manu&ctured 
that  some  of  its  parts  can  not  be  detached,  while  others  may  be,  with- 
out injury  or  destruction  of  the  article  itself,  all  the  parts  most 
nevertheless  be  removed,  or  the  article  can  not  be  regarded  as  ^  com- 
pletely knocked  down,"  and  must  be  rated  as  ^  set  up."  The  western 
classification  contains  no  definiticHi  of  the  term  ^^  completely  k.  d.** 
as  applied  to  peanut  roasters.  The  term  is  used  as  to  numerous 
other  articles  in  the  classification,  such  as  furniture  and  agriculturml 
implements.  The  terms  "k.  d."  (knocked  down)  and  "k.  d.  flat** 
(knocked  down  flat)  are  also  frequently  so  used.  The  difference  in 
meaning,  if  any,  between  '^  completely  k.  d."  and  ^  k.  d.  flat "  is  not 
stated.  The  classification  affords  no  means  of  determining  the  dif- 
ference between  those  terms,  and  the  application  of  rates  thereunder 
is  apparently  a  matter  within  the  discretion  of  the  inspector  who 
examines  the  shipment.  In  this  respect  the  classification  is  ani- 
biguous  and  confusing. 

Neither  of  the  madiines  involved  in  this  case  could  be  so  taken 
apart  as  to  bring  it  within  the  meaning  of  the  term  "completely 
k.  d.,"  as  interpreted  by  defendants,  without  injury  to  the  machine 
and  probable  destruction  of  some  of  its  parts.  And  yet  it  was  not 
questioned  at  the  hearing  that  the  "  Boss  on  Wheels  "  was  "  compleCdy 
k.  d.,"  though  the  evidence  showed  that  only  the  wheels,  axles,  and 
springs  were  removed  from  the  body.  Moreover,  the  Northern  Pacific 
Railway  Company  and  Chicago,  St  Paul,  Minneapolis  &  Omaha  Bail- 
way  C<»npany  expressly  admit  in  their  answers  that,  with  the  wheels, 
axles,  and  springs  removed  and  packed  separately,  the  ^^Boss  on 
Wheels  "  was  "  completely  k.  d."  within  the  meaning  of  the  classifica- 
tion. As  to  the  ^'  Celebrated  Rival,"  the  same  defendants  also  admit 
in  their  answers  that,  with  the  wheels,  axles,  springs,  and  glass  case 
removed,  if  the  glass  case  were ''  packed  fiat  inside,''  that  machine  also 
would  be  "completely  k.  d.,"  though  the  interior  mechanism  were 
not  detached  from  the  body.  It  thus  appears  that  the  interpretation 
by  some  of  the  defendants  themselves  is  not  in  harmony  with  their  con- 
tention at  the  hearing,  which  fact  only  serves  to  emphasize  the  state- 
ment already  made  that  the  terms  used  in  the  classification  are  am- 
biguous and  confusing.  If  defendants'  interpretation  were  accepted, 
compliance  with  the  requirement  would  be  practically  impossible  as  to 
any  of  the  roasters  here  involved.  Especially  would  this  be  true  of 
the  "Celebrated  Rival "  and  "Nickel  Mint."  The  glass  case  of  each 
would  have  to  be  knocked  down  and  packed  flat,  which  could  not  be 
done  without  breaking  joints  which  are  glued  together  and  perhaps 

destroying  parts  of  the  frame  which  holds  the  glass. 
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It  is  not  just  or  fair  to  the  shipping  public  to  promulgate  as  a 
basis  for  determining  rates  a  classification  the  terms  of  which  are 
indefinite  or  impracticable  of  application,  either  in  whole  or  in  part 
Shipperd  must  necessarily  be  more  or  less  misled  thereby,  and  any 
effort  on  the  part  of  carriers  to  apply  the  classification  by  a  lax 
interpretation  thereof  must  result  in  inextricable  confusion.  The 
classification  of  an  article  of  commerce  should  be  plainly  and  clearly 
stated  in  terms  that  the  shipping  public  may  readily  understand. 
Tariffs  are  to  be  construed  according  to  their  language,  and  the  inten- 
tion of  the  person  who  framed  the  tariff,  or  the  arbitrary  practice  of 
the  carriers  thereunder  may  not  be  locked  to  as  authoritative  con- 
struction thereof.  Newton  Chtm.  Co.  v.  C.^  B.  dk  Q.  R.  R.  Co.y  16 
I.  C.  C.  Rep.,  841. 

Under  all  the  circumstances,  our  conclusion  is,  and  we  find,  that 
the  shipments  in  question  were  fairly  entitled  to  the  first  class  rate  of 
$3  per  100  pounds  under  the  classification.  Further,  we  find  that  the 
charges  exacted  upon  these  shipments  constituted  overcharges  above 
the  tariff  rates  so  far  as  they  exceeded  charges  which  would  have 
accrued  under  the  first  class  rate,  and  that  defendants  should  re- 
fund to  complainant,  without  the  requirement  of  an  order  of  the 
C(Hnmission,  the  sum  of  $117.89,  with  interest  from  December  18, 1909. 
Upon  receipt  of  satisfactory  evidence  that  refund  of  the  overcharge 
has  been  made,  the  complaint  will  be  dismissed  It  is  assumed  that 
defendants  will  proceed  promptly  to  so  amend  their  classificati(m  as 
to  make  definite  and  unmistakable  provision  for  application  of  the 
various  rates  here  in  question. 
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No.  3449. 

W.  J.  SCHEXJINQ 
LOXJISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


BubmUted  January  20, 1911.    Decided  AprU  4, 1911. 


1.  The  fact  that  for  a  long  time  there  had  be^i  no  moTement  of  a  partlctilar 

commodity  Is  no  Jostlflcatlon  for  the  maintenance  of  an  onreAsonable 
rate;  neither  la  the  probahle  effect  of  state  prohibitory  laws  apoo  tlie 
tonnage. 

2.  Defendant's  rate  of  66)  cents  on  bottled  beer.  In  casks,  carloads*  from  St. 

Lonls,  Mo.,  to  Cnllman,  Ala.,  found  to  be  unreasonable  and  rate  of  87 
coits  prescribed  for  future.    Beparatlon  awarded. 

EtnU  Ahlriehs  for  complainant. 
N.  W.  Proctor  for  defendant 

Report  of  the  Commissiok. 

Bt  the  Commissiok: 

Complainant  is  a  dealer  in  bottled  beer,  soda  water,  and  tobaooo, 
with  place  of  business  at  Cullman,  Ala.  By  petition  filed  August  4^ 
1910,  he  alleges  that  he  was  charged  by  defendant  an  unreaaonaUe 
rate  for  the  transportation  of  a  carload  of  bottled  beer  in  casks 
fnnn  St  Louis,  Mo.,  to  Cullman,  Ala.  He  also  alleges  discrimina- 
tion against  CuUman  in  favor  of  Birmingham  and  violation  of  the 
long-and-diort-haul  provisions  of  the  act.  Reparation  and  the 
establishment  of  a  reasonable  rate  for  the  future  are  a&ed.  At  the 
hearing  c<»nplainant  submitted  evidence  diowing  the  movement  of 
three  carloads  of  bottled  beer  between  the  points  in  question,  and  his 
prayer  for  reparation  was  amended  to  include  the  two  additional 
cars. 

The  shipments,  aggregating  74,000  pounds  of  bottled  beer,  moved 
between  June  28  and  September  1,  1910.  One  of  the  cars  also  con- 
tained advertising  matter,  hardware,  signs,  etc.,  weighing  247  pounds, 
upon  which  charges  were  collected  in  the  sum  of  $2.62.  Based  on 
dass-E  rate  of  56|  cents  per  100  pounds,  in  carloads,  freight  charges 
amounting  to  $418.10  should  have  been  imposed  on  the  beer.  The 
amount  actually  collected,  however,  was  $420.10,  an  overcharge  of  $2* 
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From  St  Louis  defendant's  line  extends  southeast  through  Decatur 
and  CuUman  to  Birmingham.  The  distance  to  Decatur  is  446  miles, 
to  Cullman  478,  and  to  Birmingham  532.  Decatur  is  a  junction  of 
defendant's  road  and  the  Southern  Bailway ;  Cullman  is  located  only 
on  line  of  defendant,  while  Birmingham  is  the  point  of  convergence 
of  many  lines.  There  is  no  conmiodity  rate  in  effect  to  Cullman  and 
the  class  rate  of  66}  cents  applies.  To  Decatur,  32  miles  north  of 
Cullman,  and  to  Birmingham,  64  miles  south  of  Cullman,  a  com- 
modity rate  of  30}  cents,  carload  minimum  24,000  pounds,  is  effective. 

Although  intermediate  to  Birmingham  as  to  traffic  from  St  Louis 
via  defendant's  line,  Cullman  is  not  intermediate  via  any  of  more 
than  16  oiher  available  routes  to  Birmingham.  The  short-line  mile- 
age from  St  Louis  to  Birmingham  is  478  miles,  made  by  ihe  Mobile  ft 
Ohio  Railroad.  Besides  the  defendant,  the  Illinois  Central,  South- 
em,  St.  Louis  &  San  Francisco,  and  Mobile  &  Ohio  all  reach  Birming- 
ham over  their  own  or  leased  rails.  Birmingham  is  an  active  oom- 
merdal  and  industrial  center,  carrier  and  market  competition  is 
keen,  and  the  rate  to  that,  point  is  influenced  by  many  conditions 
not  obtaining  at  Cullman.  Defendant  has  filed  with  this  Commis- 
sion its  application  for  relief  under  the  fourth  section  of  the  act  as 
amended,  and  pending  action  upon  that  application,  which  embraces 
the  present  rate  adjustment  between  Birmin^iam  and  Cullman,  the 
long-and-short-haul  feature  of  this  case  will  not  be  further  consid- 
ered. Cullman  and  Birmingham  do  not  compete  in  the  sale  of  beer 
in  intermediate  territory,  and  complainant  stated  that  he  was  not 
damaged  by  the  lower  rate  to  Birmin^am.  He  further  stated  that 
if  that  rate  were  raised  to  equal  the  present  Cullman  rate  his  com- 
plaint would  not  be  satisfied.  On  the  facts  of  record  we  are  not 
prepared  to  say  that  Cullman  is  unduly  prejudiced  to  the  advantage 
of  Birmingham. 

It  remains,  then,  to  consider  the  reasonableness  of  the  66fK»nt 
rate  to  Cullman.  As  stated,  the  rate  from  St  Louis  to  Decatur  is 
80}  cents.  The  rate  from  Decatur  to  Cullman  is  17  cents,  making 
the  combination  of  intermediate  rates  47}  cents  as  against  the  joint 
class  rate  of  66}  cents.  In  its  brief  defendant  stated  that  it  would 
publish  a  rate  of  47}  cents  from  St  Louis  to  Cullman.'  It  contends 
that  competitive  conditions  at  Decatur  are  similar  to  those  at  Bir- 
mingham and  that  most  of  the  lines  competing  for  Birmingham  busi- 
ness from  St.  Louis  also  compete  for  Decatur  business.  However,  it 
could  be  said  with  equal  force  that  any  routes  from  St  Louis  to 
Decatur  could  be  easily  extended  to  Cullman  via  defendant^  line. 
The  short-line  mileage  to  Decatur  is  407  miles,  made  by  the  Mobile  ft 
Ohio  to  Corinth,  Miss.,  and  the  Southern  Bailway  beyond.    Via  the 

of  defendant  the  distance  is  446  miles,  only  89  miles  greater,  and 
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the  entire  haul  is  performed  by  its  line.  The  rate  of  30^  cents  to 
Decatur  via  defendant's  line  produces  revenue  of  1.36  cents  per  ton- 
mije ;  the  rate  of  56^  cents  to  Cullman  produces  revenue  of  2.36  cents 
per  ton-mile ;  and  to  Birmingham  the  SO^cent  rate  produces  revenue 
of  1.14  cents  per  ton-mile. 

Commodity  rates  on  beer  from  St.  Louis  are  applicable  to  a  number 
of  Alabama  points.  Alabama  City,  a  station  on  the  lines  of  de- 
fendant, Nashville,  Chattanooga  &  St  Louis  Railway,  Alabama  Great 
Southern  Railroad,  and  Southern  Railway,  between  65  and  70  miles 
farther  east  than  Birmingham,  takes  a  commodity  rate  of  35^  cents; 
Anniston,  Ala.,  on  the  lines  of  defendant  and  the  Soutiiem  Railway, 
99  miles  farther  east  than  Birmingham,  a  commodity  rate  of  35^  events; 
Opelika,  Ala.,  on  the  Central  of  Ge(H*gia  Railway  and  the  Western 
of  Alabama,  129  miles  farther  southeast  than  Birmingham,  a  com- 
modity rate  of  40  cents.  While  these  points  are  all  located  on  the 
lines  of  more  than  one  railroad  and  certain  elements  of  competition 
may  exist,  the  haul  is  from  100  to  200  miles  farther  than  the  haul  to 
Cullman,  and  in  some  instances  is  perfopned  by  more  than  one  line. 

Defendant  stated  that  there  had  been  almost  no  mov^nent  of  beer 
in  carload  quantities  from  St.  Louis  to  Cullman  and  that  therefore 
no  commodity  rates  had  been  established.  At  the  hearing  and  in  its 
brief  it  laid  great  stress  upon  the  Alabama  statute  which  pn^bits 
the  sale  of  beer  within  the  state.  It  argued  that  no  appreeiaUe 
tonnage  in  this  commodity  could  be  expected  to  move  into  Alabama 
because  beer  for  private  consumption  would  rarely  be  ordered  in 
carload  quantities,  and  its  reshipment  to  points  without  the  state 
was  almost  as  effectively  prohibited  by  the  resulting  freight  charges. 
Great  anxiety  was  also  manifested  lest  the  Commission,  by  reducing 
the  rate  to  Cullman,  might  aid  and  abet  a  violation  of  this  statute. 
It  doubtless  overlooked  the  fact  that  a  similar  construction  mig^t  be 
placed  on  its  own  action  in  giving  favorable  rates  to  Decatur  and 
Birmingham.  However,  a  shipper  is  entitled  to  have  his  interstate 
freight  moved  at  reasonable  ratea  To  regulate  these  rates  is  oar 
function ;  to  enforce  state  laws,  the  duty  of  the  state.  The  &ct  that 
for  a  long  time  there  had  been  no  movement  of  a  particular  com- 
modity is  no  justification  for  the  maintenance  of  an  xmreasonaUe 
rate.  Neither  is  the  probable  effect  of  state  prohibitory  laws  upon 
the  tonnage  material. 

In  the  absence  of  commodity  rates,  beer  moves  upon  dass-E  rates 
in  southern  classification  t^ritory.  From  St  Louis,  Mo.,  the 
class-E  rates  are,  to  Decatur  42  cents,  to  Cullman  66^  cents,  and  to 
Birmingham  47  cents.  No  reason  appears  why  the  rate  to  Cullman 
should  be  relatively  hi^er  in  the  case  of  an  article  which  is  generally 
given  a  commodity  rate  than  in  the  case  of  articles  which  are  carried 


80HEUINO  t;.  L.  A  N.  B.  B.  GO.  668 

at  class  rates.  Allowing  the  same  relative  adjustment  between  Bir- 
mingham and  Cullman  which  exists  in  respect  of  class  rates,  the  rate 
on  beer  should  not  exceed  37  cents  per  100  pounds. 

Under  all  the  circumstances  we  are  of  opinion  and  find  that  de- 
fendant's rate  of  56|  cents  per  100  pounds  on  bottled  beer  in  casks 
from  St  Louis,  Mo.,  to  Cullman,  Ala.,  was  and  is  unreasonable  and 
that  a  reasonable  rate  to  be  charged  for  the  future  should  not  exceed 
87  cents  per  100  poimds,  minimum  carload  weight  24,000  poimds.  We 
are  further  of  opinion  that  complainant  is  entitled  to  damages  in  an 
amount  equal  to  the  difference  between  the  charges  paid,  including 
the  $2  overcharge,  and  the  charges  which  would  have  accrued  under 
a  rate  of  37  cents,  or  $144.30,  with  interest  from  September  6,  1910. 

An  order  will  be  entered  accordingly. 

20I.O.C.Bep. 
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No.  8614. 

MERIDIAN  FERTILIZER  FACTORY 

V. 

VICKSBURG,  SHREVEPORT  &  PACIFIC  RAILWAY  COM- 
PANY ET  AL. 


Submitted  December  9, 1910.    Decided  AprU  4, 1911. 


Bates  of  12}  ceantB  and  18  cents  per  100  pounds  <m  commercial  f utilizer,  Shrerw- 
port.  La.,  to  Hamburg  and  Grossett,  Aric  retpectiyely,  found  anreasooalde. 
and  rate  of  11  cents  established  for  fotnre. 

8.  R.  Jenmngs  for  complainant. 

V.  Schaffenburg  for  Vicksburg,  Shreveport  &  Pacific  Railwmy 
Company. 
T.  J.  SheUon  for  Arkansas,  Louisiana  &  Gulf  Railway  Company. 

Report  of  the  Commission. 

Bt  the  Commission  : 

Complainant  is  engaged  in  tiie  manufacture  and  sale  of  oMnmercial 
fertilizer,  and  has  its  principal  office  at  Shreveport,  La.  By  oom- 
plaint,  filed  October  24,  1910,  it  attacks  the  reasonableness  of  de- 
fendants' carload  rates  far  the  transportation  of  commercial  ferti- 
lizer from  Shreveport,  La.,  to  Hamburg  and  Crossett,  Ark. 

Hamburg  and  Crossett,  while  practically  equidistuit  from  Shrew- 
port,  are  about  14  miles  apart,  Hamburg  being  on  the  main  line  mud 
Oossett  on  a  branch  of  the  Arkansas,  Louisiana  ft  Oulf  Railway. 
Traffic  from  Shrevepcnrt  to  these  points  moves  over  the  Vickdmi{^ 
Shreveport  &  Pacific  Railway  to  Monroe,  La.,  thence  over  the  Arican- 
sas,  Louisiana  &  Gulf. 

The  complaint  alleges  that  the  rates  from  Shreveport  to  Hamboig 
and  Crossett  are,  respectively,  12^  cents  and  16  cents,  and  the  dis- 
tances 152  and  149  miles,  while  from  Memphis  via  the  St  Loaia^ 
Iron  Mountain  &  Southern  RaUway  to  the  same  points,  reqpectivelyy 
218  and  230  miles  distant,  the  rate  is  13  cents,  out  of  which  the  Iroo 
Mountain  pays  1}  cents  per  100  pounds  bridge  toll  at  Memphis. 
Complainant  seeks  to  have  established  rates  from  Shreveport  that  will 
yield  defendants  the  same  revenue  per  ton-mile  as  is  received  by  the 
Iron  If^ontain  for  its  haul  from  Memphis.    On  this  bads  the 
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rate  from  Shreveport  would  be  8J  cents.  When  the  complaint  was 
filed  the  rates  were  as  alleged.  By  tariff  effective  February  20, 1911, 
the  rate  to  Oossett  was  reduced  to  13  cents.  At  the  hearing  de- 
fendants admitted  that  Hamburg  and  Crossett  should  take  the  same 
rates  and  expressed  their  willingness  to  publish  the  12|-cent  rate  to 
both  points.  This  proposed  adjustment  was  not  satisfactory  to  com- 
plainant, which  OMitended  for  the  same  per-ton-mile  rate  as  applied 
from  Memphis.  The  following  table  shows  the  rates  now  effective 
and  those  proposed : 


Bhreyeport  to  Cronett . . 

Do 

Do 

ShieTeport  to  Hamburg 
If emphia  to  Hambuig  . . 
Memphis  to  CwMWtt.... 


MUet. 

Rate. 

OenU, 

140 

18 

149 

IB 

149 
152 

iil 

218 

18 

280 

13 

SffeotiTe. 


UntUFeb.20,19U.. 
After  Feb.  20, 1911.. 
Propoeed 

iuVi'iVidl!"!!"! 
....do 


ReTenae 

per  ton 

per  mile. 


OaUi. 
2.148 
1.740 
1.677 
1.644 
1.192 
L130 


Complainant  gives  no  consideration  to  the  fact  that  the  revenue 
per  ton-mile  ordinarily  decreases  as  distance  increases  and  that  a  per- 
ton-mile  revenue  reasonable  for  a  haul  of  250  miles  might  be  too  low 
for  a  150-mile  haul.  Nor  has  the  Commission  ever  inclined  to  the 
view  that  mileage  is  the  only  factor  to  be  considered  in  rate  adjust- 
ment. The  fertilizer  rates  from  Shreveport  to  Arkansas  points  have 
previously  received  our  consideration,  and  in  Virgifda-CcaroUna 
Chemical  Co.  v.  St.  L.  S.  W.  Ry.  Co.^  16  I.  C.  C.  Kep.,  49,  we  said : 

FertUheer  is  a  low-grade  traffic,  subject  to  no  great  risk  in  transit  and 
requiring  no  special  serrice  for  its  transportation  in  the  soise  that  ''special 
service**  is  generally  understood.  Its  free  movemoit  and  use  is  an  auxiliary 
tending  to  produce  and  furnish  a  larger  volume  of  traffic  and  thus  promote  the 
prosperity  of  carriers  and  their  patrons,  so  that  considering  both  commercial 
and  transportation  conditions  it  is  entitled  to  comparatively  low  rates. 

Reasonable  rates  were  then  prescribed,  among  others  the  following : 


Shrevepoft,  La.,  to— 


Thornton*  Ark. 
Fordyoe,  Ark., 
gingmland.  Ark 
RIaoii,  Ark 


1S8.9 
144.6 
1&2.1 
182.1 


Former 
rate. 


Rate 
^pre- 
■cribed. 


U 
11 
11 
12 


9 
9 

•I 
10 


Rere- 
nneper 
ton  per 

mile. 


1.80 
LM 
1.26 
1.21 


In  that  case,  however,  the  entire  haul  was  performed  by  one  car- 
rier, the  St  lioois  Southwestern,  while  in  the  present  case  there  is 
a  two-line  haul,  the  portion  from  Monroe  to  Hamburg  and  Crossett 
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being  over  the  Arkansas,  Louisiana  &  Gulf,  a  oomparatively  new 
line.  In  VirgwiorCarolina  Chemical  Co.  v.  St.  L.^  I.  M.  dk  S.  By.  Co^ 
18  L  C.  C.  Rep.,  l-.Same  v.  St.  L.  <6 S.  F.  R. B.  Co.^  18  L  C.  C.  Rem 
6;  and  Same  v.  (7.,  B.  I.  <6  P.  By.  Co.,  18  L  C-  C-  Eep.,  81,  we  cstab- 
lished  the  following  rates  on  fertilizer,  minimnm  carload  weight 
80,000  pounds,  from  Memphis  to  Arkansas  points,  applicaUe  in  some 
instances  over  only  one  line,  and  in  others  over  more  than  one  line: 


Distance  (milee). 

Rate. 

100  and  orer  75.. 

CenU. 
9 
10 
U 
U 
IS 

160  and  over  100...., 

20Oand  oTer  160.... 

250  and  orer  200. 

800  and  over  250. 

Under  all  the  circumstances  we  are  of  opinion  and  find  that  de- 
fendants' present  rates  on  fertilizer  from  Shreveport,  La.,  to  Ham- 
burg and  to  Oossett,  Ark.,  are  unreasonable  and  excessive  to  the 
extent  that  they  exceed  11  cents,  minimum  80,000  pounds,  to  both 
points.  Defendants  will  be  required  to  maintain  for  the  future  a 
rate  not  in  excess  of  11  cents  per  100  pounds,  minimnm  carload 
weight  80,000  pounds,  and  it  will  be  so  ordered. 

20LaaBep. 
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No.  8701. 
WILLIAM  E.  MOORE 

V. 

NEW  YORK  &  LONG  BRANCH  RAILROAD  COMPANY. 


BubnUtied  January  20,  1911.    Decided  AprU  J^  1911. 


A  carrier's  tariff  proTiding  for  adjustment  of  charges  for  commntation  tickets 
lost  by  the  owner  thereof  provided,  among  other  conditions,  that  refond 
would  be  made  only  when  the  lost  ticket  had  been  found  and  returned 
to  the  proper  officer  of  the  issuing  company:  Held,  That  this  condition 
is  unduly  discriminatory  and  therefore  unlawfuL    Reparation  awarded. 


S.  H.  McLaughlin  for  complainant. 
No  appearance  for  defendant. 


Report  of  thb  Commission. 

Bt  the  Commission  : 

C(»nplainant  is  a  resident  of  I^ladelphia,  Pa.  His  petition  herein, 
filed  December  12,  1910,  puts  in  issue  the  lawfulness  of  defendant's 
regulation  governing  return  of  purchase  price  of  commutation  tickets 
which  have  been  lost  by  the  owner. 

Complainant  purchased  from  defendant  on  August  1,  1910,  a  50- 
trip  season  ticket,  Book  No.  414,  between  North  Asbury  Park,  N.  J., 
and  New  York  City,  limited  for  use  to  October  81,  1910,  and  paid 
therefor  $32.20.  The  ticket  was  used  for  one  trip  from  North 
Asbury  Park  to  New  York,  then  lost  and  never  recovered.  On 
August  2  complainant  purchased  another  50-trip  ticket  good 
between  the  same  points.  Defendant  was  notified  of  the  loss  and 
orders  were  issued  directing  conductors  to  refuse  to  honor  any  of  the 
coupons  from  said  ticket,  and  there  is  no  evidence  that  they  were 
ever  presented  by  anyone  for  passage.  Demand  for  refund  was 
made  by  complainant  on  the  defendant  at  the  expiration  of  the  time 
limit  of  the  ticket  and  apparently  proof  of  ownership  and  identity 
was  satisfactory  since  an  offer  of  repayment  was  made  by  defendant, 
provided  an  order  of  the  C(Hnmission  to  that  effect  could  be  obtained. 

Defendant  has  on  file  with  the  Commission  a  tariff,  L  C.  C.  No.  8, 

in  force  since  January  26, 1908,  governing  adjustment  of  charges  for 
20I.O.C.Rep. 
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oommutation  or  season  tickets,  which  provides,  among  many  other 
conditions,  that  refund  will  be  made  ^  only  when  the  lost  ticket  is 
found  and  returned  to  the  proper  officer  of  the  issuing  company." 
The  form  of  the  ticket  is  such  that  defendant  can  readily  protect 
itself  against  fraudulent  use  thereol  The  purchaser's  name  appears 
on  the  inside  cover  of  the  book  and  on  the  coupon  which  is  sur- 
rendered for  the  first  trip.  Upon  each  of  the  coupons  is  stamped 
the  number  of  the  book.  Therefore,  even  if  conductors  should  accept 
coupons  from  a  person  other  than  the  purchaser,  that  fact  can  be 
ascertained  at  expiration  of  the  time  limit  by  defendant's  accounting 
department.  Complainant  appears  to  have  complied  with  all  the 
conditions  except  that  relating  to  recovery  of  the  lost  ticket 

Without  at  this  time  attempting  to  det^mmie  the  many  questions 
which  are  pending  respecting  the  extent  of  our  jurisdicticxi  oYtst 
commutation  fares,  or  to  say  what  conditions  may  properly  be  en* 
forced  in  connection  with  the  sale  of  tickets  at  r^uced  rates,  it 
seems  obvious  that  carriers  may  not  lawfully  attach  to  the  use  of 
commutation  tickets  <^nditions  which  unduly  discriminate  between 
the  individual  purchasers  thereof.  There  are  many  cases  in  which 
recovery  of  a  lost  ticket  is  impossible;  and  in  view  of  the  fiict  that 
the  carrier  is  protected  against  fraudulent  use  thereof  by  the  f<mn 
of  the  ticket,  as  well  as  the  conditions  relating  to  refund  therecHi, 
we  see  no  sound  reason  for  Ihe  rule  here  in  question.  It  is  our  con- 
clusion that  it  results  in  undue  discrimination  against  complainant 
and  others  similarly  situated  and  that  defendant  should  be  ordaned 
to  cease  and  desist  &om  enforcing  it.  In  the  present  instance  we 
find  that  complainant  is  entitied  to  refund  in  an  amount  equal  to 
the  difference  between  the  price  paid  for  the  commutation  ticket 
and  the  one-way  fare  from  North  Asbury  Parte  to  New  York,  or 
$81.85,  with  interest  from  October  81, 1910. 

An  order  will  be  entered  accordingly. 

20i.c.G.Rep. 


0BB80BNT  OOAIi  d  MININO  00.  V.  B.  d  0.  B.  B.  CX).  569 


No.  3489. 
CRESCENT  COAL  &  MINING  COMPANY 

V. 

BALTIMORE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


BuhmUted  March  7, 1911.    Decided  AprU  3, 1911. 


1.  Following  Munroe  d  Sons.  v.  M.  C.  R.  R.  Co.,  17  I.  O.  C  Rep.,  27,  and  Tioga 

Coal  Co.  y.  0.,  R.  /.  d  P.  Ry.  Co.,  18  I.  C.  C  Rep.,  414 ;  Held,  That  shipper 
or  consignee  may  not  be  required  to  pay  demurrage  charges  unless  the 
carrier's  tariff  proTldes  for  same  in  clear  and  specific  form  and  manner. 

2.  Following  Coomes  d  McOraw  v.  C,  M.  d  8t.  P.  Ry.  Co.,  13  I.  C.  C.  Rep..  192; 

New  York  Hay  Exchange  Aaso.  v.  P.  R.  R,,  14  I.  C.  C.  Rep..  178,  and  other 
cases  to  the  same  effect;  Held,  That  demurrage  may  not  be  assessed 
except  for  or  because  of  failure  on  part  of  shipper  or  consignee  to  comply 
with  his  obligations. 
8.  Tariffs  of  carrier  performing  the  road  haul  name  rates  to  Chicago,  which 
include  delivery  on  tracks  of  other  carriers  in  the  Chicago  switching 
district,  and  provide  that  shipper  or  consignee  shall  have  24  hours  free 
time  after  arrival  within  which,  without  further  charge,  to  reconsign  to 
such  deliveries  on  tracks  of  other  carriers.  A  carrier  that  is  party  to 
the  tariffs  containing  the  reciprocal  switching  arrangements  declines  to 
accept  cars  for  such  deliveries  except  at  its  convenience  Consignee  gives 
reconsignment  to  the  carrying  road  within  the  time  provided  in  its  tariff. 
The  delivering  road  delays  acceptance  of  such  shipments  and  the  carry- 
ing road  thereupon  assesses  demurrage  against  the  consignee ;  Held,  That 
the  consignee,  having  given  his  reconsignment  order  and  requested  deliv- 
ery of  shipment,  is  powerless  to  do  anything  except  await  the  action  of 
the  carriers.  If  defendants'  tariffs  provide  something  that  it  is  im- 
possible for  them  to  perform,  something  that  they  may  not  be  reasonably 
required  to  perform,  their  recourse  is  not  in  the  assessment  against  the 
shippers  or  consignees  of  additional  charges  growing  out  of  causes  in  the 
creation  of  which  neither  shipper  nor  consignee  has  any  part  and  over 
which  neither  of  them  has  any  controL    Reparation  awarded. 

Bi.  F.  OaUagher  for  complainant 

CKarleB  D.  Clark  and  James  M.  Sheean  for  Baltimore  &  Ohio  Rail- 
road Company. 

William  EUis  for  Chicago,  Milwaukee  &  St  Paul  Railway  Com- 
pany. 
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Tift  tariff  <-f  :ie  E4ji=«:ir»  iL  0633  SjHr^nd  prcrriie  a  stated  fc« 
time  aft^r  airiTal  of  ears  at  CLkaifo  wrJiia  w^^sl  t&qr  iHy  be 
€fmmgf0A  v>  f^iicxs  bcyocd  or  tat  ieS^^^xj  vpoK  dv  tEBcks  of 
nllnM^  viithla  d:^  CLxafo  swit^.Trrg  d^trkt.  Coal  faOfed  flat  to 
CL>afi<>  tt  bftid  in  a  sCr^n^  rud  sprenl  ciLs  from  die  citj  await- 
mfi  dbt-posdl^A  or  reoociSgiisxct  ordos  that  are  ghen  faj  fwwigwwi 
afUT  they  mnre  DoCiees  of  tike  amral  of  sodt  cazsL 

Vtfeads^tktB  are  parties  to  the  so-called  ledpiocal  switduBf;  ar- 
ranipwMnt  in  the  Chicafo  switching  district*  which  has  been  in 
fi^f^if:  ffjr  a  long  time  and  under  which  the  roads  switch  fer  each 
oC}iftr  incoming  and  outgoing  carload  frdg^  ander  establxsfaed 
gwiuAiing  charges,  which  chaiges  are  osaaDT  absorbed  in  whole  or  in 
pari  bj  the  carrier  that  gets  the  line  haoL 

For  man  J  years  the  railroads  eentering  at  Chicago  have  pennitted 
the  ufaipmcfit  of  ooal  to  Chicago,  and  the  reeonsignment  of  same  after 
arriral  withoat  additional  charge.  This  practice  is  of  great  service 
and  ralue  to  the  dealers  in  and  the  users  of  coal  within  the  Chicago 
awitcbiug  diiftricL  It  permits  economical,  proper,  and  eqoitaUe  dis- 
tribution of  differrait  kinds  and  sizes  of  coal  as  they  are  needed  bj 
wmm  thereof^  and  a  distribution  of  the  arailaUe  supply,  which  would 
not  be  powible  under  specific  billing  of  shipments  of  particular  kinds 
and  sizes  to  specified  consignees  unless  sudi  diipments  were  moved  by 
the  carriers  without  delay  and  in  the  order  in  which  they  were  re- 
orived  for  shipment  The  arrangement  b  also  doubtless  advanla- 
'ts  in  many  ways  to  carriers.  It  permits  the  carrier  that  hauls  coal 
mines  located  upon  its  lines  to  reach  deliveries  to  industries 
re  located  upon  the  tracks  of  other  carriers,  and  it  permits  the 
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carrier  that  does  not  haul  coal  from  mines  cm  its  lines  to  induce  and 
retain  the  location  upon  its  tracks  of  industries  that  must  have  coal. 

Defendant  Chicago,  Milwaukee  &  St.  Paul  Railway  brings  little 
or  no  coal  to  Chicago  over  its  lines.  ^  Numerous  coal  dealers,  includ- 
ing complainant,  have  coal  yards  located  upon  its  tracks  at  which 
they  can  secure  delivery  of  coal  only  under  the  aforementioned  recip- 
rocal switching  arrangement. 

On  account  of  somewhat  limited  facilities  and  congestion  the  Chi- 
cago, Milwaukee  &  St.  Paul  Railway  on  February  22,  1907,  estab- 
lished its  so-called  regulating  embargo,  of  which  its  agent  at  Chicago 
sent  the  following  notice  by  wire  to  the  freight  agent  at  Chicago  of 
the  Baltimore  &  Ohio  Railroad : 

On  and  after  7  a.  m.  February  28  this  company  wiU  not  accept  any  can  of 
hard  or  soft  coal  for  deUvery  within  the  switching  limits  of  Chicago  terminal 
district  except  on  receipt  of  specific  notice  given  by  this  office. 

On  August  5, 1907,  the  agent  of  the  Baltimore  &  Ohio  wrote  cam- 
plainant  advising  it  of  this  action  having  been  taken  by  the  Chicago, 
Milwaukee  &  St  Paul  Railway  on  February  23,  and  requesting  that 
his  communication  be  considered  as  notice  that  the  Baltimore  &  Ohio 
would  not  accept  reconsigning  orders  for  points  on  the  Chicago,  Mil- 
waukee &  St.  Paul  unless,  order  was  accompanied  by  written  notice 
given  by  the  last-named  carrier  that  the  car  or  cars  would  be  accepted 
by  it.  He  requested  that  such  notice  of  acceptance  accompany  all 
orders  for  such  deliveries. 

The  coal  in  question  moved  from  points  outside  the  state  of  Illinoia 
Upon  arrival  of  same  at  its  storage  yard  outside  of  Chicago  the 
agent  of  the  Baltimore  &  Ohio  sent  written  notices  of  arrival  to  com- 
plainant, who  thereupon  directed  delivery  on  the  tracks  of  the  Chi- 
cago, Milwaukee  &  St.  PauL  The  Baltimore  &  Ohio  did  not  have 
written  notice  of  the  readiness  of  the  Chicago,  Milwaukee  &  St.  Paul 
to  accept  such  shipments,  and  it  returned  the  reconsigning  orders 
with  advice  that  they  could  not  be  accepted  and  a  request  that  differ- 
ent dispositicm  be  made.  Complainant  returned  the  instructions  to 
the  Baltimore  &  Ohio,  and  in  due  time  notices  of  the  readiness  of 
the  Chicago,  Milwaukee  &  St.  Paul  to  accept  the  cars  was  received. 
Thereupon,  and  without  further  instructions  from  or  action  by  com- 
plainant, and  without  the  execution  of  any  bill  of  lading  or  other 
contract  for  carriage  or  shipment,  the  Baltimore  A  Ohio  switched 
the  cars  to  the  Belt  line,  which,  in  turn,  delivered  them  to  the  Chi- 
cago, Milwaukee  &  St.  Paul,  and  that  defendant  delivered  them  at 
the  coal  yard.  Althou^  the  reconsigning  orders  were  given  within 
the  free  time  provided  in  the  tariffs  of  the  Baltimore  &  Ohio  for 
reoonsignment,  that  time  was  exceeded  between  the  date  of  arrival 

and  the  date  upon  which  the  Chicago,  Milwaukee  &  St  Paul  advised 
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About  90  per  cent  of  eoasphasmiA^  ooal  is  shipped  to  ChicsgD 
^hiDed  ^Mk^  with  the  expectation  of  distribotiiig  it  after  arnrml 
voder  the  fWJonsigpiDg  pririlege. 

The  Battimoie  ft  Ohio  offers  tranqwrtatioD  rates  on  coal  fron 
potDts  on  its  lines  to  Chicago,  in  connection  witti  which  its  tariff 
accords  the  pririlege  of  reconsignment  after  arriral,  24  hoars  free 
time  being  allowed  therefor,  and  prorides  that  the  switdiing  charges 
of  other  roads  in  the  Chicago  switchii^  district  will  be  absorbed  oot 
of  the  rate  to  the  extent  of  $i  per  car.  If  sodi  car  is  reoonsigned 
to  a  point  on  another  road  outside  of  the  Chicago  switching  district, 
and  if,  lor  any  canse,  connecting  roads  do  not  or  wiD  not  reoeire  it, 
no  dennirrage  is  uwriTOd  against  it.  If  within  the  period  of  free 
time  allowed  therefor  the  car  is  reconsagned  to  a  point  on  the  Chi- 
cagDi  IGlwanlcee  ft  St  Paul  line  witlun  the  Chicago  switdiing  dis- 
trict and  that  road  does  not  or  wiD  not  receiTe  it  promptly,  demumge 
is  aflBTiwd  against  the  car. 

Can  switdied  from  the  Baltimore  ft  Ohio  for  deUreries  on  tiie 
Chicago,  Milwaiilcee  ft  St  Paul  trads  within  the  Chicago  switching 
district  pass  orer  and  are  handled  by  an  intermediate  bdt  line,  and 
if  the  Baltimore  ft  Ohio  deUros  to  the  Bdt  line  a  car  for  ddirery 
on  the  Chicago,  Milwanlcee  ft  St  Paul  tracks  which  the  Chicago, 
Mflwankee  ft  St  Panl  has  not  released  and  will  not  then  recdye  under 
its  embargo,  the  Belt  line  will  bring  it  back  to  the  Baltimore  ft  (Hiio, 
and  the  Baltimore  ft  Ohio  must  pay  the  Belt  line's  charges  thereon 
m  both  directions. 

Formerly  the  rules  governing  demurrage  and  stMnge  in  the  Chi- 
cago swit<^Dg  district  were  published  by  the  manager  of  the  Chicago 
Demurrage  Bureau,  but  after  it  became  necessary  to  file  sudi  mks 
as  tariffs  the  individual  carriers  published  and  filed  their  own  do- 
murrage  and  storage  rules  which  are  substantially  uniform  for  the 
fsreral  carriers.  The  manager  of  the  Chicago  Demurrage  Burean 
reproduces  these  rules,  giving  notice  that  they  have  been  adopted  by 
eadi  of  the  carriers  named;  that  if  any  individual  road  establishes 
oUier  or  different  rules  notice  will  be  given  to  the  burean  at  cmce;  and 
that  the  manager  of  the  bureau  as  agent  of  the  individual  members  is 
authorized  to  d^ne  the  rules  so  that  they  may  be  enforced  without 
discrimination.  The  manager  of  this  bureau  issues  circulars  to  the 
carriers  and  their  agents  relative  to  these  rules,  which  drculars  are 
not  {pven  public  distribution.  Such  a  circular,  No.  11,  effective 
February  27, 1907,  gave  instructions  for  the  assessment  of  demurrage 
by  the  holding  line  on  cars  when  they  were  refused  by  the  delivering 
line  because  the  ccHisignee  was  unable  to  recdye  or  to  unload  same, 
and  prorided  that  sudi  demurrage  must  not  be  diarged  in  the  ab> 
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sence  of  evidence  that  consignee  was  not  prepared  to  receive  the  car. 
This  circular  also  instructed  that  when  cars  were  billed  flat  to  Chi- 
cago care  must  be  exercised  to  not  accept  switching  orders  for  de- 
livery to  connections  that  would  not  receive  the  same.  It  directed 
that  if  mail  orders  were  received  for  switching  embargoed  cars  to 
connections,  such  orders  should  be  returned  at  once  to  the  senders 
with  notice  that  same  could  not  be  executed  on  account  of  embargo 
and  that  demurrage  would  be  charged  for  time  in  excess  of  free  time 
allowed  under  the  rules. 

Circular  No.  23,  of  March  26,  1910,  contained  new  and  additional 
instructions  that  if  embargo  prevented  the  execution  of  reconsign- 
ment  order  on  file  on  arrival  of  car,  such  order  must  be  returned 
immediately  to  the  party  giving  same  with  advice  that  it  could  not 
be  executed,  and  that  if  disposition  which  would  move  the  ear  were 
not  received  within  24  hours  from  first  7  a.  m.  after  arrival  of  car, 
demurrage  would  be  charged. 

The  manager  of  the  Chicago  Demurrage  Bureau  testified  that  if  a 
car  is  consigned  from  point  of  origin  to  a  designated  point  cm  the 
line  of  another  carrier  in  the  Chicago  switching  district,  demurrage 
would  not  be  assessed  upon  it  even  though  it  were  embargoed.  He 
testified  as  follows: 

Q.  If  the  cars  are  bUled  flat  to  Ohlcago  and  reconslgned,  demurrage  wUl  be 
charged  unless  the  road  to  which  reconslgned  accepts  them? 

A.  We  do  not  call  them  reconsigned  untU  we  get  an  order  which  wUl  moTe 
the  car.    That  la  where  the  difference  of  opinion  la 

Q.  Are  yon  familiar  with  the  Individual  tariffs  of  these  roads  on  this 
question? 

A.  Yes,  sir. 

Q.  Do  they  contain  this  provision  that  we  have  here  that  "If  disposition 
which  wiU  move  cars  is  not  received  within  24  hours  demurrage  wiU  be 
charged?" 

A.  If  you  will  let  me  have  the  rules  which  you  had  there  I  can  tell  you. 
Free  time  allowed.  Twenty-four  hours,  one  day,  free  time  will  be  allowed  when 
cars  are  held  for  reconslgnment  or  switching  order.  The  tariffs  aU  have  that 
provlBion  in  them. 

Q.  I  understand  that  provision.  Tills  says  "when  held  for  reconslgnmeot" 
The  shipper  says  "I  have* given  my  reconslgnment  order;  it  is  not  htid  fbr 
me;  it  is  not  held  for  my  reconsignmoit ;  I  have  given  it"  But  your  circular 
here  says  that  if  a  disposition  which  will  move  the  car  is  not  received  demur- 
rage wlU  be  charged.  If  that  is  the  interpretation  of  It,  why  should  it  not  be 
in  here?    If  that  is  what  this  reconslgnment  means,  why  doesn't  it  say  so? 

A.  I  never  had  any  instructions  to  put  that  in  the  tariff.  That  is  an  in- 
terpretation of  the  rule  wliich  I  was  authorised  to  publish. 

It  is  in  evidence  that  the  Baltimore  &  Ohio  has  assessed  demurrage 
upon  cars  for  which  it  had  reconsigning  orders  to  points  on  ChicagOi 
Milwaukee  &  St  Paul  tracks  when  the  jrard  to  which  such  cars  were 
consigned  had  no  cars  on  its  tracks  and  was  able  and  ready  to  unload 
them  immediately  upon  delivery.    It  appears  also  that  until  some- 
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what  recently  the  question  of  the  ability  and  readiness  of  the 
ceiver  or  consignee  to  accept  and  unload  a  car  had  no  influence  upon 
the  question  of  its  release  under  the  embargo.  There  is  no  allegation, 
however,  that  the  Chicago,  Milwaukee  &*St.  Paul  practiced  or  in- 
dulged in  favoritism  as  between  shippers,  or  that  it  used  its  embargo 
in  a  discriminatory  way. 

The  freight  agent  of  the  Baltimore  &  Ohio  at  Chicago  testified  as 
follows : 

Q.  Suppose  the  North  Western  was  to  notify  you  of  an  embargo  against  aliip- 
ments  for  a  particular  consignee  on  its  lines;  that  Is,  that  consignee  was  un- 
able to  receive  the  freight  Would  you  then  charge  demurrage  or  would 
you  not? 

A.  I  would  proceed,  under  that  circular  (Chicago  Demurrage  Bureau  cir- 
cular), to  charge  demurrage  after  I  had  complied  with  the  circular  InstractlODflL 

Q.  If  the  embargo  were  because  of  the  Chicago  &  North  Western's  generally 
congested  condition  and  inablUty  to  handle  the  stuff,  would  you  dULiwt 
demurrage? 

A.  If  I  knew  It  was  the  railroad's  disability,  I  would  not  charge  demumsa 

Complainant  avers  that  its  common-carrier  obligations  require 
the  Chicago,  Milwaukee  &  St.  Paul  to  accept  and  deliver  these  cars, 
and  that  the  common-carrier  obligations  of  these  defendants  require 
them  to  interchange  this  traffic  and  to  deliver  it  to  consignees  with- 
out demurrage,  except  such  as  may  accrue  through  failure  of  con- 
signee to  release  the  car  within  the  free  time  after  it  has  been  de- 
livered to  him  for  unloading. 

The  Baltimore  &  Ohio  argues  that  it  has  performed  its  common- 
carrier  obligation  and  has  tendered  delivery  on  its  tracks  and  that 
the  reconsigning  privilege  and  absorption  of  switching  charges  in 
connection  therewith  are  simply  privileges  which  it  extends  to  ship- 
pers or  consignees.  It  says  that  it  has  no  control  over  the  Chicago, 
Milwaukee  &  St  Paul,  can  not  force  it  to  accept  the  cars,  and  there- 
fore is  entitled  to  assess  demurrage  against  the  shipments  until  sadi 
time  as  consignee  furnishes  a  reconsignment  that  will  move  the  cmr. 

The  Chicago,  Milwaukee  &  St  Paul  says  that  the  provision  of 
the  act  requiring  carriers  to  afford  reasonably  facilities  for  the  inter- 
change of  traffic  with  other  lines  applies  to  interchange  of  business 
moving  in  transportation  service  and  that  it  does  not  apply  to  the 
shipments  here  in  question  because  the  same  statute  provides  that  a 
carrier  shall  not  be  required  to  give  the  use  of  its  terminal  fadlitSea 
to  another  carrier.  It  contends  that  the  delivery  involved  in  this 
case  involves  the  use  of  its  terminals  by  another  carrier  and  that  it 
is  not  performance  by  it  of  a  transportation  service  for  the  puUic 
It  urges  that  it  is  under  a  superior  and  binding  l^al  obligation  to 
deliver  the  freight  which  it  has  received  for  transportation  on  its 
own  lines,  and  that  this  obligation  must  be  fully  discharged  faefbie 
voluntary  arrangonents  for  delivery  of  freight  transported  by  other 
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carriers  are  made.  It  argues  that  in  the  present  state  of  the  tariffs 
neither  the  shipper  nor  the  ccmsignee  can  compel  it  to  take  this 
freight  for  delivery  except  when  tendered  to  it  at  a  regular  station 
establiihnd  for  the  receipt  of  freight,  and  at  the  regular  transporta- 
tion charge  provided  by  its  tariffs. 

As  has  been  seen,  the  Chicago,  Milwaukee  &  St  Paul  is  a  party 
to  the  reciprocal  switching  arrangement.  It  provides  in  its  tariffs 
for  the  acceptance  of  cars  for  switching  delivery  on  its  tracks,  and 
such  tariffs  are  just  as  binding  upon  it  as  any  other  tariffs,  and  so 
long  at  least  as  those  tariffs  are  in  force  we  think  it  must  accept  such 
shipments  for  delivery  to  the  extent  of  its  reasonable  capacity  so  to 
do.  Whether  or  not  it  could  be  compelled  to  establish  and  maintain 
such  tariffs  we  are  not  here  called  upon  to  decide. 

It  appears  that  under  the  embargo  the  Chicago,  Milwaukee  &  St. 
Paul  has  delivered  to  the  ccmsignees  located  upon  its  tracks  within 
the  Chicago  switching  district  as  much  coal  as  it  could  or  would 
have  delivered  if  the  regulating  embargo  had  not  been  in  effect 

In  November,  1910,  the  Chicago,  Milwaukee  &  St.  Paul  was  making 
changes  in  its  Chicago  yards  and  for  a  period  of  about  10  days  it 
refused  to  grant  releases  tor  any  of  the  embargoed  coal.  The  prac- 
tices have  been  modified  so  that  at  present  the  arrangement  provides 
for  the  acceptance  by  the  Chicago,  Milwaukee  A  St.  Paul  each  day 
from  connecting  lines  of  cars  equal  to  the  total  unloading  capacity  of 
all  of  the  consignees  of  coal  located  upon  its  terminals,  and  the  keep- 
ing on  its  terminals  of  two  full  days'  supply  for  such  consignees. 
Under  this  arrangement  sufficient  cars  are  released  to  keep  the  said 
supply  ctmstantly  moving  to  and  into  its  terminals  and  it  appears 
that  it  now  effects  deliveries  that  are  substantially  satisfactory  to 
those  consignees. 

The  Chicago,  Milwaukee  &  St  Paul  shows  that  most  of  the 
receivers  of  coal  located  upon  its  lines  within  the  Chicago  switching 
district  are  located  upon  an  island  known  as  Goose  Island,  which  is 
in  a  busy  part  of  the  city  where  its  delivering  facilities  are  limited 
by  physical  conditicms  and  by  municipal  regulations  which  have  so 
far  rendered  it  impossible  to  increase  the  track  facilities  on  the 
island.  It  states  that  it  established  a  regulating  embargo  as  the 
only  means  of  preventing  hopeless  ccHigestion  of  its  terminals  throu|^ 
delivery  to  it  by  connections  of  large  numbers  of  cars  which,  because 
of  the  conditions  referred  to,  could  not  possibly  be  delivered  to  the 
consignees,  thus  causing  a  general  congestion  throughout  all  of  its 
terminals  which  seriously  interfered  with  the  performance  of  its 
duty  to  the  public  and  to  shippers  and  consignees  served  by  it  in  the 
capacity  of  a  common  carrier  and  not  as  a  purely  switching  or  de- 
livery line.  It  appears  that  increased  yard  facilities  and  rearrange- 
ment of  tracks  have  rendered  it  possible  for  this  defendant  to  handle 
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more  coal  than  it  was  able  to  handle  in  the  recent  past,  and  that  in 
another  year  it  will  be  able  to  handle  still  more.  It  has  expended 
about  $800,000  on  its  terminal  &cilities  within  the  last  year. 

The  following  appeared  in  the  testimony  of  the  assistant  geneval 
superintendent  of  the  Chicago,  Milwaukee  &  St.  Paul : 

Q.  Now,  yon  say  that  if  this  embargo  was  lifted  that  the  teioder  of  IfiO  cai« 
per  day  to  your  road  for  switching  would  cause  a  congestion  of  yonr  terminals? 

A.  No,  sir ;  I  do  not  say  that  If  it  were  deUvered  regularly,  150  cars  a  day, 
it  would  not  It  could  be  handled,  bat  our  experience  shows  it  is  not  deliTered 
regularly.  One  day  we  might  get  25  or  40  cars,  and  another  day  we  misht  get 
850  cars.    It  has  come  to  as  in  that  way. 

Q.  That  is  largely  the  fanlt  of  the  coal-catlying  roads,  isn't  it  getting  the  ooal 
over  to  you? 

A.  I  should  say  entirely. 

The  question  here  is  the  reasonableness  and  lawfulness  of  the 
demurrage  charges  assessed  by  the  Baltimore  &  Ohio.  The  question 
of  the  lawful  right  of  the  Chicago,  Milwaukee  &  St.  Paul  to  main- 
tain a  regulating  embargo  has  not  been  tried  and  is  not  decided. 

Complainant  urges  that  inasmuch  as  the  Baltimore  &  Ohio  has 
established  tariff  rates  for  transp<H-tation  of  coal  to  Chicago,  indnd- 
ing  the  right  of  reccMisignment  within  a  specified  time  after  arrivml, 
and  including  switching  to  ccnmections  for  delivery  on  tracks  of 
other  carriers  within  the  Chicago  switching  district  and  the  absorp- 
tion of  switching  charges  of  such  other  carriers  within  a  stated 
limit,  and  inasmuch  as  defendants  are  parties  to  the  reciprocal 
switching  arrangement  in  the  Chicago  switching  district,  that  if 
complainant  pays  the  tariff  charges  and  furnishes  recfmsignment 
order  within  the  free  time  allowed,  it  has  not  only  preformed  its 
duty  but  has  done  all  it  possibly  can  do,  and  that  it  is  unlawful  and 
unjust  to  diarge  it  demurrage  because  the  carriers  are  unable  or  un- 
willing to  perform  the  service  contemplated  by  their  tariffs. 

The  Baltimore  &  Ohio  contends  that  its  tariff  rate  is  for  carriage 
of  the  shipment  to  Chicago,  that  the  reccxisignment  privilege  is 
merely  a  privilege  which  it  extends  to  the  shipper,  as  b  also  its  serv- 
ice of  switching  to  ccmnections  for  delivery  on  the  tracks  of  otiier 
railroads  and  its  absorption  of  the  switching  charges.  It  argues 
that  when  complainant  gives  reconsigning  order  for  delivery  on 
tracks  of  some  other  carrier  such  connecting  carrier  thereby  becomes 
the  agent  of  complainant  and  not  the  agent  of  this  defendant,  and 
therefore  it  is  complainant's  duty  to  make  arrangements  with  other 
carriers  under  which  complainant's  reconsigning  order  can  be  exe- 
cuted within  the  time  provided,  or  to  pay  demurrage  for  all  delays 
beycmd  that  time. 

The  Chicago,  Milwaukee  &  St  Paul  insists  that  its  service  is  not 

performed  for  or  at  the  instance  of  either  the  shipper  or  consignee, 

'  at  the  consignee  directs  the  carrying  road  where  to  deliver  the  car, 
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and  that  it  is  moved  only  upon  order  of  the  carrying  road.  It  argues 
that  if  after  delivery  to  it  by  the  carrying  road  the  shipper  or  the 
consignee  desired  to  change  the  destination  or  consignee  of  the  car 
such  order  would  have  to  be  given  to  the  carrying  road,  and  the 
only  direction  which  it,  as  the  delivering  line,  could  properly  recog- 
nize concerning  the  movement  must  come  from  the  carrying  road.  It 
contends  therefore  that  the  service  performed  by  it  is  for  the  carry- 
ing road  and  not  for  the  shipper  or  consignee,  and  that  payment  for 
its  services  is  made  by  the  carrying  road  and  not  by  the  shipper  or 
consignee.  It  argues  that  the  carrying  road  having  failed  to  provide 
terminal  facilities  necessary  to  the  transaction  of  all  of  its  business 
uses  as  its  facilities  the  terminals  of  other  carriers,  and  that  such 
other  carriers  are  the  agents  of  the  Baltimore  &  Ohio  and  not  of  the 
shippers  or  consignees  of  shipments  so  handled. 

When  asked  to  designate  the  tariff  authority  for  assessment  of 
demurrage  under  the  circumstances  recited  the  Baltimore  &  Ohio 
referred  to  certain  tariff  rules  fixing  the  rate  per  day  for  demurrage 
and  free  time  periods,  but  the  only  rule  referred  to  that  could  be  de- 
pended upon  as  justification  for  assessment  of  the  demurrage  here  in 
question  was  that  reading  as  follows : 

Cars  held  for  consignors  or  consignees  for  loading,  unloading,  forwarding 
directions,  or  for  any  other  purpose,  are  snbject  to  the  foUowing  car  senrice 
roles. 

Obviously,  the  words  "  or  for  any  other  purpose  ^  apply  only  to 
cars  held  by  consignors  or  consignees.  They  can  not  mean  that 
demurrage  can  be  assessed  against  a  shipper  or  consignee  unless  cars 
are  held  by  him  for  some  purpose  of  his  own.  These  words  limit  the 
charge  to  cases  in  which  cars  are  held  awaiting  action  by  the  con- 
signee or  shipper,  such  as  loading  or  unloading,  the  giving  of  for- 
warding or  delivery  directions,  the  payment  of  freight,  etc.  They 
can  have  no  reference  to  a  case  where  a  car  is  hdd  awaiting  its 
acceptance  by  a  connecting  or  switching  line  when  it  is  detained 
through  no  fault  or  desire  of  consignee  or  shipper. 

The  Baltimore  &  Ohio  argues  that  if  complainant  does  not  give  a 
reconsigning  order  under  which  some  other  carrier  will  accept  the 
car,  the  car  is  held  by  it  for  complainant,  and  therefore  is  subject  to 
demurrage.  Complainant  replies  Uiat  it  has  complied  with  all  of  the 
tariff  requirements,  has  given  reconsignment,  has  no  ccmtrol  of  the 
operations  of  connecting  carriers  and  is  not  responsible  therefor,  and 
demurrage  can  not  therefore  be  lawfully  assessed  against  it 

It  appears  that  in  scxne  instances  after  complainant  has  been 
advised  that  notice  of  acceptance  of  certain  cars  ccHisigned  to  Chicago, 
Milwaukee  &  St  Paul  delivery  had  not  been  received,  different  dis- 
position was  directed  and  the  cars  were  sent  to  other  destinations, 
but  apparently  they  were  simply  incidents  in  complainant's  business 
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under  which,  on  aooonnt  of  orders  or  arriTmls,  acmie  other  diq>ositiaB 
was  satis&ctory  to  it. 

It  has  been  seen  that  there  is  no  contract  between  the  ocmsignee  or 
shipper  and  the  belt  line  €^  the  deUvering  road.  The  moyemcBBt 
from  the  BaltimcH^  &  Ohio  trades  to  the  Qiicagp,  lOwankee  A  SL 
Paul  tracks  is  provided  for  in  defendants'  tariffs  and  is  paid  for  taj 
the  Baltimore  &  Ohio  out  of  the  chaises  paid  to  it  by  the  ^pper  or 
consignee.  If  a  bill  of  lading  were  executed  would  it  be  held  that 
demurrage  could  be  charged  against  the  diipper  or  consignee  after 
the  execution  of  bill  of  lading  and  priding  the  acceptance  of  the  car 
by  a  connecting  line?  These  shipments  are  made  from  points  of 
ori^n  on  the  Baltimore  A  Ohio,  subject  to  its  tariff  charges  and 
entitled  to  the  privileges  offered  in  connection  therewith.  The  oon* 
signee  having  g^ven  the  reconsigning  order  within  the  free  time 
allowed  has  done  all  that  lies  in  his  power  to  secure  the  transporta- 
tion of  the  car  to  the  destination  covered  by  the  defendants'  tariffs. 
How  can  it  be  held  liable  for  demurrage  caixaed  by  refusal  or  ne^eet 
of  defendants  to  perform  the  service  which  thdr  tariffs  bind  them  to 
perform! 

Obviously,  if  the  delivoies  at  the  yards  cm  the  Chicago,  lOwaokee 
A  St  Paul  trades  were  not  provided  iot  in,  and  were  not  aooom- 
plidied  under,  the  provisions  of  the  tariffs,  the  service  of  the  Balti- 
more &  Ohio  would  be  of  no  value  to  these  shippers,  and  few  if  any 
of  their  diipments  would  come  frmn  points  on  its  lines.  What  they 
want  is  delivery  at  their  yards  on  the  Chicago,  Milwaukee  &  Si.  Paul 
tracks,  and  that  is  what  the  Baltimore  &  Ohio,  through  its  own 
tariffs  and  through  reciprocal  arrangenMoits  with  other  carriers,  in- 
duding  the  Chicago,  Milmaukee  &  St  Paul,  undertakes  to  provide. 

It  is  all^;ed  that  the  fact  that  the  Chicago,  Milwaukee  A  8L 
Paul's  embargo  is  the  only  one  of  its  kind  in  Chicago,  and  that  can 
whidi  are  delayed  in  delivery  <m  account  thereof  are  charged  demur- 
rage by  the  Baltimcwe  A  Ohio,  subjects  complainant  and  otiMfs 
located  upon  the  Chicago,  Milwaukee  A  St  Paul  tracks  to  unjusl 
discrimination.  A  car  of  coal  billed  from  a  point  of  origin  oo  tiit 
Baltimore  A  Ohio  directly  to  a  ccxisignee  and  deetiaation  oo  tiit 
Cbcago,  Milwaukee  A  St  Paul  tracks  in  the  Oiicago  switdiing  dis- 
trict would  be  subject  to  the  CSiicago,  Milwaukee  A  St  Paul  rqpt- 
lating  embargo,  but  no  demurrage  would  be  diarged  against  it  by 
the  BaltimOTe  A  Ohia  The  freight  and  delivery  diarges  on  that 
car  would  be  exactly  the  same  if  it  had  been  billed  flat  to  Chicaga 
and  then  reconsigned  to  the  same  destination  on  the  Oiicago,  Mil- 
waukee A  St  Paul  track,  but  when  so  reccmsigned  the  BaUuaon  A 
Ohio  would  assess  demurrage  cm  it  if  it  were  detained  by  Hm  em- 
bargo beyond  the  free  time  allowed  for  recomrignment 
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It  has  been  uniformly  held  by  this  Commission  that  a  shipper  or 
consignee  may  not  be  required  to  pay  a  demurrage  charge  unless  the 
carriers'  tariffs  provide  for  same  in  clear  and  specific  form  and  man- 
ner. Mufiroe  <6  Sana  v.  M.  C.  B.  B.  Co.^  17  I.  C.  C.  Rep.,  27 ;  Tioga 
Coal  Ca.  V.  C,  B.  I.  <&  P.  By.  Co.,  18  I.  C.  C.  Rep.,  414. 

It  has  been  held,  and  it  is  simple  and  obvious  equity,  that  demur- 
rage may  not  be  assessed  except  for  or  because  of  failure  on  part  of 
shipper  or  consignee  to  comply  with  his  obligations.  Coomea  <6  Mo' 
Groio  V.  C,  M.  <&  St.  P.  By.  Co.j  18  I.  C.  C.  Rep.,  192;  New  York 
Hay  Exchange  Asbo.  v.  P.  B.  B.  Co.,  14  I.  C.  C.  Rep.,  178 ;  Porter 
V.  St.  L.  dk  S.  F.  B.  B.  Co.,  15  I.  C.  C.  Rep.,  1 ;  American  Creosoting 
Works  V.  /.  C.  B.  B.  Co.,  15  L  C.  C.  Rep.,  160;  Bossie  Iron  Ore  Co. 
V.  N.  Y.  C.  <6  E.  B.  B.  B.  Co.,  17  L  C.  C.  Rep.,  892. 

It  has  also  been  held  that  where  a  switching  service  is  yet  to  be 
performed  delivery  has  not  been  effected.  McNeill  v.  S.  By.  Co.,  202 
U.  S.,  543,  citing  Bhodes  V.  Iowa,  170  U.  S.,  412 ;  L.  dk  N.  B.  B.  Co.  v. 
Stock  Yards  Co.,  212  U.  S.,  143 ;  Union  Stock  Yards  Co.  v.  U.  S^ 
164  Fed.  Rep.,  404. 

It  is  said  that  the  right  of  reconsignment  is  a  mere  privilege  and 
not  an  obligation  under  the  ccmtract,  and  that  it  is  a  privilege  that 
may  or  may  not  be  exercised  by  c<xisignee  at  his  opticm;  that  the 
undertaking  of  the  Baltimore  &  Ohio  under  its  original  contract  is 
merely  that  if  the  consignee  exercises  the  right  of  reconsignment  no 
charge  will  be  made  for  the  delivery  of  the  car  to  a  connecting  car- 
rier selected  by  the  consignee,  and  Uiat  it  is  able  and  willing  to  un- 
dertake further  contract  desired  by  the  consignee.  As  has  been  seen, 
however,  there  is  no  further  contnu^t.  The  Baltimore  &  Ohio  by  its 
tariff  agrees  without  further  charge  to  transfer  the  car  to  a  connect- 
ing carrier  selected  by  the  consignee,  and  it  agrees  to  pay  the  charges 
of  such  connecting  carrier  within  a  stated  limit.  It  is  argued  that 
no  warranty  is  given  by  the  Baltimore  &  Ohio  that  every  reconsign- 
ment which  shipper  or  consignee  might  elect  to  make  could  always 
be  performed  and  that  if,  for  any  reason,  the  route  selected  by  con- 
signee could  not  be  used,  then  the  consignee  has  ordered  a  rec<xi- 
signment  that  is  either  impracticable  or  impossible,  and  upon  being 
advised  of  same  and  making  no  further  disposition  of  his  shipment, 
be  could  be  required  to  pay  demurrage  charges.  This  leads  us  to 
inquire:  If,  under  an  open  reccmsignment  privilege  stated  in  car- 
rier's tariff,  shipper  makes  reccmsignment  and,  on  account  of  obstruc- 
tions to  its  tracks  or  other  disabilities  of  its  own,  the  carrier  is  un- 
able to  execute  that  reconsignment,  would  it  be  held  that  the  shipment 
was  subject  to  demurrage!  Of  course  the  reconsignments  must  be 
omfined  to  points  that  are  covered  by  and  provided  for  in  the  car- 
rier's tariff. 

It  is  suggested  that  consignees  having  undertaken  to  make  arrange- 
ments for  acceptance  of  their  shipments  by  the  Chicago,  Milwaukee  k 
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Si.  PanI  bare  thereby  made  that  company  their  agent,  and  that  even 
if  the  Baltimore  &  OUno  was  of  opinion  that  the  conduct  of  the 
Chicago,  Milwaukee  A  St.  Paul  was  not  justified,  the  Baltimcve  & 
Ohio  still  cottld  do  nothing  except  await  the  pleasure  of  the  Chicago, 
Milwaukee  A  St  Paul.  The  same  thing  is  true  as  to  the  shi^>er  or 
consignee.  He  gives  his  reconsigning  order,  requests  delivery  of  his 
car,  and  is  powerless  to  do  anything  except  await  the  action  of  the 
•  defendants.  If  defendants'  tariffs  provide  something  that  it  is  im- 
possible for  them  to  perform,  something  that  they  may  not  reascmaUy 
be  required  to  perform,  certainly  their  recourse  is  not  in  the  assess- 
ment of  additional  charges  against  the  shippers  or  ocmsignees  growing 
out  of  causes  in  the  creation  of  which  neither  shipper  nor  consignee 
has  any  part  and  over  which  neither  of  them  has  any  control. 

The  Baltimore  &  Ohio  suggests  that  to  forbid  demurrage  duurges 
upon  the  cars  in  question  would  afford  opportunity  to  the  carrier  and 
switching  lines  for  giving  undue  and  unlawful  preference  to  some 
coal  shippers  over  others,  and  would  give  to  coal  shippers  an  unlawful 
opportunity  to  gain  unfair  advantage  over  their  competitors,  because 
a  consignee,  knowing  that  unless  some  disposition  were  made  of  his 
shipments  demurrage  would  accrue  thereon,  could  reconsign  them  in 
large  numbers  to  destinations  on  the  Chicago,  Milwaukee  A  St  Paul 
tracks  and  thus  relieve  them  from  demurrage  charges,  and  later,  and 
before  they  were  accepted  by  the  Chicago,  Milwaukee  A  St.  Paul, 
change  the  disposition  and  send  them  to  other  points  free  of  demur- 
rage. The  answer  to  this  is  that  the  carrier  can  control  that  situation 
by  limiting  the  number  of  free  reconsignments  permitted  on  any 
llien  if  consignee  reconsigned  his  shipment  to  delivery  on 
Milwaukee  &  St.  Paul  tracks  it  would  have  to  go  there  and  be  deliv- 
ered and  he  would  have  to  dispose  of  it  as  best  he  could. 

Upon  consideration  of  the  whole  record  we  are  of  the  opinion  that 
the  demurrage  charges  here  complained  of  were  assessed  by  the  Balti- 
more A  Ohio  without  proper  provision  therefor  in  its  tariffs.  Tariff 
authority  for  such  charges  would,  we  think,  be  unreasonaUe  and 
unjust  unless  confined  to  instances  in  which  cars  are  held  by  request 
or  neglect  of  shipper  or  consignee. 

The  original  claim  for  reparation  was  in  the  sum  of  $50,  but  it  was 
later  agreed  that  the  amount  was  $41.  An  order  will  be  entered 
directing  defendant  Baltimore  &  Ohio  Railroad  Company  to  pay 
amiplainant  reparation  in  the  simi  of  $41,  with  interest  from  July  15, 
1909,  and  requiring  it  to  cease  and  desist  from  the  practice  of  ^assess- 
ing  demurrage  upon  complainant's  shipments  of  coal  which  have  been 
reconsigned  in  accordance  with  the  terms  and  within  the  time  limit 
provided  in  this  defendant's  tariffs,  and  which  are  held  because  of 

^ect  or  refusal  of  connecting  or  delivering  carrier  to  receive 
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No.  8282. 
ARIZONA  RAILWAY  COMMISSION 

V. 

WELLS  FARGO  &  COMPANY. 


SubmiOed  March  17,  1911.     Decided  AprU  10,  J91L 


Defendant's  rates  for  the  transportation  of  horses,  in  carloads,  of  $500  between  El 
Ptoo,  Tex.,  and  Phoenix,  Ariz.;  |400  between  Phoenix,  Ariz.,  and  Los  Angeles, 
Cal. ;  and  $575  between  Phoenix,  Ariz.,  and  San  Francisco,  Cal.,  fonnd  unreason- 
able to  the  extent  that  they  exceed,  respectively,  $300,  $320,  and  $470,  which 
rates  are  prescribed  for  the  future. 

George  J.  Stoneman  for  complainant. 

Charles  W.  Stockton  and  Ilarry  S.  Marx  for  defendant 

Report  of  the  Commission. 

By  the  Commission: 

In  a  petition  filed  on  behalf  of  the  Arizona  Territorial  Fair  Com- 
mission complainant  alleges  that  defendant's  rates  for  carriage  of 
horses  in  carloads  between  El  Paso,  Tex.,  and  Phoenix,  Ariz.; 
between  Phoenix  and  Los  Angeles,  Cal.;  and  between  Phoenix  and 
San  Francisco,  Cal.,  are  unreasonable  and  unduly  discriminatory. 
The  rates  in  controversy  with  the  distances  between  the  points  named 
are  as  follows: 


Between— 


El  Pmo  and  Phoenix 

Phoenix  and  Lcm  Angck«  . . 
Phoenix  and  San  Fmncifloo 


DL«ttance.  ,    ^^f 


920 


1600 

400 
575 


Phoenix  is  on  the  Arizona  Eastern  Railroad  and  the  Santa  Fe,  Phoenix 
&  Presi'ott  Railway,  35  miles  north  of  Maricopa,  Ariz.,  a  point  on  the 
main  line  of  the  Southern  Pacific  Company,  and  198  miles  south  of 
Ash  Fork,  Ariz.,  a  main-line  point  on  the  Atchison,  Topeka  &  Santa 
Fe  Railway. 

The  rates  on  horses  are  baaed  upon  merchandise  rates  at  a  minimum 
carioad  weight  of  10,000  pounds.    The  rate  from  £1  Paso  to  Phoenix 
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was  established  when  the  merchandise  rate  was  $5.50  per  100  poondB. 
In  Maricopa  County  Commercial  Club  v.  Wdls  fargo<&  Co.^  16  I.  C.  C. 
Bep.,  182,  the  merchandise  rate  between  El  Paso  and  Phoenix  was 
reduced  to  $3.75  per  100  pounds,  but  defendant  did  not  reduce  its 
rates  on  horses  to  correspond  with  the  change  in  the  merchandise 
rates.  The  merchandise  rates  from  Phoenix  to  Los  Angeles  and  Saa 
Francisco  are  $^  and  $5.75,  respectively,  and  the  rates  on  horses 
between  those  points  are  made  by  application  of  the  minimum  weight 
of  10,000  pounds  to  the  merchandise  rates. 

Complainant's  case  rests  mainly  on  seven  exhibits  comparing  the 
rates  in  controversy  with  other  express  rates  on  horses  and  containing 
certain  statistical  data  in  relation  to  the  defendant's  financial  condittoo. 
One  of  the  exhibits  shows  the  following  rates  on  horses: 


Between— 


Kanns  Citv,  Mo.,  and  Dallas,  Tez 

St.  Louis,  Mo.,  and  Oklahoma  City,  Okla 

Kansas  City,  Mo.,  and  Denver.  Colo 

El  Paso,  Tez.,  and  Los  Angeles,  Cal 

£1  Paso.  Tex.,  and  San  Prancisoo,  Cal... 


Distance. 

Kz  pitas 
rate. 

MUe*. 

617 

1280 

6» 

275 

MO 

aoo 

814 

426 

1.2SS 

600 

Rate 


Car-mile  earnings  between  El  Ptoo,  Tex.,  and  Phoenix,  Ariz.,  are 
$1,155;  between  Phoenix  and  Los  Angeles  $0,887,  and  between 
Phoenix  and  San  Francisco  $0,625.  In  Texas  the  express  rates  per 
car  for  400  miles  are  $205,  with  car-mile  earnings  of  $0,513;  for 
500  miles  $230,  with  car-mile  earnings  of  $0.46;  and  for  900  miles 
$345,  with  car-mile  earnings  of  $0,383.  Defendant  asserts  that  the 
rates  from  Kansas  City  and  St«  Louis  to  western  points  are  not  a  fair 
comparison,  because  they  have  been  made  to  meet  rates  for  the  trans- 
portation of  horses  by  railroad  over  lines  other  than  that  on  which 
defendant  operates.  The  rates  within  the  state  of  Texas  have  been 
fixed  by  state  authority,  and  although  it  appears  that  they  have  not 
been  tested  in  the  courts,  defendant  claims  that  they  do  not  afford 
fair  compensation  for  the  service  performed. 

The  merchandise  rate  from  El  Paso  to  Los  Angeles  is  $6  and  the 
carload  rate  on  horses  $425.  It  will  therefore  be  seen  that  while  a  car 
of  horses  can  be  shipped  from  El  Paso  direct  to  Los  Angeles  for  $425, 
if  the  car  is  shipped  to  Phoenix,  which  is  only  35  miles  off  the  direct 
line  of  the  Southern  Pacific,  and  reshipped  from  that  point  to  Loe 
Angeles,  the  total  charges  from  El  Paso  to  Los  Angeles  will  be  $900. 
Defendant  urges  that  the  necessary  switching  at  Maricopa  involves 
greater  risk  than  the  direct  transportation  from  E^l  Paso  to  Loe  Angeles 
and  San  Francisco;  that  the  two  movements  from  El  Paso  to  Phoenix 
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and  thence  to  Los  Angeles  are  complete  in  and  of  themselves,  and  nec- 
essarily more  expensive  and  should  properly  bear  a  higher  charge  than 
the  direct  movement  from  EI  Paso  to  Los  Angeles. 

Assuming  that  the  rate  of  $425  per  car  from  El  Paso  to  Los  Angeles 
is  just  and  reasonable,  complainant  asks  the  establishment  of  rates 
between  El  Paso  and  Phoenix  and  between  Phoenix  and  Los  Angeles 
and  San  Francisco  upon  the  same  car-mile  basis  plus  a  reasonable 
charge  for  the  movement  between  Maricopa  and  Phoenix.  As  defend- 
ant's rate  on  carload  shipments  of  horses  moving  to  Phoenix  from 
points  in  Texas  is  on  the  average  $25  more  than  the  rate  to  Maricopa 
it  is  contended  that  the  differential  above  Maricopa  should  not  exceed 
(25  per  car.  In  view  of  these  facts,  and  of  the  fact  that  the  El  Paso- 
San  Francisco  rate  is  $75  more  than  the  EI  Paso-Los  Angeles  rate, 
complainant  contends  that  the  rate  between  El  Paso  and  Phoenix 
should  not  exceed  $233;  between  Phoenix  and  Los  Angeles,  $242;  and 
between  Phoenix  and  San  Francisco,  $317.  Inasmuch  as  the  horses 
are  stopped  at  Phoenix  for  exhibition  purposes,  and  reshipped  immedi- 
ately after  the  close  of  the  &ir,  complainant  asserts  that  the  movement 
to  and  from  Phoenix  amounts,  in  substance,  to  a  through  movement 
with  a  stop-over  at  Phoenix,  and  that  the  additional  charge  between 
Maricopa  and  Phoenix  would  be  ample  compensation  to  defendant  for 
the  extra  service  performed. 

Inasmuch  as  horses  are  moved  in  special  equipment  in  passenger 
trains,  it  is  pertinent  to  refer  to  the  passenger  fare  between  the  points 
in  controversy.  The  first  class  fare  from  El  Paso  to  Phoenix  is  $17.40; 
Phoenix  to  Los  Angeles  $17.30;  Phoenix  to  San  Francisco  $29.30;  El 
Paso  to  Los  Angeles  $30;  and  El  Paso  to  San  Francisco  $40.  The 
special -car  fares  for  18  adult  passengers  would  be  El  Paso  to  Phoenix 
$313.20;  Phoenix  to  Los  Angeles  $311.40;  Phoenix  to  San  Francisco 
$627.40;  EI  Paso  to  Los  Angeles  $540;  and  El  Paso  to  San  Francisco 
$720.  On  the  other  hand,  in  considering  a  comparison  of  the  rates  on 
horses  with  the  merchandise  rates  it  will  be  noted  that  in  order  to 
obtain  the  revenue  which  would  accrue  from  10,000  pounds  of  mer- 
chandise the  express  company  performs  a  package-collection  service 
at  the  point  of  origin  and  a  package-delivery  service  at  the  point  of 
destination,  whereas  no  such  expensive  service  is  involved  in  the 
transportation  of  a  carload  of  horses.  The  express  company  under- 
takes to  limit  its  liability  to  $75  per  horse.  The  classification  provides 
for  graduated  charges  above  those  here  given  when  the  value  exceeds 
$76  per  horse. 

Defendant  states  in  its  brief  that  a  contract  between  the  express 
company  and  the  Southern  Pacific  Company  provides  that  on  ship- 
ments of  horses  over  the  line  of  the  latter  company  80  per  cent  of  the 
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gro88  revenae  collected  by  the  express  company  shall  be  paid  to  tbe 
railroad  company.  We  are  not  informed  why  a  percentafne  so  muck 
in  excess  of  that  usually  given  to  the  railroad  company  shoold  be 
exacted  upon  shipments  of  horses;  but  whatever  the  reason  may  be  it 
can  not  estop  the  Commission  from  fixing  a  reasonable  rate  for  tlie 
transportation  of  horses.  It  is  well  settled  that  parties  can  not  00 
contract  as  to  prevent  legislation  or  to  avoid  the  lawful  enforoement 
thereof. 

In  the  Maricopa  oase^  mipra^  we  found  that  reasonable  men^faandM 
rates  between  El  Paso  and  Phoenix  and  between  Phoenix  and  La» 
Angeles  were  $3.75  and  $4  \^t  100  pounds,  respectively.  The  pn^^neai 
merchandise  rate  of  $5.75  l)etween  Phoenix  and  San  Frani*iKx>  is 
adjusted  upon  the  basis  fixed  by  the  Commission  in  the  case  just  cited. 
It  is  apparent  from  the  record  that  the  carload  rate  on  horses  skouM 
be  somewhat  less  than  the  rate  on  an  equivalent  weight  of  merchaii- 
dise.  The  express  company  is  relieved  of  the  expensive  collectioo  aad 
delivery  service  rendered  in  connection  with  merchandise,  awl  the 
shipper  provides  a  caretaker  for  the  horses,  while  the  exproRn  cxmsh 
pany  must  bear  the  expense  of  the -messenger  who  aocoaipaniet%  tba 
merchandise  shipments. 

Based  upon  these  facts,  and  the  merchandise  rates  which  we  foand 
to  be  reasonable  in  the  Maricopa  cane^  we  are  not  justified  in  establii«b* 
ing  rates  upon  the  basis  suggested  by  complainant  But,  for  the 
reasons  above  given,  we  find  that  the  defendant's  rates  on  hornetk  in 
carloads  are  unreasonable  to  the  extent  that  they  exceed  $300  per  car 
between  £1  Paso  and  Phoenix;  $320  between  Phoenix  and  Los  Angeles; 
and  $470  between  Phoenix  and  San  Franci>«co.  Defendant  will  be 
ordered  to  establish  for  the  future  rates  not  in  excess  of  those  bereta 
found  to  be  reasonable* 
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Investigation  and  Suspension  Docket  No.  14. 

IN  THE  MATTER  OF  AN  INVESTIGATION  CX)NCERN. 
ING  THE  PROPRIETY  OF  PROPOSED  SCHEDULES  OF 
RATES  ON  LUMBER  FILED  BY  THE  VICKSBURG, 
SHREVEPORT  &  PACIFIC  RAILWAY  COMPANY. 


Submitted  March  IS,  1911.    Decided  AptH  10, 1911. 


This  proceeding  was  an  investigation  concerning  the  propriety  of  proposed 
schedules  of  rates  known  as  Yicksbarg,  Shreveport  &  Pacific  Hallway  Com- 
pany Torlflf  No.  610-B,  I.  O.  0.  No.  2679 ;  the  operation  of  which  was  sus- 
pended until  July  5,  1911.  From  the  facts  developed;  Held,  That  no  ade- 
quate reasons  exist  fOr  the  further  suspension  of  said  tariff  and  that  an 
order  will  therefore  be  entered  to  vacate  and  set  aside  the  order  of  sus- 
pension* 

O.  F.  Thomas  for  the  complainants,  Arkansas  Southern  Manufac- 
turers Association. 

/.  E.  Johanson  for  Chicago,  Rock  Island  &  Pacific  Railway  Com- 
pany. 

F.  Schaffenburg  for  Vicksburg,  Shreveport  &  Pacific  Railway 
Company. 

Rkfobt  of  thb  Commission. 

Meyeb,  Cammiesioner: 

On  September  16,  1910,  the  Commission  entered  upon  an  inves- 
tigation concerning  the  propriety  of  proposed  schedules  of  rates  on 
lumber  filed  by  the  Vicksburg,  Shreveport  &  Pacific  Railway  as  its 
tariff  No.  61(>-B,  I.  C.  C.  No.  2679,  effective  September  19,  1910, 
which  will  be  designated  herein  as  the  suspended  tariff.  Pending 
this  investigation  the  Commissicm  suspended  the  operation  of  said 
tariff  until  July  5,  1911. 

A  complaint  against  the  suspended  tariff  was  filed  by  the  Arkansas 
Southern  Manufacturers  Association,  an  organization  composed  of 
10  lumber  firms,  with  mills  at  Junction  City,  Ark.,  Randolph,  Lillie, 
Bemice,  Dubach,  Ruston,  Ansley,  Hodge,  and  Wyatt,  La.,  all  of 
which  are  points  on  the  line  of  the  Chicago,  Rock  Island  ft  Pacific 
Railway  Company  between  El  Dorado,  Ark.,  and  Winnfield,  La.  The 
OHnplaint  alleges  that  the  cancellation  by  the  suspended  tariff  of 
joint  rates  named  in  the  tariff  preceding  it  from  points  on  said  line 
via  Ruston,  La.,  and  the  Vicksburg,  Shreveport  ft  Pacific  Railway 
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to  points  south  of,  <m,  and  north  of  the  Ohio  River  has  the  effect  of 
increasing  the  rates  on  complainants'  shipments  to  said  terriU^ 
from  one-half  to  5  cents  per  100  pounds.  This  preceding  tariff,  whidi 
remained  in  force  by  reason  of  our  order  of  suspension,  is  Vicksburg, 
Shreveport  &  Pacific  Tariff  No.  628-A,  L  C.  C.  No.  1796,  and  will  be 
hereinafter  designated  the  present  tariff.  Specific  objection  is  made 
by  c(Hnplainants  to  the  proposed  cancellation  of  the  joint  rates 
named  in  supplement  101  of  this  tariff.  These  rates  apply  on  lumber 
and  logs  except  hardwood  lumber,  such  as  walnut,  cherry,  cedar,  and 
mahogany.  We  understand  that  complainants  are  concerned  in  the 
yellow-pine  and  cypress  lumber  rates  and  not  in  the  hardwood- 
lumber  rates.  Consequently,  only  the  yellow-pine  and  cypress  lumber 
rates  will  be  discussed  in  this  report 

The  line  of  the  Sock  Island  on  which  complainants'  mills  are 
located  was  formerly  the  Arkansas  Southern  Railroad,  which  ex- 
tended from  El  Dorado  south  to  TVinnfield.  At  that  time  the  Bode 
Island  system  reached  Haskell,  Ark.,  a  point  100  miles  north  of  £1 
Dorado.  Except  for  a  few  small  or  stub  railroads  extending  to 
the  timber,  the  rail  connections  of  the  Arkansas  Southern  were  the 
St  Louis,  Iron  Mountain  &  Southern  Railway  at  El  Dorado,  the 
Louisiana  &  Arkansas  Railway,  and  the  Louisiana  Railway  ft  Navi- 
gation Company  at  Winnfield,  and  the  Vicksburg,  Shreveport  ft 
Pacific  at  Ruston.  Joint  rates  on  lumber  fnnn  Arkansas  Southern 
points  were  in  effect  over  these  roads.  In  1906  the  Rock  Island 
acquired  the  Arkansas  Southern  and  connected  it  with  its  syston 
by  constructing  a  line  from  Haskell  to  El  Dorado.  This  afforded  a 
direct  outlet  over  the  Rock  Island  lines  for  the  lumber  originating 
along  the  line  of  the  Arkansas  Southern.  The  Rock  Island  then 
ordered  the  cancellation  of  all  joint  rates  over  these  connections  with 
the  Arkansas  Southern  except  certain  rates  via  Ruston  and  Winn- 
field to  Texas  points,  which  are  not  naturally  reached  through  the 
direct  line  of  the  Rock  Island.  This  order  was  complied  with  and 
the  cancellation  of  all  of  the  joint  rates  in  question  was  effected 
save  those  to  points  east  of  the  Mississippi  River  via  Ruston  and  the 
Vicksburg,  Shreveport  ft  Pacific  which  are  named  in  the  present  tariff. 
As  the  rule  of  the  Commission  prevented  the  publication  of  further 
supplements  to  this  tariff,  the  cancellation  of  these  rates  could  only 
be  had  by  reprinting  the  entire  tariff.  This  involved  considerable 
expense  and  delay,  and  the  new  issue,  which  is  the  suspended  tariff 
here  in  question,  was  not  filed  until  August  15, 1910. 

The  present  tariff  provides  rates  on  lumber  from  the  stations  named 
in  the  complaint  via  Ruston  to  Cairo,  111.,  Louisville,  Ky.,  and  Cincin* 
nati,  Ohio,  of  16,  21,  and  23  cents,  respectively.  The  rates  to  inter- 
mediate points  south  of  the  Ohio  River  are  adjusted  with  relation 
to  Cincimiati,  while  the  rates  to  points  north  of  the  Ohio  River 
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fixed  on  the  basis  of  the  sum  of  the  rates  to  and  from  Louisville  or 
Cincinnati,  but  not  higher  than  the  sum  of  the  rates  to  and  from 
Cairo. 

Following  the  acquisition  of  the  Arkansas  Southern  and  its  connec- 
tion with  the  Rock  Island  system,  rates  via  the  Rock  Island  from  former 
Arkansas  Southern  stations  were  established  as  follows :  To  Memphis, 
14  cents ;  to  Cairo  and  Thebes,  16  cents.  The  through  rates  to  points 
east  of  the  Mississippi  are  made  on  the  sum  of  the  rates  applying  to 
and  from  these  river  crossings.  On  this  basis  the  through  rate  to 
Louisville  is  25  cents  and  to  Cincinnati  27  cents,  as  compared  with  21 
and  23  cents,  respectively,  via  Ruston  under  the  present  tariff. 

The  proposed  cancellation  by  the  suspended  tariff  of  the  joint 
rates  via  Ruston  would  leave  in  effect  through  rates  or  bases  for 
rates,  from  the  Rock  Island  points  between  El  Dorado  and  Winn- 
field  via  the  Rock  Island  and  connections  at  the  Mississippi  River,  and 
it  is  this  situation  of  which  complaint  is  made.  The  Rock  Island 
contends  that  this  proposed  cancellation  is  entirely  proper  and  that 
the  basis  of  rates  established  following  the  extension  of  its  road  into 
the  territory  in  question  does  not  result  in  subjecting  the  complain- 
ants to  any  undue  discrimination  or  to  the  payment  of  unjust  or 
unreasonable  rates.  At  the  hearing  the  Rock  Island  representative 
stated  that  the  continuance  of  the  rates  and  routes  via  Ruston  pro- 
vided by  the  present  tariff  would  involve  the  entire  readjustment  of 
rates  to  the  Ohio  River  crossings  from  Rock  Island  stations  south  of 
Little  Rock,  Ark. 

The  rates  via  the  Rock  Island  lines  to  the  Mississippi  River  cross- 
ings apply  not  only  from  the  former  Arkansas  Southern  points, 
which  will  be  hereinafter  referred  to  as  main-line  points,  but  also 
fnnn  the  following  small  lines  diverging  therefrom :  The  Arkansas 
Southeastern  Railway  at  Randolph,  the  Bemice  ft  Northwestern 
Railway  at  Bemice  and  Dubach,  and  the  North  Louisiana  ft  Gulf 
Railway  at  Hodge.  The  rates  of  these  small  stub  lines  for  trans- 
porting the  lumber  or  logs  to  the  main-line  points  are  absorbed  in 
the  Rock  Island  rates.  On  the  contrary,  the  rates  via  Ruston  named 
in  the  present  tariff  do  not  apply  frt)m  the  stub-line  points,  but  are 
applicable  only  from  the  main-line  points. 

The  evidence  is  that  at  least  70  per  cent  of  the  lumber  shipped  from 
complainants'  mills  is  sawed  frt)m  logs  that  originate  <m  the  small 
roads  and  move  by  rail  frcHU  outlying  stations  thereon  to  the  main- 
line point&  An  idea  of  the  cost  of  this  small-line  transportati(Hi  is 
given  from  the  following  written  statement  submitted  by  the  repre- 
sentative of  complainants: 

Tbe  charges  on  the  Arkansos  Soatbeastern  Railway  for  shipment  of  logs  to 
Randolph,  La.,  of  a  snlBcient  weight  to  equal  a  rilipment  of  40,000  poonda  of 
lumber  would  be  $82,  baaed  on  tarUT  of  $2  per  1,000  feet  board  measure  on  logs. 
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This  charge  is  estimated  to  be  eqtnTaloit  to  8  cents  per  100  pounds, 
which  would  hmre  to  be  added  to  the  rate  from  Bandolph  named  in 
ihe  present  tariff  in  order  to  arriTe  at  the  real  cost  of  moving  ihk 
hunber  via  BnstoiL  Thns  the  transportaticM)  of  lumber  from  Arkan- 
sas Southeastern  points  via  Boston  to  Lonisvine  and  to  Cincinnati 
would  cost  29  and  31  cents,  respectiyely,  as  compared  with  25  and  27 
cents  OTcr  the  Bode  Island.  What  is  true  in  connecticm  with  the 
diipment  of  logs  originating  <hi  the  Arkansas  Southeastern  is  sab- 
stantially  tme  in  connection  with  shipments  originating  at  stations 
on  the  other  stub  Hnes  named.  Tariffs  filed  with  the  Commissioo 
name  rates  as  follows:  Orer  the  Arkansas  Southeastern,  5  miles  or 
under,  4  cents;  10  miles  and  over  5,  4|  cents;  20  miles  and  over  10, 
5  cents,  etc.;  otct  the  Bemice  A  Northwestern,  under  10  miles,  $4 
per  car;  15  miles  and  over  10,  $5  per  car;  25  miles  and  over  15,  $6 
per  car;  and  over  the  North  Loui^ana  &  Gulf,  1  to  15  miles,  indu- 
sivc,  4  cents. 

The  result  of  this  existing  rate  adjustment  is  that  the  greater  por- 
tion of  the  lumber  traffic  involved  in  this  ccMnplaint  moves  over  the 
Bock  Island  and  not  via  Bustcm.  Consequently  the  cancellation  of 
the  present  joint  rates  via  Buston,  which  the  complainants  seek  to 
prevent,  could  not  possibly  have  a  detrimental  effect  on  this  large 
percentage  of  complainant'  business. 

The  traffic  of  4  of  the  10  complainants  originates  on  the  three 
small  roads  named.  Two  of  the  other  complainants  are  located  at 
Buston,  a  main-line  poinL  As  to  these  two  firms  there  can  be  no 
complaint,  because  that  p<Hnt  is  also  readied  by  the  yi< 


iShreveport  &  Pacific,  and  the  Bock  Island  is  not  in  position  to  handle 
bufdneQB  in  connection  with  the  Vlcksburg,  Shreveport  A  Pacific  from 
Buston.  The  Bock  Island  does  not  publish  rates  from  Buston  in 
connectiim  with  the  Vick^urg,  Shreveport  A  Pacific  One  of  the 
remaining  complainants,  the  Comie  Stave  Company,  is  located  at 
Junction  City,  and  the  Bo(±  Island  represoitative  stated  that  it  is 
not  engaged  in  shipping  yellow-pine  and  cypress  lumber.  The  three 
remaining  complainants  have  mills  on  the  East  A  West  Louisiana 
Bailway,  the  Wyatt  A  Donovan  Bailway,  and  an  unnamed  private 
railroad.  These  are  private  industrial  railroads  connecting  with  the 
main  line  at  Ansley,  Wyatt,  and  Lillie,  respectively,  but  they  file  no 
tariffs  with  the  Commission,  and  the  cost  of  transporting  logs  and 
lumber  over  them  is  not  absorbed  in  the  rates  via  either  the  Bock 
Island  or  the  Vicksburg,  Shreveport  A  Pacific  via  Buston.  Sodi 
rates  apply  only  from  the  junction  p<Hnts.  The  vdume  of  traffic 
originating  with  these  three  complainants  is  very  small  as  compared 
with  that  of  the  other  complainants,  and  it  may  be  fairly  asromed 
from  the  record  that  this  traffic  moves  via  Bustcm.  Under  the  preo 
nt  rates  from  Ansley,  Wyatt,  and  Lillie,  whidi  were  originally 
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eetablished  by  the  Arkansas  Soathem  Railroad,  the  haul  of  the  Bock 
Island  is  the  distance  from  said  points  to  Ruston,  of  10,  28,  and  41 
miles,  respectively,  while  its  haul  under  its  own  rates  northward  is 
the  distance  to  Memphis,  of  828,  845,  and  288  miles,  respectively. 

The  complainants  seem  to  particularly  object  to  the  cancellation  of 
the  rates  to  points  in  Tennessee,  Kentucky,  West  Virginia,  and  a  few 
points  in  Ohio.  With  respect  to  this  small  per  cent  of  complainants' 
business,  the  rates  in  the  present  tariff  to  a  number  of  these  points  are 
from  1  to  5  cents  lower  than  the  Rock  Island  rates.  But  it  is  a  fact 
that  a  large  majority  of  the  rates  via  Buston  shown  in  the  present 
tariff  are  not  lower  than  the  rates  via  the  Bock  Island  direct  This  is 
notably  true  of  the  rates  to  the  great  consimiing  territory  north  of 
the  Ohio  Biver.  Under  the  present  adjustment  the  lumber  mills 
take  advantage  of  the  lower  rates  via  Buston  and  the  Bock  Island 
loses  traffic  that  originates  on  its  own  line  and  is  deprived  of  the 
haul  over  a  reasonable  through  route  under  rates  that  it  contends  are 
reasonably  low,  as,  for  example,  the  rates  of  27  cents  to  Cincinnati 
and  25  cents  to  Louisville  from  Buston,  a  central  point  in  the  district 
where  complainants  are  located.  Between  these  points  the  distances 
are  818  and  699  miles,  respectively.  The  reasonableness  of  these 
Bock  Island  rates  is  not  attacked  in  this  complaint,  and  we  do  not 
here  pass  upon  them. 

It  is  apparently  true  that  if  all  the  lumber  fy>  destinations  both 
north  and  south  of  the  Ohio  Biver  moved  via  Buston,  the  cost 
would  be  greater  than  if  it  all  moved  northward  over  the  Bock 
Island  via  the  Mississippi  Biver  crossings,  and  it  can  not  be  dis- 
puted that  the  blanket  rates  of  the  Bock  Island  of  16  cents  to 
Thebes  and  Cairo  and  14  cents  to  Memphis,  applying  fnnn  the  small 
lines  before  named,  as  well  as  the  main-line  points,  serve  to  accord 
complainants'  traffic  as  a  whole  much  more  advantageous  through 
rates  than  are  provided  by  the  present  tariff.  At  the  hearing  the 
representative  for  the  Bock  Island  testified  that  his  road  did  not  in- 
tend to  instruct  the  cancellatictt  of  rates  in  the  present  tariff  via  Bus- 
t<m  to  pmnts  in  Tennessee  and  Kentucky  other  than  the  Ohio  Biver 
crossings.  But  the  representative  of  the  Vic^borg,  Shreveport  A 
Pacific  objected  to  the  continuance  of  these  rates  unless  the  present 
rates  on  and  north  of  the  Ohio  Biver  are  also  continued. 

As  we  have  before  shown,  the  70  per  cent  or  more  of  complainants' 
traffic  that  originates  on  the  three  small  lines  that  are  parties  to  the 
'Rock  Island  rates  moves  under  such  rates  because  they  absorb  the 
smaU-line  charge  and  are  therefore  dieaper  than  the  present  rates 
from  the  main-line  points  via  Buston,  which  do  not  absorb  the  small- 
line  charge.  While  the  canceUation  of  the  rates  via  Buston  will  not 
adversely  affect  this  traffic,  the  continuance  of  such  rates  results  in  a 
discrimination  against  such  of  the  traffic  as  moves  in  competition 
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with  that  portion  of  complainants'  traffic  whidi  does  not  originate 
on  the  aforesaid  small  lines;  for  example,  traffic  from  Ansley,  Wyatt, 
and  Ldllie,  La.,  moves  on  the  present  rates  via  Bnston  of  21  cei^  to 
Louisville  and  23  cents  to  Cincinnati,  while  similar  traffic  from 
Randolph,  Bemice,  Dubadi,  and  Hodge,  La.,  moves  on  the  Bode 
Island  rates  of  25  cents  to  Louisville  and  27  cents  to  CincmnatL 

The  acquisition  of  the  Arkansas  Southern  Bailroad  and  the  con- 
struction of  100  miles  of  track  to  connect  it  at  HaskeU,  Ark.,  with 
the  Bock  Island  system,  afforded  complainants  a  new  and  valuable 
outlet  for  their  forest  product&  Direct  ccmnection  with  the  great 
lumber  maricets  was  had,  and  the  Bock  Island  established  throogfa 
routes  thereto,  which  compare  favorably  with  the  present  through 
routes  via  Boston.  Before  its  acquisition  by  the  Bock  Island,  the 
Arkansas  Southern,  a  lumber-carryingr  road  of  small  mileage,  author- 
ized the  establishment  of  through  routes  and  joint  rates  with  its  con- 
nections that,  if  they  had  been  maintained  by  the  Bock  Island,  would 
have  deprived  it  of  transportation  revenues  to  which  it  was  entitled 
by  reason  of  its  mileage  and  geographical  situation,  as  well  as  by 
virtue  of  its  investment.  We  can  not  find  from  the  facts  devel(^>ed 
in  this  proceeding  that  the  Bock  Island  road  has  violated  the  act  to 
regulate  commerce  in  insisting  upon  the  cancellation  of  the  present 
rates  via  Buston  and  the  Vicksburg,  Shreveport  &  Pacific.  It  is 
apparently  desirous  of  making  the  best  of  its  purchase.  It  has  a 
perfect  ri^t  to  do  this,  consistent  with  the  interests  of  the  territory 
it  serves.  Looking  at  this  territory  as  a  whole,  in  the  lig^t  of  the 
facts  produced  in  this  investigation,  it  appears  to  us  that  it  has  been 
benefited  rather  than  harmed.  The  advantages  of  the  new  arrange- 
ment were  freely  admitted,  and  we  do  not  think  that  its  disadvan- 
tages are  serious  enou^  to  warrant  interference  by  this  Commissi<Hi 
at  the  present  time.  Changes  involving  so  many  rates  and  localities 
can  rartly,  if  ever,  be  made  without  adversely  affecting  some  pmnts 
or  interests.  It  is  our  opinion  that  no  adequate  reasons  exist  for  the 
further  suspension  of  the  sdiedules  in  question.  An  order  will  there- 
fore be  entered  to  vacate  and  set  aside  the  order  suspending  the 
operation  of  the  tariff  filed  by  the  Vicksburg,  Shreveport  &  Pacific 
as  its  No.  610-B,  L  C.  C.  No.  2679. 

Prior  to  the  order  of  suspension  the  Commission  received  protests 
that  the  suspended  tariff  omitted  from  the  ^list  of  stations  from 
which  rates  apply"  all  but  one  station  on  the  main  line  and  aU 
stations  on  the  Jena  branch  of  the  Louisiana  A  Arkansas  Bailwav, 
thus  canceling  the  joint  rates  from  these  points  carried  in  the  preced- 
ing or  present  tariff.  This  (xnission  is  alleged  by  large  shippers  of 
yellow-pine  lumber  from  the  affected  points  and  by  the  general 
freight  agent  of  the  Louisiana  &  Arkansas  Bailway  Company  to 

^ave  been  the  result  of  a  derical  error. 
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We  find  that  the  suspended  tariff  omits  52  stations  on  the  main 
line  and  the  Jena  branch  of  the  Louisiana  &  Arkansas  Railway 
that  are  carried  in  the  present  tariff,  and  includes  the  following 
points  on  the  Shreveport  branch  that  are  not  carried  in  the  present 
tariff:  Adner,  GroodwiU,  Liberia,  McLityre,  Princeton,  and  Shreve- 
port Both  tariffs  name  rates  from  AGnden,  the  junction  point  of 
the  main  line  and  the  Shreveport  branch ;  from  Winnfield,  the  junc- 
tion point  of  the  main  line  and  the  Rock  Island,  the  Tremont  &  Gulf 
Railway,  and  the  Louisiana  Railway ;  and  from  Coyle  and  Gleason, 
points  on  the  Dorcheat  Valley  Railroad,  an  Industrie  road  extending 
from  Cotton  Valley  on  the  Louisiana  &  Arkansas  to  the  timber. 
We  understand  that  a  clerical  error  is  responsible  for  the  omission 
in  the  suspended  tariff  of  the  stations  in  questicm,  and,  under  the 
circumstances,  we  shall  exi>ect  the  defendants  to  rectify  the  error 
and  remove  the  discrimination  apparently  resultinir  therefrom. 

2DI.0.G.B6P. 
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No.  3495. 
OHIO  FACE  BRICK  MANUFACTURERS'  ASSOCIATION 

V. 

ADAMS  EXPRESS  COMPANY  ET  AL. 


SvbmUUd  December  f7, 1910.    Beaded  April  10, 1911. 


For  the  tranffportalioii  of  sample  brick  the  expren  compsnies  aann  mefcfaandiie 
graduated  chaigee.  Due  to  the  peculiarly  favorable  characteristics  of  this  timffic 
from  a  transportation  standpoint,  the  charges  now  assessed  are  found  to  be  un  just 
and  imreasonable  in  so  far  as  they  exceed  merchandise  pound  rates,  with  a  mini- 
mum charge  of  35  cents. 

H.  H.  Henry  for  complainant. 

T.  B.  Harrison,  jr.,  for  Adams  Express  Company  and 
Express  Company. 

J.  D.  Lydlow  for  Wells  Fargo  &  Company. 

O^Brien,  Boardman,  PlaM  dk  lAtUeton  for  United  States  Exp 
Company. 

M.  C.  Thaaion  for  Pacific  Express  Company. 

Report  of  the  Commission. 

By  the  Commission: 

The  petitioner  in  this  case  is  a  volimtary  association  of  indiyiduab, 
firms,  and  corporations  engaged  in  the  manufacture  of  face  building 
brick  in  the  states  of  Ohio  and  Pennsylvaniai  and  in  the  course  of 
their  business  they  send  sample  brick  throughout  the  countiy^ 
employing  in  this  service  the  express  companies.  The  complaint 
alleges  that  the  rates  charged  are  excessivei  unreasonable,  and  unjust, 
and  that  complainants  are  subjected  to  undue  and  unreasonable 
prejudice  and  disadvantage. 

In  1896,  and  for  many  years  prior  thereto,  samples  of  brick  and 
terra  cotta  were  carried  at  merchandise  pound  rates,  witb  a  miniTn^m 
charge  of  30  cents  per  package.  About  1897  the  minimum  charge 
was  increased  to  35  cents,  the  rate  remaining  the  same.  In  1898  the 
graduated  charges  imder  base  rates,  ranging  from  40  cents  to  S6  per 
100  poimds,  were  materially  increased,  in  some  instances  40  per  cent. 
In  1903  the  chaiges  on  sample  brick  were  advanced  from  merchan- 
Use  pound  rates  to  merchandise  graduated  charges.    A  shipmeni, 
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weighing  12  pounds,  from  Ck)lumbus,  Ohio,  to  Chicago,  111.,  cost  35 
cents  on  May  24,  1902,  and  on  November  10,  1910,  a  shipment  of  the 
same  weight  between  the  same  points  cost  60  cents,  an  increase  of 
over  71  per  cent.  A  number  of  instances  similar  to  this  are  given 
in  the  record  as  illustrating  the  difference  in  the  charges  wrought 
bj  the  change  in  the  classification.  It  is  sufficient  to  say  that  the 
increase  in  charges  resulting  therefrom  is  substantiaL 

The  defense  of  the  present  rates  is  rested  largely  upon  the  value 
of  the  service  performed  by  the  express  companies;  that  is,  its  value 
to  the  manufacturers.  Defendants  call  attention  to  the  fact  that  the 
principal  means  employed  by  certain  brick  manufacturers  in  adver- 
tising their  business  is  to  send  out  these  samples  and  that  the 
express  charges  are  insignificant  in  comparison  with  the  value  of  the 
service  in  this  respect.  It  is  shown  that  in  certain  cases  sample 
brick  are  sent  to  architects  and  builders  for  use  in  connection  with 
proposed  construction;  that  other  sample  brick  are  sent  on  orders  by 
telegraph  or  telephone,  to  expedite  the  closing  of  a  contract  or  to 
save  the  delay  and  expense  which  would  be  incurred  in  sending  a 
traveling  salesman.  Defendants  fiuther  assert  that  where  their  rates 
are  lower  than  merchandise  rates  it  is  usually  because  the  express 
companies  get  shipments  in  heavy  weights  and  economize  in  wagon 
service. 

The  evidence  shows  that  the  brick  manufacturers  are  almost 
wholly  dependent  upon  the  express  companies  for  the  transportation 
of  their  samples.  They  can  not  ship  them  by  mail  because  even  one 
brick  exceeds  the  weight  limit;  neither  can  they  ship  by  freight 
because  in  most  instances  time  is  an  important  factor.  These  con- 
ditions are  such  that  the  express  companies  have  no  serious  com- 
petition for  this  business.  The  record  contains  a  niunber  of  exhibits 
showing  the  shipments  made  during  specified  periods  and  the  amoimts 
paid  therefor  by  the  manufacturers.  These  exhibits  indicate  that 
the  business  which  the  express  companies  derive  from  the  trans- 
portation of  sample  brick  is  very  considerable  and  extends  over 
a  wide  range  of  territory.  For  instance  the  record  shows  that  one 
manufacturer  paid  to  the  express  companies  for  the  transportation  of 
sample  brick  approximately  $60  per  month;  another  manufactiurer, 
S50  per  month;  and  another  averaged  over  S400  per  month.  It  is 
estimated  by  complainant  that  the  total  amount  paid  per  annmn  to 
express  companies  for  the  transportation  of  [sample  brid^  would 
amount  to  $180,000. 

The  average  shipment  contains  approximately  five  brick,  while 
the  weight  per  brick  is  5.6  pounds.  The  average  weight  of  all  ship- 
ments in  all  the  exhibits  filed  is  33  pounds,  while  the  average  revenue 
is  stated  to  be  88  cents  per  shipment. 
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The  express  classification  is  based  upon  merchandise  rates.  The 
service  rendered,  the  risk  involved,  the  space  occupied,  and  the  degree 
of  care  required  to  be  exercised  may  fairly  be  taken  as'  the  bases  upon 
which  the  charges  should  be  determined. 

The  service  rendered  in  the  transportation  of  these  brick  is  similar 
to  that  given  to  the  ordinary  express  shipment.  There  are  no  pecul- 
iar features  attaching  which  make  the  cost  of  service  more  than  the 
average,  but  on  the  contrary  there  are  certain  characteristics  which 
make  the  transportation  of  sample  brick  a  desirable  business  for  the 
carriers.  A  shipment  of  sample  brick  weighs  much  more  in  propor- 
tion to  the  space  occupied  in  wagons  and  cars  than  the  average  ^p- 
ment,  and  only  the  ordinary  care  in  handling  is  required.  No  risk 
is  borne  by  the  carriers  concerning  the  collection  of  charges,  as  aD 
shipments  are  prepaid.  Small  shipments  of  three  brick  or  less  are 
wrapped  in  corrugated  paper,  and  the  packages  may  be  piled  one 
upon  another  in  cars  or  wagons  without  risk  of  damage  to  themselves 
or  to  other  packages.  Larger  shipments  are  packed  in  wooden  boxes 
or  barrels,  thus  materially  increasing  the  weight  on  which  charges  must 
be  paid,  as  the  boxes  or  barrels  must  be  of  a  heavy,  substantial 
nature. 

In  this  connection  it  is  asserted  by  defendants  that  the  value  of  the 
article  carried  is  separated  from  the  other  elements  governing  the  rates 
and  is  made  the  basis  of  a  second  schedule,  which  is  in  the  nature  of 
an  insurance  charge,  and  which  is  added  to  the  express  charge  on 
articles  exceeding  $50,  or  50  cents  per  pound,  in  value.  We  think, 
however,  that  it  is  fundamentally  true  that  the  charges  of  common 
carriers  generally  bear  some  relation  to  the  risk  involved  in  the 
handling  of  particular  traffic,  and  that  in  adjusting  the  charges  on 
the  express  matter  here  involved  the  favorable  characteristics  in 
this  respect  should  receive  consideration,  especially  when  it  appears 
that  no  value  is  claimed  for  the  article  in  question  and  defendants 
charge  the  same  rates  as  for  jewelry,  silks,  fancy  dry  goods,  and  other 
articles  of  much  greater  value  and  Uability  to  injury.  In  fact,  in  the 
official  express  classification  we  find  the  following  item: 

11.  Valuation  chargee:  (a)  The  rates  governed  by  this  clasfflfication  are  based 
upon  a  value  of  not  exceeding  $50  on  each  shipment  of  100  pounds  or  less,  and  not 
exceeding  50  cents  per  pound,  actual  weight,  on  each  shipment  weighing  more  tfaaa 
100  pounds,  and  the  liability  of  the  express  company  is  limited  to  the  valae  abort 
stated  unless  a  greater  value  is  declared  at  time  of  shipment,  and  the  declared  vmhie 
in  excess  of  the  value  above  specified  is  paid  for,  or  agreed  to  be  paid  for,  under  the 
schedule  of  charges  for  excess  value  in  paragraph  (c)  of  this  rule. 

A  further  point  is  made  on  behalf  of  the  express  companies  that 

sample  brick  should  not  take  the  lower  rate  because  nothing  but 

the  samples  move  by  express.    In  this  connection  it  may  be  pointed 
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out  that  grain  samples  and  hop  samples  are  given  special  rateS|  and 
jet  neither  grain  nor  hops  move  by  express  in  any  considerable 
amount  except  as  samples.  Moreover,  it  may  be  added  that  what 
this  complainant  is  seeking  is  a  reasonable  rate  for  the  service  which 
it  requires,  and  the  question  of  what  other  traffic  may  or  may  not 
move  has  no  bearing  upon  the  determination  of  this  particular  issue. 

By  way  of  comparison  it  appears  that  wall  paper  samples  now 
take  the  same  rate  as  they  did  in  1896|  that  is,  merchandise  pound 
rates  with  a  minimum  charge  of  35  cents,  yet  they  are  not  so  desirable 
a  traffic  for  the  carriers  as  are  samples  of  brick.  Wall-paper  samples 
weigh  less  than  brick  samples  and  are  of  greater  bulk  in  proportion 
to  brick.  They  are  also  subject  to  damage  by  fire  and  water  as  well 
as  to  liabiUty  of  being  torn  in  handling.  While  it  may  be  true  that 
occasional  shipments  of  wall  paper,  other  than  samples,  move  by 
express,  it  is  manifestly  not  a  commodity  which  moves  in  that  man- 
ner to  any  considerable  extent. 

Investigations  which  the  Commission  has  made  indicate  that  the 
express  classification  has  been  revised  to  a  considerable  extent 
within  comparatively  recent  years,  and  of  148  changes  which  have 
been  counted,  more  than  80  per  cent  of  them  are  increases.  These 
increases  appear  in  most  instances  to  result  from  no  particular 
scientific  readjustment  of  rates,  nor  do  they  appear  to  be  due  to  any 
ascertainable  basis  which  can  be  said  to  justify  them.  The  case 
under  consideration  seems  to  be  one  of  this  character.  For  many 
years  the  express  companies  carried  the  commodity  in  question  under 
a  lower  classification  than  the  one  now  prevailing,  and  it  appears  that 
the  Great  Northern  Express  Company  and  the  Northern  Express 
Company  still  maintain  a  classification  which  carries  with  it  lower 

rates. 

Upon  the  whole  record  in  this  case  we  are  of  opinion  and  so  find 
that  the  charges  assessed  by  defendants  upon  sample  brick,  under 
the  classification  wliich  applies  the  merchandise  graduated  charges 
thereto,  are  unjust  and  unreasonable  in  so  far  as  they  exceed  the 
charges  which  are  assessed  at  merchandise  pound  rates,  with  a  mini- 
mum charge  of  35  cents. 

An  order  will  be  entered  in  accordance  with  the  foregoing  con- 
clusions. 

aOLO-aBap. 
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No.  3256. 
rUBNACE  RX7N  SAW  MILL  ft  LUMBER  (COMPANY 

V. 

BOSTON  ft  MAINE  RAILROAD  ET  AL. 


BubmUted  September  26, 191  J.    Decided  AprU  10, 191L 


Defendants*  rate  on  sproee  lath  and  Inmber  from  Boston  to  Toledo  not  foond  to 
be  nnjostly  discriminatory  or  unreasonable.    G(Mnplalnt  dismissed. 

/.  /.  Foley  for  complainant. 

Matthew  Hale  and  Charles  H.  Blatchford  for  defendanta 

Refobt  of  the  Commissiok. 

By  the  CoMMissioic: 

Complainant  is  a  corporation  with  principal  offices  at  Pittsburg, 
Pa.  Its  complaint,  filed  May  2,  1910,  attacks  as  unreasonable  and 
unjustly  discriminatory  defendants^  rate  on  spruce  lath  and  lumber 
from  Boston,  Mass.,  to  Toledo,  Ohio.  The  specific  complaint  is 
against  the  domestic  class  rate  of  19  cents,  Boston  to  Toledo,  whidi  is 
also  applicable  when  the  lumber  originates  in  Canada  and  Newfound- 
land and  is  transported  by  steamship  to  Boston. 

This  rate  is  alleged  to  be  unjustly  discriminatory  when  ccxnpared 
with  the  14-cent  import  rate  on  mahogany  logs  from  and  to  the  same 
points.  Petitioner  makes  no  reference  to  the  17-cent  import  rate  on 
spruce  from  Boston  to  Toledo.  Apparently  complainant's  claim  is 
based  in  large  part  upon  a  misunderstanding  of  the  tariffs,  as  the 
petition  is  directed  primarily  to  the  following  rule  in  defendants' 
import  tariffs: 

Rates  named  herein  apply  only  on  property  coming  from  foreign  ports  (exchi- 
sire  of  the  Maritime  Provinces  of  Canada  and  Newfoundland)  Into  the  United 
States  and  delivered  to  the  rail  carrier  direct  from  ship's  side  or  dock  of  the 
vessel  bringing  snch  property  to  Boston,  Mass.,  or  on  snch  property  received  by 
the  raU  carrier  from  customs-bonded  warehouse  or  appraiser's  stores  (not  Inter- 
nal-revenne  stores). 

This  rule  is  of  general  application  to  all  imported  lumber  of  what- 
ever diaracter  and  it  is  apparent  that  it  is  not  discriminatory  as  to 
spruce.  It  appears  from  the  tariffs  that  the  traffic  here  involved 
when  originating  in  the  Maritime  Provinces  of  Canada  and  New- 
foundland is  accorded  the  same  rates  as  though  it  was  of  dcHnestic 
origin. 
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Complainant's  evidence  consists  largely  of  comparisons  of  domestic 
mahogany  and  spruce  rates  between  representative  points  which  show 
varying  differentials  in  favor  of  spruce.  While  these  comparisons 
would  be  forceful  if  we  were  dealing  with  rates  of  like  kind  they 
can  not  be  accepted  as  a  guide  when  dealing  with  rates  as  dissimilar 
in  their  nature  as  are  import  rates  and  domestic  rates.  The  Com- 
mission and  the  courts  have  long  recognized  the  fundamental  dis- 
similarity of  conditions  under  which  such  rates  are  constructed. 

In  regard  to  the  import  rate  on  mahogany,  which  is  lower  than 
the  import  rate  on  spruce,  a  wood  of  much  less  value,  the  testimony  is 
that  the  Gulf  ports  are  the  natural  gateways  for  mahogany  to 
central  freight  association  territory;  that  a  small  part  of  the  traffic 
was  secured  by  the  lower  Atlantic  ports  through  the  trunk  lines 
meeting  competition  of  the  Gulf  carriers,  and  that  the  rail  lines 
from  Boston  have  to  make  similar  rates  to  get  any  of  the  traffic 
through  the  port  of  Boston.  It  is  shown  that  during  1909  central 
freight  association  territory  received  19,016  tons  of  mahogany  logs 
from  New  Orleans  via  Gulf  ports  and  54^3  tons  from  Atlantic 
ports,  of  which  1,988  tons  came  through  Boston.  For  the  first  6 
months  of  1910  the  Gulf  ports  handled  11,735  tons  and  the  Atlantic 
ports  2,288  tons,  1,149  tons  of  whidi  moved  via  Boston.  Mahogany 
does  not  move  from  or  through  Canada  or  Newfoundland  to  Boston, 
but  is  shipped  to  that  port  direct  from  Honduras  and  other  producing 
countries. 

Following  is  a  comparison  of  domestic  spruce  rates  from  Boston 
and  points  competitive  with  complainant  to  Toledo : 


To  Toledo  f  rom~ 


Bofton,  Mui.,  short  line 

Bo8ton.Ma« 

Qreen  wty.  Wit 

Belmont,  w.  Va 

Piiirkenbarf,W.Va 

Clifton,  W.v» 

Point  Pleaaant  W.  Va . . 

Central  aty.  W.  Va 

Kenova,W.  Va 

teencer.W.Va 

Kanawha,  W.Va 


MUeace. 


Rate  per 
100  pounds. 


796 
946 
441 
244 
287 
802 
815 


866 

806 
217 


CbUa 


19 
19 
10 
10 
10 
10 

9 
10 

9 
18 
12 


Rate  per 
ton-mile. 


JfttZt. 
4.8 
4.01 
4.6 
8.2 
8.4 
6.6 
6.7 
6.6 
4.9 
8.6 
9.7 


Upon  the  whole  record  we  are  of  opinion  that  complainant  has 
failed  to  show  any  violation  of  the  statute.  The  relation  in  the 
rates  on  mahogany  and  spruce  is  justified  by  the  dissimilar  cir- 
cumstances and  conditions  surrounding  the  traffic  which  are  shown 
to  prevail.  Moreover,  the  rate  from  Boston  to  Toledo  on  spruce 
lath  and  lumber  can  not,  upon  the  record  before  us,  be  said  to  be 
unreasonable  for  the  service  rendered.  The  complaint  will  be 
dismissed. 
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Na  3500,  Sub-Na  5,  Sub-Na  5-A,  Sub-Na  5-B,  Sub-Na  5-0,  Sub- 

Na  5-D;  and  Na  3539. 

IN  THE  MATTER  OF  THE  INVESTIGATION  OF  AD- 
VANCES  IN  RATES  ON  CEMENT  BY  CABBIEBS  IN 
TKANS-MISSOURI  TEBETIORY. 


Sw^miited  Fe^niarp  28^  1911,    Decided  AprU  4,  191L 


!•  The  principal  carriers  in  trana-Biissoori  territory  filed  with  the  OommlaBloB 
tarlila  which  were  to  become  effectlTe  S^itember  1,  1910^  containlnc 
new  ratee  and  chargee  npon  cement  from  what  is  known  aa  the  gaa  belt 
in  eastern  Kansas  and  Oklahoma,  and  embracing  snch  points  aa  lola 
and  Chanute^  Kana^  bat  extending  as  far  north  as  Sogar  Creek,  Mo.  la 
the  neighborhood  of  Kansas  Citj,  and  as  far  south  as  Dew^j,  Okla^  to 
points  in  Colorado,  Kanaws,  Nebraska,  and  in  oth^  statea  embracing  a 
wide  range  of  territory,  reaching  fnnn  Illinois  on  the  east  into  practicaUy 
all  trans-Missouri  and  tntermountaln  territory.  They  also  filed  tarUb 
naming  advances  from  Portland,  Colo^  to  points  diiefiy  in  CokwadOi, 
Nebraska,  Kansas,  and  Wyoming.  These  tariffs  are  now  suspended  untU 
July  1,  1911,  pending  an  tnrestigation  und»  the  proTlslons  of  sectfoa  IS 
of  the  statute  as  amended  June  18,  1010.  After  full  hearing  and  InTeatl- 
gation  of  the  matters  involTed  and  upon  all  the  facts  and  clrcumstanoes 
disclosed  by  the  record;  Held,  That  the  proposed  rates  are  not  con- 
demned between  the  following  points  of  origin  and  destination,  Tia, 
Portland,  Colo.,  to  all  destinations;  Kansas  City  territory  and  points  In 
Kansas  and  Oklahoma  to  points  in  Texas,  as  contained  in  Southwestern 
Lines  Tariff,  I.  C  C  Na  737,  Sup.  No.  6;  and  from  Bonner  Sprtn^i 
and  Yocenento,  Kana,  to  yarious  points  in  tho  states  of  Colorado,  Iowa. 
Kansas,  Missouri,  Nebraska,  Wyoming,  and  New  Mexico,  as  contained  in 
tariffs  I.  C.  a  No&  2318  (Sup.  No.  2),  2346,  and  2348  of  the  Union  Paclflc 
Railroad  Company.  With  these  exceptions,  the  propriety  of  the  new 
rates  and  charges  has  not  been  shown. 

2.  It  does  not  appear  of  record  that  such  of  the  presoit  cement  ratea  aa  it  la 
held  should  not  be  advanced  fall  to  pay  their  due  proportion  of  the 
gmeral  burden  of  transportation.  Some  of  them  are  now  materially 
higher  than  th^  were  for  a  long  period,  during  which  there  was  a  con- 
siderable movemoit  and  the  business  had  adjusted  itself  thereta 

8.  The  carriers  publishing  said  tariff^  are  requested  to  withdraw  them  fbrth- 
with.  If  such  action  be  not  taken  on  or  before  the  15th  day  of  May. 
1011,  the  Commission  will  issue  an  order  directing  the  maintenaiioe  ot 
the  present  rates  for  a  period  of  two  years  from  that  date 
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E.  J.  McVcm/n  and  C.  E.  ChMde  for  Sunderland  Brothers. 

L.  T.  Sunderland  for  Ash  Grove  lime  &  Portland  Cement  Com- 
pany. 

H.  O.  Koch  for  lola  Portland  Cement  Company. 

B.  E.  AUison  for  United  Kansas  Portland  Cement  Company. 

James  C.  Jeffery  and  H.  J.  CampbeU  for  Missouri  Pacific  Railway 
Company. 

IF,  F.  Dickinson  for  Chicago,  Hock  Island  &  Pacific  Railway  Com- 
pany; Chicago,  Rock  Island  &  Gulf  Railway  Company;  Chicago, 
Rock  Island ,&  El  Paso  Railway  Company;  and  Trinity  &  Brazos 
Valley  Railway  Company. 

Henry  A,  Scandrett  and  Howard  Bruner  for  Union  Pacific  Rail- 
road Company. 

George  H.  Crosby  for  Chicago,  Burlington  &  Quincy  Railroad 
Company. 

D.  L.  Meyers  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

W.  F.  Cowherd  for  St.  Louis  &  San  Francisco  Railroad  Company ; 
St  Louis  &  San  Francisco  Railroad  Company  of  Texas;  and  FcHrt 
Worth  &  Rio  Grande  Railroad  Company. 

J.  W.  Allen  for  Missouri,  Kansas  &  Texas  Railway  Company. 

Report  of  the  Commission. 

McChord,  Commissioner: 

The  Commission  entered  an  order  on  July  13,  1910,  initiating  an 
investigation  into  the  propriety  of  certain  new  rates  and  charge^  on 
c^nent  which  were  stated  in  a  number  of  tariffs  filed  by  the  Atchison, 
Topeka  &  Santa  Fe  Railway  Company,  St.  Louis  &  San  Francisco 
Railroad  Company,  Union  Pacific  Railroad  Company,  Denver  &  Rio 
Grande  Railroad  Company,  Missouri,  Kansas  &  Texas  Railway 
Company,  Missouri  Pacific  Railway  Company,  and  by  F.  A.  Leland, 
agent.  The  rates  involved  are  from  points  in  what  is  known  as  the 
Gas  Belt,  which  lies  south  of  Kansas  City  and  embraces  such  points 
as  lola  and  Chanute,  and  also  from  points  as  far  north  as  Sugar 
Creek,  Mo.,  in  the  neighborhood  of  Kansas  City,  and  as  far  south 
as  Dewey  in  Oklahoma,  to  points  in  Colorado,  Kansas,  Missouri, 
Nebraska,  Wyoming,  Montana,  Arizcma,  New  Mexico,  and  Texas  and 
in  other  states.  The  points  of  destination  to  which  the  proposed 
rates  apply  cover  a  wide  range  of  territory  extending  from  Illinois 
and  Tennessee  on  the  east  to  trans-Missouri  and  intermountain  ter- 
ritory on  the  west.  The  suspended  tariffs  also  include  rates  from 
Portland,  Colo.,  in  the  vicinity  of  Pueblo,  to  points  chiefly  in  Colo- 
rado, Nebraska,  Wyoming,  Kansas,  and  Missouri. 

Many  of  the  new  rates  involve  increases  ranging  fr<Mn  cme-half  to 
5  cents  per  100  pounds.  A  few  of  the  proposed  advances  are  in  excess 
of  5  cents.    Many  rates  which  are  now  17^  cents  are  20  cents  in  the 


i*i 
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ji.  -L-xij^u  "M^-^  Kii£  ^0R  a:*  X  3i3iil«'  of  points  where  the  increase 
£  —■'•a  ^  sens-  ^  iS  :~ic=  p^  ICO  p™m^  Th«  tari&  also  contain 
^icn;  ::^rii:^.irs.  i>x  '^^^  azcear  to  be ■onimpcrtant  in  ocnnparison 
vni  :;ie  &r~'i::v.'n&  i-i';  se  =amas  fnnkiT  admit  that  the  new  tariffs 
«^  £«»£  5w  n.?  T-iTTo*  ■;  skut^s^  additional  reveDiM. 

rt'»-Trj^7  tJ.  ^i2«  :ar-:&  laiier  cooadentioD  wem  propoacd  to 
iw-'c*  i**-c-^  >-7r2ii.;«-  1,  IT-l?,  b^i  the  effective  date  was  post- 
■^nnK  X'  y--^:^^r-  ^  :;::,  i:^i  br  ordos  of  the  Cooimisraoa  the 
3»:rjfe  ■»™:t  rirtiier  si^iaioK  :a  J^ily  1,  19LL 

Jtt  A  liT^--^  '.  -  1  ■  ".  ,-!!riLi=  jn>i  loas  of  coneat  in  the  gas  belt — 
Txnw  7  ^.«  Xr^  .-~.— »  I--g  1  F.-rtland  Cemoit  Company,  United 
S.t::^«*  ^'-'^  ^-i  vec:«;c^  CvcraiLj,  and  the  I<Ja  Pcfftland  Cement 
v-'CT-J"" — :  -^i  »  ~r-'«  "'  illeciz2ih*t  certain  proposed  new  rates 
iT^  ---'x--.^?~  TT-.-cL  7«-z.:~  in  i^.*  £»=  belt  to  points  in  Colorado,  Ke- 
;rcsi"t-  Vc-iTW  y-i — .-,  Kiz-rJis.  and  Missouri  were  unreason- 
i^;;«  trc  i.'^.-T'^.iza^.TT,  I:  s  suied  by  the  ooroplainants  that  the 
1^^^;;^  fsf  S:l:  ^  ^i!  lirecit  wi&c£t-prodiicing  district  in  the  United 
<Ciro>  <v,v-c  :>^  IjcC,^  Viliev  dLitri<:t.  and  that  complainants 
rrcir««i'l  jrvv-.J.'.'r-irti^j  tw,j-tiurds  of  the  oitire  production  of  said 
;^_.^^  l\.^  :  ,-i:<frs  al-s."  A-cirlaiiwd  of  the  adjustment  which  gives 
rv»YV,  O'vt-  ^-■■»fr  n:ei  ;hi=  the  Kansas  gas  belt  to  many  points 
.-*"-_  Oi"i>.-.'CL''J  »r-i  T*ia5.  wb«e*s  to  p<Mn(s  east,  north,  and  west 
'-  M'**.-*;r,  Kir:;*>»  0^ -ori-uv  WvomLng,  Netwaska,  Iowa,  and  Soath 
ivk^i,  IVwYT  bt>  ;:.*  sa=>e  raie^  ts  the  Kansas  gas  belt.  Thev 
fu-il-trr  <vT.-;V»ir^  rr.«  ^■.;^ar  Creet,  Mo^  has  lower  rates  than  the 
Karlias  t*;  bc.t  to  EJir..v  pn'ir.:^;  on  the  north,  east,  and  west,  when>a<i 
to  i-v;v.ts  Av.:h.  t^".iru-  Crr*±  his  as  low  rates  as  the  Kansas  gas  belt. 
TV  m^w  Ml.-?  »'--.a  ohiryes  specifically  compJained  of  are  cmtaineJ 
in  th*  ur;:T<  ir.o'iKi»>l  in  the  aboT*-nientioned  order  of  iuTestigation 
of  the  O.VHmission.  ir.d  thene  complainants  were  heard  in  connection 
»ith  this  gononU  inrestigation.  While  their  petition  also  assails 
the  piwent  r»tes  on  the  traffic  in  questitm,  that  subject  has  not  formed 
•  part  of  the  piwsint  inquiry,  which  is  confined  to  the  advances  pro- 
ptt«d  to  be  made  offecUve  September  1,  1910,  and  later.  CompUin- 
ants*  represenUtive  upon  the  hearing  sUted  that  it  was  their  inten- 
titm  to  attack  the  present  adjustment  of  rates  from  the  Kansas  pas 
belt  in  a  futur«  proceeding,  in  event  the  proposed  advances  be  not 

Commifagon. 

aaniestly  contend  that  the  cement  bu^neas  io  the 
is  in  a  "Ungnishing  if  not  deplorable  condition;" 
ion  in  E&ttsas  has  very  materially  decreased;  and 
,ve  on  hand  large  quantities  of  product  whidi  can 
except  at  a  loss.  AJa  officer  of  one  of  the  miUs  te»- 
lad  been  a  decrease  of  46  per  cent  in  the  movanent 
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to  Colorado  points,  while  the  movement  of  cement  fixHn  other  pro- 
ducing points  is  in  a  healthy  c(mdition.  It  is  said  that  official  sta- 
tistics of  production  show  that  the  district  in  whidi  Hannibal  is 
situated  increased  its  output  35  per  cent  during  October,  1910,  as  com- 
pared with  October,  1909.  While  it  is  alleged  that  these  conditions 
are  attributable  to  freight  rates,  the  record  does  not  justify  a  specific 
finding  to  that  effect,  as  there  may  be  and  doubtless  are  many  com- 
mercial and  competitive  conditions  which  have  a  bearing  upon  this 
condition.  Still  we  feel  that  the  freight-rate  adjustment,  as  will  be 
hereinafter  shown,  has  not  been  entirely  without  its  effect  upon  the 
situation  here  presented. 

The  most  important*  of  the  proposed  advances  contained  in  the 
suspended  tariffs  under  consideration,  and  concerning  which  there 
is  protest,  involve  two  separate  sets  of  rates — one  covering  the  move- 
ment of  cement  from  points  in  the  gas  belt  to  Colorado  common 
l)oints,  Denver  to  Trinidad,  inclusive ;  the  other,  the  movement  from 
the  gas  belt  to  points  in  Nebraska,  Kansas,  and  Wyoming.  The  tes- 
timony is  that  changes  in  the  tariffs,  both  advances  and  reductions, 
other  than  those  from  and  to  the  territory  above  defined,  were  made 
for  the  purpose  of  creating  a  better  alignment  of  rates  than  now 
obtains.  An  examination  of  the  suspended  tariffs  themselves  indi- 
cates that  this  is  generally  true. 

Each  witness  on  behalf  of  defendants  testified  that  the  controlling 
factor  in  publishing  the  new  rates  was  the  need  of  the  carriers  for 
more  revenue.  In  this  connection  it  was  agreed  at  the  hearing  that 
the  record  in  what  is  known  as  the  advance  rate  cases  might  be  con- 
sidered in  connection  with  the  present  proceeding. 

The  entire  record  in  the  case  leads  to  the  belief  that  the  carriers 
expected  the  general  showing  made  by  them  in  the  so-called  Wester^i 
Advance  Rate  case,  to  justify  the  new  rates  and  charges  named 
in  the  tariffs  suspended  herein.  In  so  far  as  the  justification  by 
the  carriers  of  these  particular  advances  depends  upon  the  alleged 
need  of  additional  revenue  from  their  operations  generally,  including 
cement,  the  decision  of  the  Commission  rendered  in  In  re  Investiga- 
tion of  Advances  in  Rates  hy  Carriers  in  Western  Trunk  Line,  Trans- 
Missouri,  and  Illinois  Freight  Committee  Territories,  .20  L  C.  C. 
Rep.,  307,  must  be  considered  as  conclusive. 

The  carriers  further  justify  the  proposed  advances  on  the  ground 
that  cement  rates  are  in  themselves  at  present  so  low  as  to  be  un- 
remunerative.  The  testimony  of  defendants'  witnesses  is  that  the 
rates  on  cement  have  been  discussed  by  the  carriers  for  a  number 
of  years  with  a  view  to  readjusting  them  upon  a  higher  basis,  com- 
mercial and  competitive  conditions  having  forced  them  down  to  a 
point  where  they  are  imremunerative.  Upon  the  proposition  that 
the  present  rates  are  unreasonably  low,  the  record  is  very  meager. 
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Bearing  in  mind  that  cement  is  generaUy  recognized  to  be  (uie  of 
the  lowest  grade  c(«Dmodities  from  a  transportation  standpoint,  the 
comparison  shown  in  the  two  tables  above  is  significant.  It  ap- 
pears of  record  that  the  average  loading  of  cement  from  the  gas  belt 
is  over  50,000  pounds  per  car,  an  amount  considerably  higher  than 
the  average  minimnm  weight  on  cement  in  this  territory,  which  is 
88,000  pounds. 

We  are  not  convinced  that  cement  moving  from  the  gas  belt  to  the 
territory  involved  in  this  proceeding,  does  not,  under  all  the  circum- 
""ces  and  conditions,  bear  its  proporticm  of  the  transportation 
len  of  the  carriera. 
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In  addition  to  the  foregoing  general  features  of  the  case,  however, 
all  parties  concerned  have  introduced  testimony  and  exhibits,  brie& 
have  been  filed,  and  argument  has  been  had  relating  particularly  to 
the  propriety  under  the  statute  of  the  proposed  advanced  rates  and 
their  reasonableness  per  se.  In  the  consideration  of  this  phase  of  the 
case,  first,  as  to  the  rates  from  the  gas  belt  to  points  other  than  Colo- 
rado points,  we  may  take  as  fairly  representative  the  advances  made 
to  points  in  the  western  part  of  Nebraska ;  that  is,  west  of  a  line  from 
Hastings  to  Superior,  and  also  to  points  north  of  Hastings,  such  as 
those  on  the  Ericson  and  Sargent  branches  of  the  Burlington  and  on 
the  Burwell  Branch  of  the  Union  Pacific  in  Nebraska.  The  short 
line  to  this  territory  is  through  Superior,  Nebr.,  although  it  is  stated 
that  there  is  a  considerable  movement  via  Kansas  City  and  St.  Joseph. 

The  justification  for  these  particular  advances,  as  stated  by  the 
freight  traffic  manager  of  the  Burlington  and  generally  acquiesced  in 
by  other  witnesses,  was  as  follows : 

We  thought  that  we  ought  to  have  more  money  for  handling  cem^it  and  went 
to  work  to  change  the  rates  to  bring  that  about.  Our  theory  is  that  the  rate 
from  Hannibal,  Mo.  (on  the  Mississippi  River),  should  be  as  low  as  it  is  from 
lola.  Our  actiou  in  making  these  dianges  was  to  tliat  ext^it  in  the  nature  of 
realignment  of  the  rates.  I  think  the  rates  as  proposed  to  l>e  advanced  are 
reasonable  rates — ^fair  "rates.  I  do  not  know  of  any  reason  why  they  can  not  do 
business  on  them.  I  think  any  rates  lower  than  the  proposed  rates  would  be 
below  a  reasonable  basis.  My  reasons  to  substantiate  tliat  statement  are,  I 
think,  they  would  be  unnecessarily  reduced.  I  think  what  lola  wants  is  a 
parity;  ch(»y  want  to  meet  their  competition,  and  I  think  we  have  our  rates 
adjusted  so  they  can. 

The  distance  from  Hannibal  to  western  Nebraska  and  Wyoming 
stations  affected  by  the  advance  is  in  some  instances  more  than  200 
miles  greater  than  from  the  gas  belt.  As  illustrating  this  adjustment, 
there  is  cited  the  rate  from  Chanute,  Kans.,  to  Fort  Laramie,  Wyo., 
which  is  40  cents,  while  the  rate  from  Hannibal  to  Fort  Laramie  is 
88  cents,  the  length  of  the  latter  haul  being  143  miles  greater  than 
the  former.  It  was  stated  that  while  the  carriers  seek  to  place  Han- 
nibal on  a  substantial  parity  with  the  gas  belt,  this  policy  is  not 
foUowed  so  as  to  give  each  producing  section  the  same  rates  to  con- 
suming points  in  Iowa,  southern  Minnesota,  and  the  Dakotas,  to 
which  the  distance  from  the  two  points  is  more  nearly  equal.  An 
intervener,  engaged  in  the  cement  business  at  Omaha^  Nebr.,  obtain- 
ing its  supply  from  the  gas  belt,  stated  at  the  hearing  that  its  prin- 
cipal competition  in  Nebraska,  aside  from  producing  points  in  the 
Kansas  gas  belt  other  than  those  from  which  he  buys  and  with 
whose  dealers  he  has  exclusive  contracts,  is  from  St  Louis  and  Han- 
nibal, Mo.,  and  Portland,  Colo. 

We  have  examined  the  proposed  tariffs,  showing  new  rates  to 
290  stations  on  the  Burlington,  located  in  Kansas,  Nebraska,  Colo- 
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ndo,  and  Wyoming,  for  the  porpoGe  of  ascatuning  the  rdstiTe 
advances  from  the  gas  bdt,  St.  Louis  and  Hannibal^  Mo^  and  from 
Portland,  Colo.    The  results  are  set  forth  bdow : 
A4r«mee»  from  gma  bau 

Ajdrance  of  )  cent  per  100  pounds  to Zl  rtadcwa 

AdTSBce  of  1  cent  per  100  poonds  to-_ 40  statlona 

AdTance  of  li  c«it«  per  100  ponuds  to 6  stattoaa 

Advance  of  2  cents  per  100  ponnda  to 4  Btatlooa 

AdvaDce  of  21  eaya  per  100  ponnda  to 15  statkna 

Advance  of  3  cents  per  100  pounds  to 6  ""M™* 

AdTsnce  of  3i  cents  per  100  pounds  to 10  staHooa 

Advance  of  4  coits  per  100  pounds  to 1  statkm. 

Advance  of  4J  cents  per  100  poonds  to 20  ststl«»a 

Advance  of  5  cents  per  100  pounds  to 142  statloaa. 

Advance  of  9}  c^its  per  lOO  poaofls  to 2  stattoaa 

Not  advanced 24  statiMts. 

Total 290  statlona 

Adcaiux*  frwn  SI.  Louis  and  Hannibal  to  the  tame  tialiona. 

Advance  of  i  cent  per  100  pounds  to 40  etatlooa 

Advance  of  1  cent  per  100  pounds  lo 64  statlooa 

Advance  of  1}  cents  pa  100  pounds  to 1  tatka. 

Advance  of  2  cents  per  100  pounds  to 10  Btathma 

Advance  of  2}  cents  per  100  pounds  to 21  sUtUna 

Advance  of  3  cents  per  100  poonds  to 4  ttatlona 

Advance  of  4  cents  per  100  pounds  to 1  station. 

Not  advanced .. 149  statlona 

Total 200  statkHM. 

Advancea  from  Portland,  Colo.,  to  the  game  itattotu. 

Advance  of  1  cent  per  100  ponnds  to 9  stathma. 

Advance  of  li  cents  per  100  pounds  to 31  staUona 

Advauce  of  2  cents  per  100  pounds  to 16  stattoaa 

Advauce  of  2}  cents  per  100  pounds  to.. 
Advonce  of  3  cents  per  100  poaods  to.._ 

Advance  of  81  cents  per  100  pounds  to 2  staUoaa. 

Advonce  of  4i  cents  per  100  pounds  to 3  Btatlona 

Advance  of  6  cents  per  lOO  pounds  to 3  statloaa 

130  stotknu. 


tion  of  the  earnings  received  by  the  carriers  from  the 
i  three  producing  sections,  Portland,  St  Louis,  and 
riot,  to  the  Burlington  stations,  an  exhibit  filed  at  the 
le  avernge  per-ton-per-mile  revenue  derived  from  tbe 
i  foltowR :  The  present  Portland  rate  yields  9.1  mills; 
LouiH  rate,  7.6  mills;  and  tbe  present  rate  from  tbe 
Ills;  while  the  proposed  advances  from  Chanute  and 
belt  would  yield  12.4  mills.  It  is  shown  that  the 
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character  of  the  haul  from  Portland  to  the  Nebraska  points  is  over 
mountainous  grades  and  that  it  is  a  two-line  haul,  as  is  the  haul  to 
these  points  from  the  gas  belt,  and  it  appears  from  the  annual  re- 
port that  the  average  per-ton-per-mile  revenue  on  the  Burlington 
for  all  traffic  in  1909  was  7.89  mills,  which  is  lower  than  the  earnings 
on  cement  to  many  of  the  stations,  certain  of  which  aw  shown  in  the 
table  hereinbefore  given. 

As  to  the  rates  between  the  gas-belt  points  and  the  CJolorado  com- 
mon points,  the  carriers  in  presenting  their  justification  of  these  new 
rates  and  charges  state  that  originally  cement  from  Missouri  River 
points  to  Colorado  points  took  the  class-C  rate  in  the  western  classi- 
fication, which  was  40  cents  per  100  pounds.  There  was  no  movement 
under  this  rate,  and  a  conmiodity  rate  of  20  cents  was  established 
applicable  to  mixed  shipments  of  various  building  materials,  such 
as  cement,  lime,  plaster,  and  stucco.  The  first  commodity  rate  on 
cement  from  points  in  the  Kansas  gas  belt  proper  to  Colorado  points 
was  a  rate  of  20  cents,  established  December  18,  1900.  It  is  not 
claimed  that  there  was  much,  if  any,  movement  cm  this  rate.  The 
following  year,  in  September,  1901,  this  rate  was  reduced  to  15  cents 
in  order  to  meet  the  competition  of  a  cement  plant  established  at 
Portland,  Colo.,  just  west  of  Pueblo,  the  rate  from  Portland  to  Colo- 
rado points  having  been  fixed  at  5  cents.  This  15-cent  rate  remained 
in  effect  for  seven  years.  In  1908  the  rates  from  the  Kansas  gas  belt 
to  Colorado  points,  and  from  Portland  to  the  same  points,  were  in- 
creased to  17.5  and  7.5  cents,  respectively.  Within  a  few  months  the 
Portland  rate  was  reduced  to  5  cents  without  a  corresponding  re- 
duction from  the  Kansas  gas  belt*  In  the  suspended  tariffs  it  is 
now  proposed  to  make  the  rate  from  the  Kansas  gas  belt  20  cents, 
and  the  rate  from  Portland  7.5  cents. 

Although  the  carriers  contend  that  it  is  now  their  purpose  to  place 
the  rate  from  Kansas  on  the  same  basis  as  formerly,  namely,  20  cents 
to  Colorado  common  points,  it  appears  that  the  20-cent  rate  was  in 
effect,  many  years  ago,  only  for  a  period  of  nine  months,  and  that 
there  was  no  movement  on  it  The  15-cent  rate  was  in  effect  for 
about  seven  years,  during  which  the  movement  was  heavy,  and  it  has 
already  sustained  one  increase,  namely,  in  1908,  from  15  to  17.6  cents 
per  100  pounds. 

Comparing  the  rates  to  Colorado  points  from  the  Kansas  gas  belt 
and  from  Portland  to  the  same  points,  it  will  be  noted  that  these  rates 
were  15  cents  and  5  cents,  respectively,  for  seven  years,  and  that  this 
adjustment  resulted  in  a  difference  of  10  cents  in  favor  of  the  nearer 
mills.  The  gas  belt  producers  were  thereafter  subjected  to  an  advance 
to  17.5  cents,  and  although  the  rate  from  Portland  was  at  the  same 
time  advanced  to  7.5  cents,  it  was  shortly  restored  to  5  cents,  thereby 
resulting  in  a  material  change  in  the  long-standing  relationship  of 
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f9li»  u\  lift  iIaadT«uap  if  die  sm  belt.    It  am  hartib'  be 

dut  die  race  dmi  die  Timw  as  »t.  whick  is  tmw  ±3 

IM  pnnniis.  -ir  iPTyr^^maT^y  17  oir  -aBt  higher  tfasL  it  was  for 

jewBA  yeasa^  us  beea  oorcBd  iowii  jq  jh  mnHimnBiatrpg  hriri 

Toe  ois&u-v  )f  tLlB  mre  fmnL  die  Kjin^^w^  as  beic  fin  CoioEBdo 
(senmuHL  pniniB  jeema  jQ  imiiram  disc  die  ffarrrarif  hafe  beoi  crjisg 
CO  reach,  an  aci  Jismenr  'limii^  j.  axnoas  <if  «apggiuigmarTiTn.  ^axt- 
ing^  /Mit  with  a.  rare  of  jlj  ynrR,  wfiTcrh  was  fiiomi  to  be  ao  bi^  thai 
die  trafic  w/miii  oat  nin^'^  T!ie  *ate  was  diexeiipmL  redisced  to  15 
een&L  wii^e  ic  rranaineit  5ir  i  period  if  ^evcgx  joaiSv  'feyfwg  which 
cime  n.;i>re  Tia  a  oiur^ceti  ie^'*ioi:iiniiic  iil  die  ■*■■««■"''  indnstry  tzi  the 
gatu  'cj0dz  tnd  a  ana™  au;^enit*nr  ^^*m!e  ji  die  CoIoKnio  poinca^  The 
mdaatrj  hamn^  iKcame  ii^eil  '^fffahnaheti  and  the  ^■piii^flt  norxng 
frftftly  on  die  l.i-*!f*rxC  race  tiir:::^  dus*  jearv.  die  carriers  then  ad- 
wzxicp^i  rrie  mr.*  ro  IT  SI  <:?^ni>.  T!ie  tni£i:  contmised  to  move  at 
that  rate^  and  it  ia  now  proposed  to  advance  the  rate  to  20  cents, 
wblr.h  wonid  mean  a  total  advance  of  33^  per  ccat  over  the  rate 
whi«:h  obtainefl  d-ring  a  loo^  pmod  when  tiie  moTonent  was  heavr. 
To  m%ch  points  aa  Boolder  and  Greel^,  north  of  DkenTer,  where 
there  ia  said  to  be  a  Terj  large  coognmption  of  cement  in  connection 
witli  extensive  irri^tion  projects,  the  adTance  is  as  much  as  5  cents 
per  100  ponnda. 

With  the  exeepiion  of  the  tariffs  naming  new  rates  and  diarges 
upon  ccsnent  originating  at  Portland,  Cokx,  and  of  the  Southwest- 
era  Linea  Tariff,  and  the  tariff  naming  rates  from  Bonner  Springs 
and  Yocemento,  hereinafter  referred  to,  we  hare  not  been  convinced 
of  the  propriety  of  the  new  rates  and  charges  named  in  the  sdied- 
nlea  of  rates  suspended  in  this  proceeding,  and  we  shall  ask  the  car- 
rier* to  withdraw  the  proposed  tariffs  forthwith.  If  snch  action  be 
not  takf'n  on  or  before  the  15th  day  of  May,  1911,  the  Commission 
will  iMue  an  order  directing  the  maintenance  of  the  present  rates 
for  a  period  of  two  years  from  that  date.  It  is  suggested,  however, 
f  iiat  inamnuch  as  there  has  been  an  apparent  attempt  in  many  of  the 
tnrifffl  to  realign  the  rates  and  correct  certain  irregularities,  it  would 
Iw  \Hii  ier  for  the  carriers  not  to  render  it  necessary  for  the  Commis- 
Kion  to  i^Hue  an  order  in  connection  with  these  rates,  as  the  matter 
will  then  l)e  left  open  for  such  readjustments  as  the  carriers  may 
ihmm\  to  make  from  time  to  time,  always  being  guided,  however,  by 
(ho  concluHions  herein  announced,  but  without  being  bound  by  an 
Al)nol ute  order  proHcribing  the  present  rates  for  a  period  of  two  years. 

Concerning  the  advances  which  have  been  published  from  the 
Porllnnd,  (^)lo.,  producing  district,  the  carriers  which  are  parties  to 
Uio  tnriffN  appeared  at  the  hearing  and  defended  the  proposed  new 
ratiia.    The  producers  at  thoee  points,  howeyer,  did  not  attend  the 
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hearing  and  have  entered  no  appearance  in  the  present  investigation. 
It  does  not  appear  that  the  new  rate  from  Portland  to  Denver  of 
7.5  cents,  upon  which  there  is  a  very  considerable  movement,  is  too 
high  when  compared  with  a  rate  of  the  same  amount  from  lola  to 
Kansas  City,  upon  which  there  is  also  considerable  movement,  the 
former  haul  being  the  longer  and  more  difficult  Upon  the  record 
we  are  not  convinced  of  the  impropriety  of  the  new  rates  and  charges 
stated  in  these  particular  tariffs,  and,  therefore,  the  order  suspending 
them  will  be  canceled  without  prejudice  and  Uiey  will  be  permitted 
to  go  into  effect. 

Another  tariff  which  has  been  suspended,  but  concerning  which 
there  seems  to  be  no  reason  for  its  further  suspension,  is  Southwestern 
Lines  Tariff  I.  C.  C.  No.  737,  Supplement  6,  to  which  a  large  number 
of  carriers  are  parties  and  which  names  new  rates  from  Kansas  City 
territory  and  points  in  Kansas  and  in  Oklahoma  to  points  in  Texas. 
This  tariff  appears  to  be  merely  a  realignment  of  rates  already  in 
effect  and  to  contain  only  such  modifications  of  previously  existing 
rates  as  are  necessary  to  bring  about  the  equalization  desired.  In  the 
process  of  realignment  some  advances  have  occurred,  but  these  apply 
to  only  a  small  proportion  of  Texas  destinations.  Upon  the  record, 
the  order  suspending  this  tariff  will  be  canceled  without  prejudice. 

What  is  said  concerning  the  tariffs  mentioned  in  the  two  fore- 
going paragraphs  is  true  in  a  general  way  of  tariffs  I.  C.  C.  No.  2318 
(Sup.  No.  2),  2346,  and  2348,  filed  by  the  Union  Pacific  Railroad 
Company,  naming  rates  from  Bonner  Springs  and  Yocemento,  Kans., 
to  points  in  Colorado,  Iowa,  Kansas,  Missouri,  Nebraska,  Wyoming, 
and  New  Mexico.  The  Union  Pacific,  through  its  witness,  explained 
the  changes  contained  in  these  particular  tariffs  as  being  more  an 
effort  to  republish  cement  rates  upon  a  somewhat  more  scientific 
basis  than  as  an  attempt  to  increase  the  rates  therein,  and  we  find, 
upon  examination  of  said  tariffs,  that  they  contain  many  reductions 
and  readjustments  of  this  nature.  Indeed,  one  producer  at  Yoce- 
mento appeared  and  testified  as  to  the  general  fairness  of  the  new 
rates  named  in  these  tariffs.    Upon  the  record,  the  order  suspending 

them  will  be  canceled  without  prejudice. 
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"L  A  rnle  in  the  tariff  providing  that  diipments  of  coal  ^ould  not  be  weltfied 

except  at  point  of  origin  found  unreasonable. 
2.  CSharges  assessed  for  the  transportation  of  coal  from  DiamondTille,  Wjo, 

to  Anaconda,  Mont,  found  to  have  been  unjust  and  unreasonable  becanae 

assessed  on  overweights.    Reparation  awarded. 

James  A.  WdUh  for  complainant. 

/•  L.  Wines  and  P.  L.  WUUams  for  Oregon  Short  Line  Railroad 
Company. 
/•  C.  Maring  for  Butte,  Anaconda  &  Pacific  Railway  Company. 

Report  of  the  Commissiok. 

By  the  Commission  : 

The  complainant  is  engaged  in  the  coal  business  at  Anaconda, 
Mont,  under  the  name  of  Washoe  Cool  Company,  llie  petiticm,  filed 
Octob<nr  19, 1909,  alleges  that  charges  collected  by  defendants  for  the 
transportation  of  coal  in  carloads  from  Diamondville,  Wyo.,  to  Ana- 
conda, Mont.,  were  unjust  and  unreasonable  because  they  were  as- 
sessed upon  a  greater  tonnage  than  the  shipments  in  fact  contained. 
Reparation  is  asked. 

The  record  shows  that  during  the  period  from  September  26, 1906, 
to  February  11,  1909,  complainant  caused  to  be  shipped  over  de- 
fendant's lines  from  Diamondville  to  Anaconda  17  carloads  of  coal 
on  which  charges  were  assessed  and  collected  at  the  rate  of  $3.25 
per  ton,  based  on  weights  aggregating  1,665,200  poimds,  stated  in  the 
waybills  issued  by  the  Oregon  Short  Line  Railroad  Company,  the 
initial  carrier.  The  total  charges  amounted  to  $2,705.95.  The  ship- 
ments were  reweighed  at  destination  by  the  Butte,  Anaconda  &  Pacific 
Railway  Company,  and  a  shortage  was  disclosed  as  to  each  car, 
which  amounted  in  the  aggr^ate  to  90,940  pounds.  Reparation  is 
asked  for  the  difference  between  the  charges  exacted  and  charges  that 
^ould  accrue  if  based  on  the  actual  tonnage  of  the  shipments. 
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There  is  no  question  that  the  stated  shortage  in  fact  existed.  The 
complainant's  evidence  clearly  so  shows,  and  nothing  was  offered  to 
the  contrary.  The  delivering  carrier  admits  its  liability.  The 
initial  carrier  denies  liability,  and  places  its  defense  upon  a  provi- 
sion in  its  tariff,  as  follows: 

Item  8. — Weighing  coal. — Charges  mast  be  aaseflsed  by  using  weights  ob- 
tained by  weighing  over  track  scales  at  point  of  origin,  subject  to  minimum 
weights  provided  In  tariff.  In  weighing  coal,  billing  agents  must  show  gross, 
tare,  and  net  weights  on  all  waybills  In  the  usual  way  and  must  Indicate  In 
every  case  whether  actual  or  marked  tare  Is  used.  Shipments  covered  by  such 
waybUIs  must  not  be  rewelghed. 

The  defense  offered  is  that  under  this  provision  there  was  no 
authority  to  reweigh  the  coal  at  destination,  and  that  imder  the 
terms  of  said  provision  complainant  is  absolutely  bound  by  the 
weights  given  at  the  point  of  origin  and  as  stated  in  the  waybills. 

The  actual  weight  of  shipments  constitutes  the  true  basis  upon 
which  to  assess  transportation  charges.  The  question  is  one  of  fact. 
As  was  said  in  Potter  Mfg.  Co.  v.  C.  <&  G.  T.  Ry.  Co.^  5  I.  C.  C.  Rep., 
514: 

The  question  Is  one  of  fact  to  be  determined  In  a  manner  Just  to  both  parties, 
and  as  to  which  the  ew  parte  action  of  either  party  can  not  conclude  the  other. 

The  provision  in  Uie  tariffs  that  ^^  shipments  covered  by  such 
waybills  must  not  be  reweighed,''  is  in  our  opinion  a  manifestly  un- 
just and  unreascMiable  requirement  and  constitutes  no  valid  defense 
in  a  case  where  the  question  at  issue  is  the  correct  weight  upon 
which  transportation  charges  are  to  be  assessed. 

Upon  the  record,  we  are  of  opinion  and  find  that  the  charges 
asseased  and  collected  were  unreasonable  to  the  extent  that  they  ex- 
ceeded charges  that  would  have  accrued  if  assessed  up<Hi  the  actual 
tonnage  of  the  shipments  as  shown  by  the  evidence.  An  order  will 
be  entered  requiring  the  Oregon  Short  Line  Bailroad  Company  to 
cease  and  desist  from  enforcing  the  requirement  of  its  tariff  provision 
herein  condemned,  and  awarding  reparation  in  the  sum  of  $147.78, 
with  interest  from  March  1, 1909. 
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No.  8078. 
SWEENEY,  LYNES  &  COMPANY 

V. 

NEW  YOEK,  PHILADELPHIA  &   NORFOLK  RAILROAD 

COMPANY  ET  AL. 


SubmUted  November  25,  1910.    Decided  AprU  10^  1$U. 


Defendants*  rates  for  refrigeration  of  strawberries  from  Norfdlk  and  Only, 
Va.,  and  Pittsrille  and  Marion,  Md.,  found  to  be  unreasonable,  and  nuud- 
mum  rates  prescribed  for  future.    Reparation  doiied. 

Ernest  TF.  MitcheU  for  complainant. 

TJiomas  R.  WiOcox  for  New  York,  PhUadelphia  &  Norfolk  Rafl- 
road  Company;  Pennsylvania  Railroad  Company;  and  Baltimore, 
Chesapeake  &  Atlantic  Railroad  Company. 

Repobt  of  thb  Commission. 

CiMMXJsrrBy  Chairman: 

Complainant  is  a  copartnership,  engaged  in  the  whdesale  fmituLnd 
produce  business  at  Boston.  Its  complaint,  filed  June  25, 1910,  dial- 
lenges  the  reascmableness  of  defendants'  refrigeration  rates  on  straw- 
berries fr<»n  Norfolk  and  Only,  Ya.,  and  Marion  and  PittsviUe,  Md. 
Reparaticm  is  asked  on  an  aggregate  of  IQ  shipments  during  the 
month  of  May,  1908.  The  claim  was  submitted  informaUy  January 
25, 1910.  The  following  table  presents  the  rate  situation  frcxn  1906 
to  1910: 

lOOG. 


Thirtf-two-qatft  onitieB. 

Fii  Xf  rtgllt-^OMtCBitM. 

OA^bA^  ^--^—^^  .^^baA^^ 
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Rtfwioe 
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800 

20 

Ma  66 

' 

1006. 


NoftsDc.... 


800 


19 
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1907. 


Norfolk.:... 
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300 

18 

$64.00 

300 

27 

$64.00 

160 

34 

240 

30i 

40.30 

160 

83 

40.50 

130 

41 

300 

16 

48.00 

300 

34 

48.00 

160 

30 
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18 

43.30 

160 

30 

48.50 
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36 

$64.40 
40.» 
48.00 
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The  above  rates  for  1906  and  1906  were  testified  to  by  defendants 
at  the  hearing.  There  were  no  refrigeration  tariffs  filed  prior  to 
1907.  It  will  be  noted  that  in  1909  and  1910  there  are  two  minima 
with  different  rates  per  crate.  Taking  the  60-quart  minima  from 
Norfolk  in  1910  as  representative,  defendants  explain  that  the  120- 
crate  minimum  and  rate  apply  on  shipments  in  excess  of  120  crates 
unless  the  160-crate  minimum  and  rate  make  a  lower  aggregate 
charge.  Thus,  as  the  per-car  charge  for  160  crates  at  34  cents  is 
$54.40,  132  crates  would  be  charged  at  the  41-cent,  or  120-crate,  rate, 
inasmuch  as  the  revenue  per  car  would  be  $54.12.  On  the  other  hand, 
as  the  charges  on  133  crates  at  41  cents,  the  120-crate  rate,  would 
amoimt  to  $54.63,  or  in  excess  of  the  160-crate  minimum  charge,  the 
latter  basis  would  be  substituted.  Upim  examination  we  find  that 
defendants'  refrigeration  tariff  provides  that  ^^all  rates  apply  on 
mipiTPinTi  of  packages  shown  and  will  be  charged  for  whether  car 
contains  the  minimum  or  not,  excess  to  be  charged  in  proportion." 
Under  this  rule  apparently  the  120-crate  minimum  would  apply  only 
cm  shipments  of  less  than  that  quantity  and  the  160-crate  minimum 
on  any  number  of  crates  in  excess  of  120.  This  rule  should  be 
amended  to  definitely  express  the  intent  of  the  carriers  as  evidenced 
by  their  present  practice. 
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Upon  basis  of  the  estimated  weight  per  crate,  the  lower  mininm 
are  approximately  12,000  pounds  and  the  higher  minima  15,000  to 
16,000  pounds.  The  distance  from  Norfolk  to  Boston  is  576  miles, 
and  from  the  other  points  an  average  of  about  100  miles  less. 

Upon  consideration  of  the  whole  record  we  find  that  defendants' 
refrigeration  charges  as  applied  to  the  minima  in  effect  are  unrea- 
sonable to  the  extent  they  exceed  the  following: 
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We  do  not  think  this  ib  a  case  in  which  reparation  should  be 
awarded.  In  the  case  of  Anadarko  Cotton  Oil  Co,  v.  A.^  T.  db  S.  F. 
Ry.  Co.^  20  I.  C.  C,  43,  we  said : 

A  rate  reasonable  In  view  of  tbe  drcamstances  and  conditions  when  It  la 
establlBbed  may  in  coarse  of  time  become  tmrensonable  by  rirtne  of  cfaanced 
drcnmstances  and  conditions.  It  is  manifestly  Impracticable  for  tbe  carrlcra 
or  tbe  Commission  In  such  a  case  to  determine  at  wbat  exact  time  in  tbe  icrsdtui 
process  of  cbanges  tbe  rate  becomes  unreasonable.  ^  ^  ^  It  wtraM  be  a 
manifestly  barsb  mle  tbat  would  assume  a  rate  now  condeomed  as  anreasooabl* 
to  bare  been  so  for  a  period  of  two  years,  or  tbat  of  tbe  statute  of  Ilmltattooik 
In  tbe  past  as  a  basis  for  tbe  payment  of  money  by  tbe  carriers  on  past  rtUp- 
ments,  especially  when  no  complaint  bad  been  made  against  tbem  within  that 
period.  Certain  it  is  that  the  law  establishes  no  such  presumption,  nor  Is  It  • 
necessary  sequence  that  the  rate  has  been  unreasonable  for  any  period  In  tbe 
past  Neither  does  it  seem  that  the  bona  tide  action  of  the  carriers  in  tbe  pt— 
WBXj  exercise  of  their  Judgment  witliin  reasonable  limits  should  always  tw  at 
their  peril  of  liability  for  reparation  for  the  diiference  between  rates  Inltlatid 
upon  their  Judgment  and  later  changed  upon  the  Judgment  of  the  CoiHiiilssfci^ 
Therefore  the  awarding  of  reparation  by  no  means  necessarily  follows  tbe  redac^ 
tioo  of  a  rate,  whether  by  tbe  Toluntary  action  of  tbe  carriers  or  by  order  of  tto 
OommiasioQ. 

Accepting  the  testimony  as  to  the  1905  and  1906  rates  as  comet, 
there  have  been  gradual  reductions  from  1905  to  1906,  and  this  down- 
ward tendency  is  continued  in  1909  and  1910,  both  in  the  reduction 
of  the  rate  and  the  establidmient  of  alternative  minima.  In  riew  of 
these  gradual  and  material  concessions,  the  defendants  moA  be  pn> 
sumed  to  have  acted  in  good  faith  in  the  exerdae  of  their  judgiMot, 
and  the  present  record  is  not  convincing  that  an  order  for  reparatioo 
should  issue. 

An  order  will  be  entered  in  accordance  with  these  views. 

soLaa 
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No.  8358. 
BOOKWALTER  WHEEL  COMPANY 

V. 

TENNESSEE  CENTRAL  RAILROAD  COMPANY  ET  AL. 


Submitted  February  tS,  2921,    Decided  May  1, 1911. 


Claim  for  reparation  based  on  alleged  misronting  of  shipment  from  Fourteen  Mile 
Switch,  Tenn.,  to  MiamisboiK,  Ohio,  denied.    Complaint  dismisBed. 

C.  Z.  Boohaalter  and  C.  S.  Brady  for  complainant. 

Thomas  Tfl  White  for  Tennessee  Central  Railroad  Companj\ 

M,  R,  Watte  for  Cincinnati,  Hamilton  &  Dayton  Railway  Company. 

Report  of  the  Commission. 

Meyer,  Coinmisstover: 

The  complainant  is  a  corporation  engaged  in  the  manufacture  of 
vehicle  wheels  at  Miamisburg,  Ohio.  By  complaint,  filed  June  25, 1910, 
it  alleges  that  it  has  been  charged  an  unreasonable  rate  on  a  shipment, 
September  6,  1909,  of  one  carload  of  rough  hickory  rim  strips  from 
Fourteen  Mile  Switch,  Tenn.,  a  station  on  the  Tennessee  (Antral  Rail- 
road, to  Miamisburg,  Ohio.  The  car  arrived  at  Miamisburg  over  the 
Cincinnati,  Hamilton  &  Dayton  Railway.  Complainant  contends  that 
delivery  should  have  been  made  by  the  Cleveland,  Cincinnati,  Chicago 
&  St.  Louis  Railway,  hereinafter  designated  the  Big  Four,  and  seeks 
refund  of  a  switching  charge  of  $27.96  incurred  in  order  to  secure  such 
delivery. 

There  is  no  railroad  agent  at  Fourteen  Mile  Switch  and  the  conduc- 
tor of  the  freight  ti-ain  received  the  car  on  September  6  with  written 
instructions  showing  consignee,  Bookwalter  Wheel  Company,  destina- 
tion, Miamisburg,  Ohio,  but  no  routing.  The  car  was  hauled  to 
Monterey,  Tenn.,  the  nearest  agency  station,  where  the  instructions 
were  given  to  the  agent  of  defendant  Tennessee  Central,  who  on  the 
same  day  waybilled  the  car  to  destination  via  the  Cincinnati,  Hamil- 
ton &  Dayton.  From  Monterey  the  car  moved  over  the  Tennessee 
Central  Railroad  to  Emory  (rap,  Tenn.;  Cincinnati,  New  Orleans  & 
Texas  Pacific  Railway  to  Cincinnati;  Cincinnati,  Hamilton  &  Dayton 
Railway  to  Miamisburg.  It  was  refused  by  consignee  because  of 
wrong  delivery.     At  Miamisburg  there  was  no  physical  connection 
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between  the  Cincinnati,  Ebimilton  &  Dayton  and  the  Big  Four.  The 
car  was  therefore  switched  by  the  Cincinnati,  Hamilton  &  Dayton  to 
Dayton,  delivered  to  the  Big  Four  and  returned  via  that  road  to 
Miamisburg,  where  a  charge  of  $27.96  for  the  switching  service  was 
collected  in  addition  to  the  rate  for  the  transportation  from  point  of 
origin  to  Miamisburg  on  the  Cincinnati,  Hamilton  &  Dayton.  The 
rate  from  Fourteen  Mile  Switch  to  Miamisburg  via  either  the  Cincin- 
nati, Hamilton  &  Dayton  or  the  Big  Four  was  21i  cents  per  100  pounds. 
The  car  left  the  line  of  the  Tennessee  Central  at  Emory  (Jap  on  the 
morning  of  September  7,  and  reached  Miamisburg  on  the  line  of  the 
Cincinnati,  Hamilton  &  Dayton  on  September  10. 

The  complainant  asserts  that  the  consignor,  on  September  7,  pre- 
sented to  the  agent  at  Monterey  a  bill  of  lading  of  that  date  showing 
origin,  **14  Mile  Switch;"  consignee, ' *Book waiter  Wheel  Co.;"  desti- 
nation, '* Miamisburg,  Ohio;"  route,  "Big  Four  delivery;"  that  it 
was  signed  by  the  agent  and  returned  to  consignor,  but  notwithstand- 
ing the  fact  that  the  agent  the  day  before  had  voluntarily  routed  the 
car  Cincinnati,  Hamilton  &  Dayton  delivery,  no  effort  was  made  by 
him  to  correct  his  routing.  It  is  contended  that  this  all^^  derelic- 
tion on  the  pail  of  the  agent  resulted  in  the  misrouting  and  consequent 
overcharge. 

The  Tennessee  Central  asserts  that  the  bill  of  lading,  though  dated 
September  7,  was  not  actually  presented  to  the  agent  until  September 
10,  by  which  time  the  car  had  reached  destination,  and  that  it  was  jus- 
tified, in  the  absence  of  any  routing  instructions  whatever,  in  routing 
the  car  Cincinnati,  Hamilton  &  Dayton  delivery,  via  which  route  the 
rate  to  destination  was  as  low  as  via  the  route  claimed  by  complainant. 

At  the  hearing  the  agent  at  Monterey  testified  that  before  way- 
billing  the  shipment  he  asked  the  shipper  what  delivering  carrier  be 
wanted  at  Miamisburg  and  was  informed  that  he  did  not  know.  The 
agent  wired  his  general  freight  agent  for  information  as  to  rate 
divisions  and  route  and  was  instructed  to  waybill  the  car  via  Cincin- 
nati, Hamilton  &  Dayton.  This  was  done,  and  the  agent  stated 
that  he  next  heard  from  the  shipper  on  September  10,  when  he  tele- 
phoned about  the  car,  and  that  afternoon  brought  the  bill  of  lading; 
that  he  signed  the  bill  of  lading  without  noticing  the  date,  September 
7,  but  could  not  say  that  the  routing  *'  Big  Four  delivery  "  was  on  it 
at  that  time; 'that  if  he  had  noticed  the  routing  he  would  not  have 
signed  the  bill  of  lading,  in  view  of  his  previous  action  in  billing  the 
car  via  the  Cincinnati,  Hamilton  &  Dayton.  The  complainant  sub- 
mitted in  evidence  the  original  bill  of  lading  and  one  of  the  two 
carbon  copies  thereof.  Both  of  these  exhibits  indicate  that  the 
notation  ^^Big  Four  delivery ''  is  in  a  writing  different  from  the  other 
writing  thereon  and  that  an  erasure  was  probably  made  before  such 

routing  was  inserted. 
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The  agent  further  stated  that  he  knew  it  was  on  the  10th  of  Septem- 
ber that  the  bill  of  lading  was  presented,  because  he  went  ahead,  after 
receiving  the  telephone  call  from  the  shipper  on  the  morning  of  the 
10th,  and  made  another  waybill  for  the  car,  thinking  it  was  still  at 
Fourteen  Mile  Switch,  and  when  the  bill  of  lading  arrived  in  the  after- 
noon he  found  the  car  had  already  moved  on  the  waybill  made  out  on 
the  6th;  that  he  thereupon  voided  the  second  waybill  and  the  impres- 
sion copy  thereof  contained  in  his  records.  This  impression  copy, 
which  was  submitted  in  evidence,  bears  date  of  September  10,  and 
is  marked  *'void  account  duplicate  W.  B.  17."  The  impression 
copy  of  the  original  waybill  of  September  6,  also  submitted,  is 
numbered  "17." 

The  complainant  makes  no  allegation  that  there  was  any  under- 
standing or  agreement  between  it  or  the  consignor  and  the  Tennessee 
Central  that  shipments  tendered  without  specific  terminal  delivery 
instructions  would  be  r(5uted  via  the  Big  Four.  The  Tennessee  Cen- 
tral states  that  its  records  show  that  four  cars  of  hickory  rim  strips 
moved  from  Fourteen  Mile  Switch  to  complainant  at  Miamisburg during 
the  period  from  March,  1909,  to  March,  1910,  and  on  none  of  them 
did  the  shipping  instructions  specify  terminal  delivery.  No  evidence 
was  offered  by  the  complainant  in  rebuttal  of  the  agent's  testimony  or 
in  explanation  of  the  apparent  fact  that  the  insertion  on  the  bill  of 
lading  of  **Big  Four  delivery"  is  in  a  writing  different  from  the  other 
writing  shown  thereon.  On  the  record  we  can  not  hold  that  the 
allegations  of  the  complainant  have  been  sustained,  and  that  any  of  the 
defendants  herein  misrouted  the  shipment  in  question.  The  agent 
was  careless  in  signing,  on  September  10,  a  bill  of  lading  dated  Sep- 
tember 7,  but  his  action,  regardjess  of  whether  the  routing  '*  Big  Four 
delivery  "  was  then  in  the  bill  of  lading,  can  not  render  his  company 
liable  for  misrouting,  because  on  September  10  the  shipment  was  in 
the  possession  of  the  Cincinnati,  Hamilton  &  Dayton  Railway. 

An  order  of  dismissal  will  bo  entered  in  accordance   with  these 

conclusions. 
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Matrinioi  it'  Mvrray  for  comj^aiztant. 
Claris  X  BwrA  for  dfsfwdjmU 

SUTTLEMZIKTAL  RcFOKT  OF  THE  OOXMISSION. 

The  ongiiial  report  in  this  case,  17  I.  C.  C.  Rep.,  60,  disposed  of  all 
questioxis  at  issue  except  the  claim  for  reparation,  and  the  case  was 
held  op^i  to  permit  complainant  to  prove  what  damage,  if  any,  it 
had  sustained  by  reason  of  the  undue  preference  of  Memphis  over 
Cairo,  which  was  condemned  in  the^  original  report.  Complainant 
has  now  submitted  in  detail  its  claim  for  damages,  and  the  items 
thereof  have  been  verified  by  defendants'  accounting  officers.  Hear- 
ing has  been  had  on  the  claim  for  reparation,  briefs  have  been  filed, 
and  the  case  has  been  argued  orally  b^ore  the  Commission. 

The  undisputed  evidence  is  that  during  the  time  ^dien  Cairo  was 
subjected  to  undue  prejudice  upon  shipments  of  lumber  complainant 
was  forced  to  reduce  or  shrink  its  profits  on  lumber  handled  through 
Cairo  by  an  amount  equal  to  the  advantage  in  freight  rates  enjoyed 
by  the  Memphis  dealer,  and  its  claim  for  reparation  is  based  upon 
the  advantage  in  freight  rates  which  accrued  to  the  Memphis 
(Icalcr.  Each  of  the  shipments  included  in  the  claim  was  sold  by 
complainant  f.  o.  b.  point  of  destination.  That  is  to  say,  com- 
plainant quoted  to  its  customer  a  price  on  each  carload  of  lumber 
which  included  the  freight  charges  to  destination.  Upon  receipt  of 
the  lumber,  the  purchaser  remitted  to  complainant  the  amount  of 
invoice,  minus  the  freight  charges,  and  such  amount  was  accq>ted 
"omplainant  in  settlement  of  the  account.    It  is  therefore  clear 
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that  complainant  actually  paid  the  freight  charges  upon  the  ship- 
ments which  are  included  in  its  claim. 

The  claim  consists  of  a  statement  showing  the  weight  and  freight 
charges  upon  numerous  carloads  of  lumber  shipped  by  complainant 
between  May  13, 1903,  and  September  8, 1908,  from  Cairo  to  the  com- 
petitive territory  defined  in  the  original  report;  and  in  connection 
with  each  shipment  out  ^f  Cairo  there  is  shown  the  movement 
of  an  equivalent  amount  of  lumber  into  Cairo  from  points  on  defend- 
ants' lines  in  Mississippi,  together  with  the  weight  of  and  freight 
charges  upon  the  inbound  shipment.  Defendants  admit  the  move- 
ment of  the  lumber  and  payment  of  charges  into  Cairo  as  set  forth  in 
the  exhibit,  and  complainant  has  submitted  bills  of  lading  and  paid 
freight  bills  covering  each  item  thereof.  Upon  this  showing  com- 
plainant has  imdoubtedly  established  prima  facie  the  fact  that  it  was 
damaged  by  the  unlawful  adjustment  of  rates  as  between  Cairo  and 
Memphis,  and  has  indicated  with  mathematical  accuracy  the  meas- 
ure of  its  damage.  Therefore  it  remains  to  be  determined  whether 
the  arguments  relied  upon  by  defendants  in  support  of  their  conten- 
tion that  reparation  should  not  be  awarded  are  well  founded. 

1.  Defendants  assert  that  no  legal  basis  for  reparation  has  been 
established  because  the  damages  sought  by  complainant  are  specu- 
lative and  uncertain.  They  contend  that  it  is  in  the  very  nature 
of  things  impossible  for  complainant  to  say  in  respect  of  the  sale  of 
limiber  in  a  large  consuming  market,  such  as  Chicago,  just  to  what 
extent,  if  any,  the  price  was  controlled  by  Memphis  prices,  or  to  what 
extent  it  was  controlled  by  the  prices  at  other  lumber  markets,  such 
as  Nashville,  Louisville,  Evansville,  and  St.  Louis. 

In  the  original  report  we  found  that  Memphis  is  the  largest  wholesale 
hardwood  market  in  the  United  States,  and  that  it  enjoys  certain 
privileges  in  respect  of  yarding,  grading,  and  sorting  in  transit  not 
accorded  to  other  lumber  markets  which  draw  their  material  from  the 
same  producing  territory.  This  being  true,  it  is  a  fair  conclusion  that 
a  dealer  not  located  at  Memphis  who  purchases  his  lumber  from  the 
same  territory  as  a  Memphis  dealer  must  meet  the  Memphis  dealer's 
price  in  the  sale  of  substantially  all  his  lumber  at  competitive  con- 
simiing  points.  It  may  be  true  that  in  certain  instances  lumber  sold 
by  complainant  was  not  at  a  disadvantage  in  competition  with  Mem- 
phis, because  it  may  have  been  drawn  from  a  producing  point  or  sold 
at  a  consuming  point  where  Cairo  had  a  natural  advantage  over 
Memphis.  But  it  must  be  remembered  that  this  claim  for  reparation 
is  limited  to  an  amount  of  lumber  equivalent  to  the  amount  pur- 
chased by  complainant  at  points  in  Mississippi  where  both  Cairo  and 
Memphis  dealers  were*in  the  maricet  for  the  purchase  of  lumber.  And 
as  to  lumber  bought  in  Mississippi  territory  and  sold  in  competitive 
consuming  territory,  we  think  it  clear  that  the  Cairo  dealer  had  to 
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meet  the  Memphis  prices  or  lose  the  business.  It  follows,  therefore, 
that  the  profits  to  which  he  was  reasonably  entitled  were  diminished 
to  the  extent  of  the  unlawful  advantage  in  freight  rates  enjoyed  by 
the  Memphis  dealer. 

2.  Defendants  assert  that  reparation  should  not  be  awarded  because 
the  identity  of  the  inbound  and  outbound  shipments  of  lumber  was 
not  preserved  at  Cairo,  and  there  is  no  proqf  that  the  outbound  lumber 
from  Cairo  was  the  same  lumber  that  was  shipped  into  Cairo  from 
Illinois  Central  and  Yazoo  &  Mississippi  Valley  points. 

As  heretofore  noted,  complainant's  claim  for  reparation  relates  to 
lumber  shipped  from  Cairo  to  various  points  in  the  territory  covered 
by  the  old  Memphis  reconsigning  tariff.  The  bills  of  lading  covering 
these  shipments  from  Cairo  have  been  produced  in  evidence  and 
shown  to  correspond  in  quantity  with  the  biUs  of  lading  and  expense 
bills  on  lumber  from  various  points  on  the  Illinois  Central  and  Yaxoo 
&  Mississippi  Valley  railroads  into  Cairo.  It  is  not  contended  by 
complainant  that  the  lumber  actually  shipped  out  of  Cairo  is  the 
same  lumber  that  was  shipped  from  said  points  of  origin  into  Cairo. 
For  reasons  stated  in  the  original  report,  it  was  and  is  impracticable 
to  preserve  the  identity  of  the  inbound  and  outbound  lumber  at  the 
yarding  point,  and  no  such  requirement  was  a  prerequisite  to  securing 
the  reshipping  rate  out  of  Memphis  under  the  old  tariff.  As  we  found 
in  the  original  report,  considerable  limiber  is  brought  into  Cairo  by 
river,  while  a  comparatively  small  amount  moves  into  Memphis  by 
river.  All  of  this  lumber,  received  by  both  river  and  rail,  was  indis- 
criminately yarded,  stacked,  and  graded  at  both  Cairo  and  Memphis. 
It  is  true  that  the  Memphis  reconsigning  tariff  did  not  apply  to 
limiber  received  at  Memphis  by  river;  but,  when  once  piled  in  the 
yards  at  Memphis,  there  was  no  way  of  determining  what  proportion 
of  the  contents  of  an  outbound  carload  of  lumber  consisted  of  river 
lumber  or  limiber  received  by  rail.  And,  as  we  understand  it, 
lumber  which  did  not  move  into  Memphis  over  defendants'  lines 
could  have  been  and  was  shipped  out  over  their  lines  at  the  reconsign- 
ing rates  by  the  improper  manipulation  of  expense  biUs.  llie  Mem- 
phis dealer  not  having  been  required  to  preserve  the  identity  of  the 
lumber  so  yarded,  we  fail  to  see  how  it  can  reasonably  be  said  that 
reparation  should  be  denied  complainant  in  this  case  because  it  did 
not  do  what  was  not  required  of  its  competitor  at  Memphis. 

Complainant  has  presented  only  shipments  covered  by  inbound  paid 
freight  bills  from  points  on  defendants'  lines,  and  it  has  shown  that 
an  equivalent  amount  of  lumber  moved  from  Cairo  to  destinations 
within  the  territory  involved. 

Moreover,  the  damage  resulting  from  undue  prejudice  is  of  neces- 
sity only  partially  measured  by  the  disparity  in  rates  as  applied  to 

1  traffic  actually  moved  and  that  there  is  usually  present  in  such 
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cases,  an  element  of  damage,  due  to  inability  of  the  shipper  to  com- 
pete in  common  markets,  which,  by  reason  of  its  speculative  char- 
acter, can  not  become  the  subject  of  reparation.  We,  therefore,  feel 
that  complainant  may  reasonably  estimate  its  damages  upon  the  basis 
of  the  traffic  actually  handled  from  the  territory  of  production  to  Cairo 
and  the  reshipment  of  an  equivalent  amount  to  the  territory  of  con- 
sumption involved  in  this  proceeding. 

3.  Defendants  contend  that  while,  imder  the  old  reconsigning 
tariff,  Memphis  had  the  advantage  of  Cairo  at  many  points  of  desti- 
nation, Cairo  also  had  the  advantage  of  Memphis  at  many  points  of 
destination,  and  that  these  advantages  of  Cairo  are  such  as  to  pre- 
vent the  conclusion  that  on  the  whole  Memphis  had  the  advantage  or 
that  complainant  suffered  any  loss.  The  former  report  of  the  Com- 
mission indicates  that  in  the  rate  tables  there  set  forth  the  recon- 
signing combination  on  Memphis  produced  lower  rates  than  the  com- 
bination on  Cairo  in  138  instances;  and  that  imder  the  newly  issued 
tariff  the  reconsigning  combination  on  Memphis  produces  lower 
rates  than  the  combination  on  Cairo  in  47  instances.  Owing  to  the 
thousands  of  rates  involved,  it  is  impracticable  to  set  them  forth  in 
detail  in  this  report,  and  we  can  only  say  that,  from  an  examination  of 
the  rates,  and  of  the  loose  provisions  of  the  old  Memphis  reconsigning 
tariff  under  which  manipulation  of  inbound  expense  bills  was  possible, 
it  seems  clear  that  Cairo  had  the  advantage  in  rates  between  the  points 
in  question  in  few,  if  any,  instances,  and  that  imder  the  old  tariff  any 
rate  figured  into  and  out  of  Memphis  on  basis  of  the  reconsigning  rates 
then  in  force  was  more  or  less  a  paper  rate,  because  of  the  possible 
manipulation.  Therefore  the  tables  relied  upon  by  defendants  to 
prove  that  in  certain  instances  Cairo  had  the  advantage  in  rates  can 
not  be  accepted  as  showing  the  actual  situation.  Moreover,  the  claim 
presented  by  complainant  relates  only  to  points  as  to  which  Cairo 
was  at  a  disadvantage.  It  is  fairly  to  be  assiuned  that  as  to  points 
where  Cairo  had  an  advantage  in  rates,  if  any  existed,  it  must  have 
been  based  upon  some  valid  reason,  otherwise  the  rate  would  have 
constituted  an  undue  discrimination  against  Memphis.  In  preparing 
its  claim,  complainant  has  used  as  a  basis  of  comparison  the  difference 
between  the  rate  from  point  of  origin  to  Cairo  plus  the  rate  from  Cairo 
to  destination  as  compared  with  the  rate  to  Memphis  plus  the  old 
reconsigning  rate  from  Memphis;  that  is,  the  paper  rate  via  Memphis. 
While  under  the  loose  practices  which  were  possible  under  the  old 
Memphis  tariff  it  is  now  out  of  the  question  to  determine  what  rates 
were  actually  paid  by  shippers  through  that  point,  or  to  determine 
definitely  the  exact  extent  of  the  discrimination  against  Cairo,  as 
opposed  to  the  advantages  and  disadvantages  indicated  by  the  tariffs 
on  file,  we  are  not  inclined  to  accept  defendants'  contention  on  this 
point;  for  that  would  amount  merely  to  deciding  that  complainant 
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should  be  denied  reparation  in  respect  of  traffic  which  was  the  sub- 
ject of  unjust  discrimination  because  on  certain  other  traffic  it 
received  the  rat^s  to  which  it  was  fairly  entitled.  In  our  opinion 
no  such  theory  of  the  administration  of  the  act  to  regulate  commerce 
is  tenable. 

4.  Defendants  contend  that  complainant  has  been  guilty  of  laches. 
This  contention  is  without  merit.  The  complaint  was  filed  Februaiy 
2,  1907,  within  a  reasonably  short  time  after  the  Commission  was 
empowered  by  law  to  deal  effectively  with  rate  discriminations.  On 
April  23,  1907,  complainant  filed  an  amendment  to  its  petition,  set- 
ting forth  its  claim  for  reparation;  but  by  order  of  the  Commission 
the  details  respecting  the  claim  for  reparation  were  not  put  in  evi- 
dence until  the  main  question,  whether  or  not  Cairo  was  subjected  to 
undue  prejudice,  had  been  determined.  That  pomt  having  been  de- 
cided in  the  affirmative,  complainant  proceeded  seasonably  to  pre- 
sent proof  of  its  damages.  Inasmuch  as  the  claim  was  filed  within 
one  year  after  the  passage  of  the  law  of  June  29,  1906,  the  claim  is 
not  limited  to  causes  of  action  which  accrued  within  two  years  prior 
to  filing  the  complaint,  and,  as  we  understand  it,  all  of  the  shipments 
involved  in  the  claim  are  within  the  statute  of  limitations  upon 
actions  of  this  nature  within  the  state  of  Illinois. 

5.  Defendants  contend  that  reparation  should  not  be  awarded 
because  the  proper  parties  are  not  before  the  Commission,  and 
allege  that  connecting  carriers  participated  in  the  so-called  shrinkage 
of  the  rates  from  Mempliis  under  the  old  reconsigning  tariffs.  Depo- 
sitions were  taken  upon  this  point,  but  the  testimony  is  vague  and 
confficting,  and  we  are  unable  to  make  a  definite  finding  as  to  whether 
the  connecting  lines  did  or  did  not,  as  a  rule,  participate  in  the 
shrinkages.  It  is  rather  suggested  by  the  record  that  certain  lines 
did  participate  in  the  shrinkage  and  others  did  not,  dependent 
upon  the  agreements  respecting  divisions  of  joint  rates  between  the 
several  carriers.  We  are  of  opinion,  however,  that  determination  of 
that  point  is  immaterial  to  this  case.  The  Memphis  tariff  was 
issued  and  maintained  by  the  defendants,  although  connecting 
carriers  were  parties  to  it.  In  Independent  Refiners*  Asso.  v.  W,  N.  Y. 
dk  P.  R.  R.  Co.f  6  I.  C.  C.  Rep.,  378,  we  held  that  carriers  und^  a 
joint  rate  are  severally  Uable  for  damages  resulting  from  any  viola- 
tions of  the  act  in  which  they  participate,  and  that  where  the  law 
specifically  provides  for  the  individual  UabiUtyof  any  carrier  con- 
cerned for  the  full  amount  of  damages  sustained  through  enforced 
payment  of  excessive  transportation  charges  or  other  practices  made 
unlawful  by  the  statute,  it  is  not  necessary  to  have  all  the  carriers 
over  any  particular  route  before  the  Commission  to  enable  it  to 
direct  reparation  for  wrongs  which  have  been  infficted  upon  shippers 

ider  any  such  charges  or  practices.     In  this  respect  the  law  is  the 
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same  to-day  as  when  that  point  was  decided  by  tho  Commission,  and 
we  are  of  opinion  that  an  award  for  any  damages  sustained  by  com- 
plainant in  connection  with  this  traf&c  may  run  against  the  carriers 
now  before  us. 

6.  The  parties  do  not  agree  upon  what  basis,  if  any,  reparation 
should  be  awarded,  because  of  the  language  used  by  the  Commission 
in  announcing  its  conclusion  in  the  original  report,  which  was  as 
follows: 

Considering  all  the  circumstances  in  this  case,  we  find  that  the  rates  on  shipments 
of  lumber  in  carloads  chai^ged  Memphis  shippers,  under  the  provisions  of  the  tariff 
in  effect  when  this  complaint  was  filed,  for  the  transportation  of  lumber  via  Memphis 
from  competitive  producing  points  in  the  state  of  Mississippi  to  competitive  con- 
suming points  in  the  territory  involved,  when  lower  than  rates  from  and  to  the  same 
points  via  Cairo  were  unduly  discriminatory  against  complainant  and  other  Cairo 
shippers  to  the  extent  that  they  exceeded  the  rates  now  in  effect  between  the  same 
points  via  Memphis  and  were  therefore  imlawful. 

Complainant  assumes  the  meaning  of  the  Commission  to  have 
been,  and  has  figured  his  claim  upon  the  theory,  tliat  the  Commission 
condemned  the  old  tariff  to  tlie  extent  of  the  difference  between  the 
former  Memphis  reconsigning  combination  and  the  combination  of 
rates  into  and  out  of  Cairo.  That  assumption,  however,  is  erroneous. 
As  >^ill  be  observed  by  reading  the  original  report,  the  Commission 
found  that  the  present  Mempliis  tariff  removed  the  unlawful  discrimi- 
nation against  Cairo  which  had  existed  under  the  previous  tariflF.  It 
is  therefore  apparent  that  the  proper  measure  of  the  damage  to  com- 
plainant is  the  difference  between  the  old  and  new  Memphis  tariffs. 
Upon  the  basis  used  by  complainant  its  damage  in  connection  with 
the  sliipments  covered  by  Exliibit  No.  2  amounts  to  $12,392.92. 
Upon  the  basis  we  have  just  stated,  its  damage  amounts  to  $8,827.39. 

The  exhibit  giving  details  respecting  the  shipments  upon  which 
reparation  is  asked  is  too  extensive  to  be  set  forth  in  this  report. 
But  inasmuch  as  there  is  no  dispute  respecting  the  shipments,  or  the 
figures  contained  in  that  exhibit,  we  deem  it  unnecessary  to  make 
detailed  findings  in  respect  of  each  shipment.  Therefore,  we  find 
that  in  connection  with  the  shipments  set  forth  in  complainant's 
Exliibit  No.  2  the  rates  assessed  by  defendants  under  the  tariffs  then 
in  force  resulted  in  undue  prejudice  against  complainant  and  in  dam- 
age to  it  in  the  sum  of  $8,827.39,  and  that  complainant  is  entitled  to 
reparation  from  defendants  in  tliat  amount,  with  interest  from  April 
23,  1907,  the  date  when  complaint  was  filed.  An  order  will  be 
entered  accordingly. 
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Commiflsion's  annoancement  that  reparation  will  not  ordinarily  be  awarded  in  a 
formal  case  attacking  a  rate  as  anreasonable,  or  otherwL^  in  violation  of  law, 
unless  intent  to  claim  reparation  is  specifically  disclosed  therein  or  in  an  amend- 
ment  thereof  filed  before  the  submiasion  of  the  case,  adhered  to. 

Report  of  the  Commission. 

Clark,  Commissioner: 

In  case  No.  2691,  Freeman  Lumber  Co.  v.  St.  Z.,  I.  Jf.  dk  S.  J?y. 
6b.,  19  I.  C.  C.  Rep.,  348,  the  Commission  considered  and  pasned 
upon  a  complaint,  filed  July  12,  1909,  in  which  it  was  alleged  that  in 
the  readjustment  of  rates  on  lumber 'from  producing  districts  m 
Arkansas  and  vicinity  defendants  had  changed  the  relative  adjostroent 
of  rates  as  between  complainant's  shipping  point  and  other  shipping 
points,  to  the  disadvantage  of  complainant.  The  prayer  of  the  com- 
plaint was  that  defendants  be  required  to  restore  the  rates  previously 
in  effect  as  per  certain  specified  tariffs.  The  record  does  not  di^ose 
any  suggestion  of  a  demand  for  reparation  or  of  intent  to  make  such 
demand. 

While  the  allegations  of  that  complaint  put  in  issue  the  rates  on 
cypress  and  hardwood  luml)er  from  Gleason,  Ark.,  to  all  points  of 
destination  named  in  the  tariffs  referred  to,  it  developed  at  the  hearing 
that  complainant^s  real  grievan(*e  was  against  the  then  existing  rates 
from  Gleason  to  the  Missouri  River  crossings  and  to  certain  MLsmis- 
sippi  and  Ohio  River  crossings. 

The  order  of  the  Commission  required  the  establishment  of  named 
rates  to  certain  points  in  Missouri,  Kansas,  Nebraska,  and  lowa^  and 
to  St.  Louis,  Mo.,  and  Cairo  and  Thebes,  111.,  on  cypreas  lumber. 
Defendants' adjustment  of  rates  on  hardwood  lumber  was  sustained. 

In  a  complaint,  filed  April  6, 1911,  against  the  St.  Louis,  Iron  Moun- 
tain &  Southern  Railway  Company  and  the  Missouri  PlM:ific  Railway 
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Company,  ibis  same  complainant  now  prays  for  reparation  on  ship- 
meats  of  cypress  lumber  in  the  sum  of  $629.60,  based  upon  the  find- 
ings of  the  Commission  in  case  No.  2691,  supra. 

In  order  to  avoid  multiplicity  of  actions  and  consequent  unnecessary 
labor  and  expense,  and  in  order  that  defendants  as  well  as  the  Com- 
mission might  have  due  notice  of  the  full  extent  of  a  complaint  and 
the  effect  of  an  order  thereunder,  the  Commission,  prior  to  the  filing 
of  the  complaint  m  case  No.  2691,  &upra^  adopted  an  announcement 
that  reparation  will  not  ordinarily  be  awarded  in  a  formal  case  attack- 
ing a  rate  as  unreasonable  or  otherwise  in  violation  of  law  unless 
intent  to  claim  reparation  is  specifically  disclosed  therein  or  in  an 
amendment  thereof  filed  before  the  submission  of  the  case.  Complaint 
in  case  No.  2691,  supra,  was  filed  July  12,  1909,  the  case  was  sub- 
mitted April  17,  1910,  and  decided  June  10,  1910.  The  prayer  for 
reparation  is  filed  April  6,  1911,  and,  as  before  stated,  this  is  the  first 
suggestion  of  intent  to  claim  reparation  in  connection  with  the  pre- 
vious proceeding. 

The  (>)mmission  is  not  a  court.  Its  proceedings  partake  somewhat 
of  a  judicial  or  semijudicial  character,  but  its  work  is  distinctively 
adminstrative.  It  should  and  must  consider  the  necessary  effect  of  an 
order  entered  by  it,  and  is  not  bound  by  the  limits  of  the  record  in 
the  case  immediately  under  consideration.  The  prime  purposes  of 
the  act  can  not  be  carried  into  effect  if  the  Commission  and  the 
defendants  in  proceedings  before  it  are  not  fully  and  fairly  put  on 
notice  as  to  the  extent  of  the  claims  presented  in,  and  necessarily 
connected  with,  the  complaint.  A  demand  for  reparation  on  a  single 
shipment  standing  by  itself  might  be  treated  by  the  defendants  as  an 
unimportant  matter  and  a  recoixl  so  made  might  and  very  probably 
would  omit  some  more  or  less  important  facts  or  considerations  which 
would  have  been  disclosed  on  a  more  careful  trial  if  the  number  of 
shipments  and  the  amount  of  reparation  were  large.  It  is  obvious 
fairness  that  complainants  be  required  to  disclose  their  whole  case, 
and  the  demands  upon  the  time  of  the  Commission  are  so  many  and 
pressing  that  unnecessary  multiplicity  of  proceedings  can  not  be 
encouraged  or  even  tolerated. 

Applying  the  al)ove-noted  announcement  of  principle  and  procedure 
to  this  case  as  it  has  been  applied  to  others  of  similar  nature,  it  is 
apparent  that  this  complaint  can  not  be  further  proceeded  with. 
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No.  3596. 

WUAAAU  D.  SHOEMAKER 

v. 

CHESAPEAKE  &  POTOMAC  TELEPHONE  COMPANY. 


Submitted  March  18, 1911.    Decided  April  S,  1911. 


1.  Aa  between  subecribera  to  a  telephone  service  who  are  similariy  mtnated,  nothing 

but  a  di£Ference  in  the  service  rendered  or  focilitiee  fumiahed  can  justify  a 
difference  in  the  charges  exacted. 

2.  The  fact  that  a  few  subscribers  connected  with  a  new  exchange  were  prerioiMly 

connected  with  another  exchange  which  was  abandoned  by  the  defendant 
from  motives  of  economy  in  management  and  efficiency  of  service  la  not  ouch 
a  dissimilarity  of  circumstances  and  conditions  as  to  warrant  the  exaction  ol 
the  current  charges  from  a  new  subscriber  while  for  the  same  aervice  and  facili- 
ties the  old  subscribers  continue  to  pay  the  lower  charges  formerly  exacted  at 
the  old  exchange. 
8.  The  contracts  between  such  old  subscribere  and  the  defendant,  even  thou^  Talid 
when  made,  can  not,  after  Congress  has  undertaken  to  regulate  the  rates  and 
practices  of  telephone  companies,  be  accepted  as  now  justifying  dififerent 
charges  as  between  different  subscribers  similarly  situated,  sudi  undue  dia-> 
criminations  being  forbidden  by  the  act. 

William  D.  Shoemaker  for  complainant  in  person. 
Bernard  Carter  dh  Sons  for  defendant. 

Report  of  the  Commission. 

Harlan,  Commissioner: 

The  act  of  June  IS,  1910,  extended  the  provisions  of  the  act  to 
r^ulate  commerce  to — 

telegraph,  telephone,  and  cable  companies  (whether  wire  or  wireless)  engaged  in 
sending  messages  from  one  State,  Territory,  or  District  of  the  United  States  to  any 
other  State,  Territory,  or  District  of  the  United  States; 

and  such  companies  are  declared  by  the  amended  act  to  be  common 
carriers  within  the  meaning  and  purposes  of  its  provisions.  This 
complaint  is  the  first  application  to  the  Commission  for  the  exercise 
of  its  newly  conferred  jurisdiction  over  that  kind  of  interstate  com- 
merce and  over  the  carriers  that  participate  in  it. 
The  petitioner  lives  in  Montgomery  county,  in  the  state  of  Maiy- 
at  a  nlace  called  Drummond,  which  is  within  the  municipal 
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boundaries  of  what  is  referred  to  on  the  record  as  the  district  of 
Bethesda.  He  has  called  upon  the  defendant  to  install  a  telephone 
at  his  residence  so  that  he  may  have  the  benefit  of  the  service  that 
the  defendant  is  offering  to  the  general  public.  The  defendant  is 
entirely  willing  that  the  petitioner  shall  become  a  subscriber  to  its 
service  and,  as  a  preliminary  to  the  establishment  of  that  relation 
with  him,  has  tendered  for  his  signature  a  service  contract,  embody- 
ing the  terms  and  conditions  upon  which  all  contracts  are  now  being 
made  by  the  defendant  with  new  subscribers.  But  the  complainant 
has  declined  to  execute  the  agreement,  and  alleges  that  the  defend- 
ant unlawfully  discriminates  against  him  when  it  refuses  to  install 
its  service  at  his  residence  on  the  same  terms  that  it  now  exacts  from 
some  of  its  subscribers  who,  as  the  complainant  asserts,  are  similarly 
situated. 

In  order  fully  to  understand  the  point  in  controversy  it  becomes 
necessary  to  state  the  history  of  the  service  that  the  defendant 
extends  to  residents  of  the  place  where  the  complainant  lives. 

On  or  about  August  1,  1902,  the  defendant  established  a  small 
office  in  Montgomery  coimty,  in  the  state  of  Maryland,  at  a  point 
about  one  mile  north  of  the  boimdary  line  separating  that  state 
from  the  District  of  Columbia.  This  exchange  was  intended  to 
serve  the  adjacent  locaUties  in  Maryland  and  persons  residing  just 
across  the  Une  in  the  District  of  Columbia.  The  charges  demanded 
were  $24  a  year  for  a  direct  or  private  line  with  an  unlimited  service, 
and  $18  a  year  for  a  so-called  four-party  line  with  a  similar  service. 
It  was  called  the  Somerset  Heights  exchange,  and  was,  of  course, 
connected  with  the  other  exchanges  operated  by  the  defendant, 
thus  enabling  the  subscribers  to  reach  all  persons  in  the  District  of 
Colimibia  served  by  telephone.  The  subscribers,  whether  residing  in 
Maryland  or  across  the  Une  in  the  District  ol  Columbia,  were  re- 
quired, however,  in  addition  to  the  annual  charges  above  men- 
tioned, to  pay  a  toll  charge  of  10  cents  on  each  call  to  a  subscriber 
to  the  defendant's  service  residing  in  the  District  of  Columbia  and 
not  directly  connected  with  the  Somerset  exchange;  a  similar  toll 
charge  was  made  for  each  call  through  an  exchange  in  the  District  of 
Columbia  to  a  subscriber  to  the  Somerset  exchange. 

In  consequence  of  the  growth  of  the  Somerset  exchange  and  of 
the  number  of  residents  in  the  District  of  Columbia  that  were  con- 
nected with  it,  the  defendant  deemed  it  expedient,  in  November, 
1905,  to  remove  the  exchange  to  a  point  in  the  District  of  Columbia 
on  the  Tenleytown  Road.  Upon  the  completion  of  the  new  office, 
known  as  the  Chevy  Chase  exchange,  the  Somerset  office  was  aban- 
doned and  the  telephones  of  all  its  subscribers  were  connected  with 
the  new  office.    The  installation  of  the  new  exchange  was  followed 
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by  somo  chanj^es  in  the  charges  for  the  senrice.  From  th«  oU 
Somerset  subscribers  who  were  transferred  to  the  new  exchange  the 
defendant  continued  to  exact  the  old  Som^erset  rates;  it  appears  aito 
that  a  few  new  contracts  were  made  with  new  subscribera  residiiicr 
in  the  district  of  Bethesda  on  the  basis  of  the  r&tes  formerij  demanded 
of  subscribers  connected  with  the  Somerset  exchange.  All  the  old 
subscribers  Uving  in  Maryland  ^  as  well  as  those  residing  across  the 
in  the  District,  were  still  required  to  pay  the  10-cent  toll  on  all 
sages  to  subscribers  in  the  District  of  Columbia  not  directly  connected 
with  the  Chevy  Chaise  exchange,  but  tolls  were  no  longer  charged  on 
messages  from  the  city  of  Wa^liington  to  subscribers  connected  witli 
the  Chevy  C/hase  exchange.  In  other  words,  all  the  subscribers  to 
the  old  Somerset  exchange,  including  those  residing  within  the  Die> 
trict  of  Columbia,  besides  getting  the  benefit  without  any  addi- 
tional charge  of  the  more  extended  service  offered  by  the  Chevy 
Chase  exchange,  were  also  given  the  right  to  receive  messages  thiou^ 
other  exchanges  in  the  city  of  Washington  free  of  toll  chargCA. 
But,  with  the  few  exceptions  mentioned,  all  new  subscriliers  to  the 
Chevy  Cliase  exchange  were  required  to  pay  to  the  defendant  the 
regular  District  of  Columbia  rates,  which  are  hereinafter  explained 
in  detail. 

The  growth  of  the  new  exchange  at  Chevy  Chase  and  other  coih 
ditions  tending  to  economy  and  convenience  in  management  led  the 
defendant  in  Juno,  IOCS,  to  abandon  that  exchange  also  and  to  estab- 
lish another  exchange  about  half  a  mile  farther  south  in  the  city  of 
Washington.  This  is  called  the  Cleveland  exchange.  All  subscriben 
totheoriginal  Somerset  andChevyChaseexchanges,  togetherwithsome 
200  subscribers  formerly  connected  vrith  what  is  known  as  the  West 
Washington  exchange,  were  transferred  to  this  new  exchange.  Again 
the  service  offered  by  the  defendant  was  much  extended  by  reason  of 
the  much  larger  number  of  subscribers  connected  with  the  new 
change;  but,  again,  no  additional  charges  were  exacted  from  the 
inal  subscribers  to  t  he  Somerset  exchange,  or  from  the  new  subecnbrrs 
in  the  Bethesda  district  that  were  later  attached  to  the  Chevy  (liaee 
exchange  on  the  basis  of  the  original  Somerset  contracts.  AH  other 
subscribers  to  the  new  Cleveland  exchange  are  required  to  pay  the 
regular  District  of  Columbia  rates  as  follows:  For  a  direct  line  and  an 
unlimited  service,  S48  per  year;  for  a  direct  line  and  600  calls  during 
the  year  $39,  additional  calls  being  paid  for  at  the  rate  of  5  cents 
each;  and  for  a  four-party  line  service,  entitling  the  suliscnber  to  600 
calls,  $36  per  year,  with  the  same  provision  for  extra  calla.  To 
some  10  old  subscribers  residing  just  across  the  line  in  the 
trict  of  Columbia,  and  formerlv  connected  with  the  old  S 
exchange,  and  27  old  subscribers  residing  in  Maryland  who  were  fiv^ 
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merly  connected  either  with  the  old  Somerset  exchange  or  with  the 
subsequently  established  Chevy  Chase  exchange,  the  defendant's 
service  is  furnished  through  the  new  exchange,  as  heretofore  ex- 
plained, on  the  basis  of  the  old  contracts. 

It  was  after  the  installation  of  the  new  Cleveland  exchange  and 
after  both  the  Somerset  and  the  Chevy  Chase  exchanges  had  been 
abandoned  that  the  complainant  entered  into  negotiations  with  the 
defendant  for  the  installation  of  a  telephone  in  his  residence  at  Dnmi- 
mond.  Being  a  new  subscriber,  the  defendant  demanded  for  the  service 
the  District  of  Columbia  rates.  He  declined  to  execute  the  contract  and 
insisted  on  one  in  the  form  originally  in  use  when  the  Somerset  exchange 
was  in  operation.  As  a  matter  of  fact  it  was  beyond  the  power  of  the 
telephone  company  to  enter  into  such  an  agreement  for  the  reason 
that  it  now  has  no  exchange  at  Somerset;  nor  can  it  offer  the  com- 
plainant a  contract  in  the  form  offered  to  subscribers  when  the  Chevy 
Chase  exchange  was  in  operation,  for  that  exchange  also  has  been 
abandoned.  All  the  defendant  can  do  for  the  complainant  is  to 
install  a  telephone  at  his  residence  and  connect  it  with  the  new 
Cleveland  exchange.  This  is  what  it  is  willing  to  do  and  this  is 
what  the  complainant  desires.  But  for  such  a  connection  and  such  a 
service  the  defendant  demands  the  rates  current  in  the  District  of 
Columbia  and  now  required  by  it  of  all  new  subscribers  to  the  Cleve- 
land exchange,  whether  residing  in  the  city  of  Washington  or  in  the 
dbtrict  of  Bethesda.  The  complainant  on  the  other  hand  is  willing 
to  pay  for  the  service  only  on  the  basis  of  the  original  Somerset  con- 
tracts. As  some  37  of  his  immediate  neighbors  are  now  getting  the 
more  extended  service  through  the  Cleveland  exchange  on  the  basis  of 
their  original  Somerset  contracts,  he  demands  the  same  service  on  the 
same  terms,  on  the  ground  that  he  is  similarly  situated ;  and  he  con- 
tends that  the  refusal  of  the  defendant  to  give  him  the  service  on  that 
basis  is  an  undue  and  unlawful  discrimination  against  him. 

The  explanation  of  the  situation  made  by  the  defendant  is  that  it 
has  been  its  policy  whenever  it  becomes  necessary  to  transfer  sub- 
scribers from  one  exchange  to  another,  where  a  higher  charge  is 
exacted,  to  continue  to  recognize  its  contracts  with  the  old  sub- 
scribers until  they  are  eliminated  gradually  through  the  voluntary 
discontinuance  of  the  service,  change  of  locality,  or  a  demand  for  a 
higher  grade  of  service.  That  has  been  its  position  with  respect 
to  the  remaining  37  original  subscribers  to  the  old  Somerset 
exchange.  Having  abandoned  that  exchange  for  its  own  con- 
venience it  has  not  desired,  as  we  understand  the  record,  to  impose 
hi^er  charges  on  these  old  subscribers,  notwithstanding  the  enlarge- 
ment of  the  service  that  they  enjoy  through  the  new  exchange. 
The  defendant  points  out  that  since  the  opening  of  the  Cleveland 
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exchiinge  189  new  subscriberB  redding  in  Maryland  have  been  added 
to  it,  all  of  whom  pay  the  going  rates  for  the  DtB^ict  of  CofaimlHa. 

On  these  facta  the  def aidant  submits  for  the  dedskm  of  the  Comr 
mission  the  question  whether  it  may  lawfully  ccmtmue  the  service 
through  the  Cleveland  exchange  to  the  37  original  subscribera  to  the 
Somerset  exchange  on  the  original  terms  then  enjoyed  by  them,  or 
whether  it  must  now  require  than  to  pay  the  going  rates  exacted  of 
all  other  subscribers  to  the  Cleveland  exchange.  In  this  connection 
we  are  advised  that  it  is  quite  generally  the  practice  of  telephone 
companies  throughout  the  country  to  deal  with  old  subscribera  in  this 
way  under  rimiUr  circumstances. 

It  has  be^i  said  not  infrequently  that  the  national  legislation  to 
regulate  and  control  interstate  traffic  has  resulted  in  largely  increas- 
ing the  revenues  of  the  carriers.  In  some  respects  this  is  true.  A 
railroad  official  competent  to  make  an  estimate  has  expressed  the 
opinion  that  the  provision  in  the  law  forbidding  carriers  to  issue  free 
interstate  passes,  except  in  certain  specified  cases,  has  had  the  effect 
of  adding  many  millions  of  dollars  a  year  to  their  revenues.  Some 
millions  of  dollars  are  also  doubtless  saved  to  the  carriers  annually  by 
reason  of  the  provisions  in  the  amended  act  and  the  accompanying 
legislation  looking  to  the  suppression  of  rebates.  Moreover,  their 
annual  revenues  are  no  longer  diminished  by  reason  of  the  unlawful 
discriminations  and  pref^ences  formerly  more  or  less  generally  prac- 
ticed by  carriers  but  now  in  large  measiure  abandoned  in  connection 
with  interstate  traffic,  because  of  the  powers  lodged  in  the  Conunission 
to  enforce  redress  and  secure  punishment  in  such  cases. 

The  conditions  under  which  interstate  traffic  is  now  conducted 
are  thought  to  be  fairly  clean  and  free  from  such  practices,  and  to 
the  extent  that  this  is  true  the  revenues  of  interstate  carriers  have 
necessarily  been  augmented.  In  using  its  powers  to  bring  about 
a  better  observance  of  the  law,  the  activities  of  the  Commission 
have  therefore  resulted  to  some  extent  in  increasing  the  revenues 
of  railroad  companies.  And  much  remains  to  be  done  in  the 
way  of  readjustmg  the  practices  of  carriers  that  will  further 
augment  their  earnings.  Recent  examinations  by  this  Commis- 
sion of  the  accounts  and  records  of  certain  lines  have  disclosed 
the  fact  that  while  there  is  now  a  more  or  less  general  obedience  of 
the  provisions  of  law  forbidding  the  use  of  free  interstate  trans- 
portation except  in  the  special  cases  enumerated  in  the  act,  free 
state  passes  are  nevertheless  stUl  issued  by  many  carriers  and  to 
an  extent  and  under  conditions  that  shock  the  moral  sense.  The 
reports  show  not  only  that  many  state  and  federal  judges,  state  and 
national  Ic^lators,  marshals  and  sheriffs,  mayors  and  postmasters, 
aldermen  and  county  conunissioners,  and  officials  of  other  classes,  as 
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well  as  lai^e  interstate  and  state  shippers,  are  regularly  supplied  by 
some  interstate  carriers  with  free  state  transportation,  but  that  such 
officials,  shippers,  and  others  do  not  hesitate  in  many  cases  to  request, 
and  sometimes  to  demand,  personal  favors  of  that  kind.  The  exami- 
nations also  reveal  the  fact  that  state  passes  are  not  infrequently  used 
on  interstate  journeys.  Such  violations  of  law  are  said  by  rail- 
road officials  to  be  difficult  to  detect  and  prevent;  some  difficulties 
are  also  involved  when  it  becomes  necessary  to  make  proof  of  them. 
But  the  abandonment  by  carriers  of  the  practice  of  giving  special 
favors  and  privileges  of  that  kind  would  add  largely  to  their  rev- 
enues. There  are  also  other  ways  not  necessary  here  to  describe  by 
which  carriers  in  connection  with  transportation  within  the  bound- 
aries of  a  state  not  only  wrongfully  impair  their  revenues  but  in 
principle  violate  the  provisions  that  govern  interstate  traffic.  One 
instance  has  come  to  our  attention,  and  there  are  doubtless  others, 
where  a  large  interstate  shipper  by  threatening  to  withdraw  its  in- 
terstate traffic  from  an  interstate  carrier  and  give  it  to  another  line 
induced  the  carrier  to  make  unduly  low  rates  on  its  extensive  move- 
ments within  a  state.  Much  progress  has  been  made,  so  far  as  inter- 
state conmierce  is  concerned  and  also  in  many  of  the  states,  in  elimi- 
nating these  evils;  but,  as  we  have  indicated,  ways  still  remain  by 
which  specially  favored  shippers  may  and  do  receive  special  advan- 
tages and  privileges  at  the  hands  of  carriers  in  connection  with  their 
state  as  well  as  their  interstate  traffic.  These  abuses  are  practiced 
to  the  disadvantage  of  the  revenues  of  the  carriers  and  when  cor- 
rected, as  they  will  be  in  time,  the  manifest  result  will  be  further 
to  augment  their  earnings. 

It  is,  however,  a  narrow  view  of  the  matter  to  test  the  value  of  this 
effort  to  rid  interstate  traffic  of  its  evils  and  inequalities  by  the  effect 
upon  the  revenues  of  the  carriers ;  and  those  who  say  that  such  legisla- 
tion has  served  no  real  pubUc  interest,  wholly  overlook  the  moral 
aspects  of  the  question.  The  r^ulation  of  interstate  carriers  by  the 
national  government  and  of  state  carriers  by  the  respective  state 
governments  involves  the  proposition  that  the  construction  and  con- 
duct of  highways  is  essentially  a  matter  for  government,  and  not  for 
purely  private  initiative.  That  general  theory  underUes  all  regula- 
tive l^islation  with  respect  to  transportation.  While  a  railway  com- 
pany is  a  person  within  the  fourteenth  amendment  and  its  property 
private  property  to  a  well-defined  extent,  and  as  such  entitled  to 
the  same  protection  that  is  accorded  to  other  private  property, 
it  is  equally  well  understood  that  the  railroads  are  carrying  on  a 
pubUc  function  and  are  operating  highways  for  the  pubUc  and  are 
therefore  subject  to  pubUc  regulation.  This  being  the  case,  it  is 
in  the  highest  sense  the  duty  of  government  to  assure  to  all  the 
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right  to  use  such  highways  on  just  terms  and,  what  is  stUl  more 
important,  on  equal  terms.  And  this  assurance  is  madd  effective 
only  by  the  strict  suppression  of  unlawful  discriminations  and  prefer- 
ences and  special  favors  and  privil^es,  regardless  of  the  effect  upon 
the  revenues  of  the  carriers.  There  is  the  further  consideration  that 
any  increase  in  the  revenues  of  carriers  resulting  from  such  efforts  to 
enforce  the  law  accrues  also  to  the  benefit  of  the  general  public,  in 
that  increased  revenues  enable  the  carriers  to  make  larger  expendi- 
tures looking  to  greater  efficiency  and  more  satisfactory  service,  and 
tend  also  to  a  reduction  in  rates  and  likewise  enable  the  carriers  to 
meet  the  rate  reductions  required  by  our  orders,  which  during  the 
past  few  years  have  been  substantial  both  in  niunber  and  extent,  as 
the  careful  observer  will  not  have  failed  to  note. 

These  remarks  are  no  less  appUcable  to  telephone  and  telegraph 
companies  that  serve  the  general  public  as  common  carriers.     They 
are  suggested  by  the  fact  that  the  case  here  before  us,  which  seems 
to  be  altogether  free  from  the  element  of  intentional  wrong,  when 
disposed  of  according  to  the  principles  that  underUe  the  law,  will 
probably  residt  in  increasing  the  revenues  of  the  defendant  without 
being  of    any  advantage   to  the  complainant,  except  as   the  en- 
forcement of  the  principles  of  equaUty  and  common  right  in  the 
transactions  between  a  pubUc  servant  and  the  pubUc  is  of  fimda- 
mental  advantage  to  all  and  therefore  to  him.    Moreover,  thoee 
principles  when  applied  throughout  the  country,  as  necessarily  they 
must  be,  may  result  in  a  more  or  less  substantial  addition  to  the  rev- 
enues of  other  telephone  companies  that  have  been  dealing  with  their 
old  subscribers  in  the  same  way.    For  that  reason  we  have  thought  it 
well  to  make  some  observations  of  this  nature,  particularly  in  view 
of  the  fact,  as  we  have  had  frequent  occasion  to  observe,  that  some 
carriers,  when  correcting,  under  the  compulsion  of  our  orders,  pnl^ 
erences  and  discriminations  that  ought  voluntarily  to  have  been  cor- 
rected without  waiting  for  an  order,  are  in  the  habit,  when  explaining 
their  course  to  the  favored  shippers,  of  attributing  the  withdrawal 
of  their  special  advantages  and  privileges  to  the  intermeddling  of  the 
Commission  rather  than  to  the  law  itself  and  the  principles  of  equality 
and  fairness  that  it  enforces. 

Coming  now  to  the  merits  of  the  question,  it  appears  that  this  is 
in  no  sense  a  rate  case  and  does  not  present  any  rate  question  for 
examination.  The  complainant  does  not  allege  that  the  current 
charges  for  the  different  grades  of  service  offered  and  rendered  to 
the  pubUc  by  the  defendant  through  its  Cleveland  exchange  or  else- 
where are  unreasonable.  What  the.  complainant  contends  is  that 
the  defendant  can  not  lawfully  demand  the  current  rates  of  him 
while  at  the  same  time  collecting  less  than  the  current  rates  from 
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some  of  his  friends  and  neighbors  at  Drummond  for  precisely  the 
same  service.  Some  of  his  neighbors  pay  the  current  rates;  the 
few  others  heretofore  alluded  to  pay  less  than  the  current  rates. 
He  and  the  latter  are  similarly  situated  in  all  respects.  The  only 
difference  between  them  is  that  some  years  ago  they  were  sub- 
scribers to  the  Somerset  exchange.  It  is  obvious,  however,  that  this 
is  not  a  dissimilarity  of  circumstances  and  conditions  upon  which 
the  defendant  may  lawfully  base  a  difference  in  charges.  The  fact 
that  they  had  been  subscribers  to  an  exchange  since  abandoned 
does  not  affect  either  the  nature  or  the  extent  of  the  service  that 
they  now  receive  through  the  new  exchange.  What  the  complainant 
wishes  is  the  same  service  and  the  same  facilities,  and  what  he  demands 
is  that  there  shall  be  exacted  of  him  no  higher  basis  of  charges  than  are 
exacted  at  the  same  time  from  any  of  his  neighbors.  Although  he  may 
find  that  he  has  not  endeared  himself  to  bis  neighbors  by  presenting 
this  matter  to  our  attention,  the  complainant's  attitude  is  entirely 
sound.  The  law  expressly  assiures  to  him  equality  in  rates  and  service 
at  the  hands  of  the  defendant,  and  in  standing  upon  his  rights  his  com- 
plaint when  properly  considered  makes  for  ultimate  justice  and  is 
therefore  a  public  service.  The  motives  of  the  defendant  in  giving  its 
service  to  the  old  Somerset  subscribers  at  the  old  rates  may  perhaps 
readily  be  understood,  but  now  that  it  has  been  brought  within  the  pro- 
visions of  an  act  that  forbids  preferences  and  discriminations,  it  is 
manifest  that  the  defendant  can  not  continue  to  demand  of  some 
residents  in  the  district  of  Bethesda  more  than  it  demands  for  the 
same  service  rendered  to  others  similarly  situated.  That  its  course  of 
dealing,  as  between  the  old  Somerset  subscribers  and  the  new  sub- 
scribers to  the  Cleveland  exchange  in  the  district  of  Bethesda,  has  now 
become  unlawful  under  the  act  seems  so  clear  as  not  even  to  admit  of 
discussion.  Being  a  public  servant,  subject  to  the  provisions  of  a  law 
that  forbids  undue  preferences  and  unjust  discriminations  on  any 
grounds  whatsoever,  it  is  manifest  that  nothing  but  a  difference  in) 
the  service  rendered  or  in  the  facilities  furnished  will  justify  any  differ- 
ence in  the  charges  exacted,  and  that  the  defendant's  demand  upon  the 
complainant  for  greater  compensation  for  the  same  service  and  facili- 
ties subjects  him  to  a  discrimination  that  is  undue  and  unjust. 

It  is  not  altogether  clear  from  the  record  whether  the  contracts 
between  the  37  old  subscribers  to  the  Somerset  exchange  are  Uving 
contracts  in  the  sense  that  they  provide  a  term  of  years,  not  yet 
expired,  during  which  the  subscribers  were  to  be  entitled  to  the  old 
rates  in  force  at  the  Somerset  exchange  when  the  contracts  were 
executed.  But  whatever  may  be  the  fact  in  that  r^ard  the  con- 
tracts, now  that  the  Congress  has  undertaken  to  regulate  the  rates  and 
practices  of  interstate  telephone  companies,  can  not  justify  a  violation 
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by  the  defendant  of  the  provisions  in  the  act  forbidding  unjust  prefer- 
ences and  undue  discriminations.  This  point  was  conclusively  settled 
in  Armour  Pdcking  Co.  v.  U.  S.,  209  U.  S.,  66,  81,  where  the  court 
points  out  that — 

There  is  no  provision  excepting  special  contracts  from  the  operation  of  the  law.  One 
rate  is  to  be  charged,  and  that  the  one  fixed  and  published  in  the  manner  pointed 
out  in  the  statute,  and  subject  to  change  in  the  only  way  open  by  the  statute. 

The  suggestion  that  an  act  of  Congress  which  renders  a  previously 
valid  agreement  imenforceable  or  that  impairs  its  value  is  subject 
to  constitutional  objections  is  fully  met  ia  L.  dk  N.  B.  B.  Co.  v. 
MotUey,  219  U.  S.,  467,  where  the  court  says: 

That  the  exercise  of  such  power  may  be  hampered  or  restricted  to  any  extent  by 
contracts  previously  made  between  individuals  or  corporations  is  inconceivable. 
The  framers  of  the  constitution  never  intended  any  such  state  of  things  to  exist. 

And  again,  after  citing  niunerous  authorities,  the  court  says: 

They  support  the  view  that,  as  the  contract  in  question  would  have  been  illegal  if 
made  after  the  passage  of  the  commerce  act,  it  can  not  now  be  enforced  against  the 
railroad  company  even  though  valid  when  made.  If  that  principle  be  not  sound,  the 
result  would  be  that  individuals  and  corporations  could,  by  contracts  between  them- 
selves, in  anticipation  of  legislation,  render  of  no  avail  the  exercise  by  Congress,  to 
the  full  extent  authorized  by  the  constitution,  of  its  power  to  regulate  commerce.  No 
power  of  Congress  can  be  thus  restricted.  The  mischiefs  that  would  result  from  a 
different  interpretation  of  the  constitution  will  be  readily  perceived. 

From  the  beginning  this  has  been  the  construction  placed  by  the 
Commission  upon  the  provisions  of  the  act  in  their  relation  to  pre- 
viously executed  contracts  that  were  valid  when  made.  It  follows 
therefore,  whatever  may  be  their  terms  either  in  regard  to  the 
charges  to  be  paid  or  the  time  during  which  such  charges  would  be 
exacted,  that  the  contracts  held  by  the  37  old  subscribers  to  the 
Somerset  exchange  can  not  now  justify  the  defendant  in  demanding 
of  the  complainant  higher  charges  than  it  demands  at  the  same  time 
from  such  old  subscribers,  they  and  the  complainant  being  similaiiy 
situated  in  all  respects. 

It  is  understood  in  what  has  been  said  that  there  is  no  di£ference 
either  in  the  physical  service  or  in  the  efficiency  of  the  service  now 
rendered  by  the  defendant  to  the  old  Somerset  subscribers  and  to 
its  new  subscribers  residing  in  the  same  locality  who  pay  the  current 
District  of  Columbia  rates.  It  must  also  be  understood  that  nothing 
here  said  relates  to  the  reasonableness  of  the  rates  exacted  of  sub- 
scribers to  the  Cleveland  exchange  or  of  the  particular  subscribeiB 
that  reside  in  the  district  of  Bethesda.  We  deal  here  only  with  the 
discrimination  that  has  been  pointed  out. 

An  order  will  be  entered  in  conformity  with  these  views. 
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No.  3322. 
GEORGIA  FRUIT  EXCHANGE  ET  AL. 

V. 

SOUTHERN  RAILWAY  COMPANY  ET  AL. 


SubmUUd  December  S7, 1910.    Decided  AjnH  11, 1911. 


The  methods  prtcticed  by  growers  in  Georgia  in  picking  and  packing  peaches  and 
loading  the  crates  into  cars  for  carriage  to  the  northern  markets,  and  the  difficulties 
of  refrigerating  them  in  transit  so  as  to  avoid  deterioration  and  rot,  considered  and 
discussed;  upon  the  facts  of  record  it  is  Hetd,  That  no  grounds  are  shown  for 
requiring  the  defendants  to  reduce  their  minimum  carload  weight  on  a  40-foot 
car  from  22,500  pounds,  or  535  crates,  to  19,000  pounds,  or  448  crates,  as  contended 
by  the  complainants. 

Waikins  dh  Latimer  for  complainants. 

R.  Wdlian  Moore,  M.  P.  Callaway,  and  F.  W.  OwaOmey  for  South- 
em  Railway  Company;  Nashville,  Chattanooga  &  St.  Louis  Rail- 
way; Atlantic  Coast  line  Railway  Company;  Cincinnati,  New 
Orleans  &  Texas  Pacific  Railway  Company;  Georgia  Southern  & 
Florida  Railway  Company;  Ulinois  Central  Railroad  Company; 
Central  of  Georgia  Railway  Company;  Seaboard  Air  line  Railway; 
Atlanta  &  West  Point  Railway;  Western  Railway  of  Alabama; 
Clevelandy  Cincinnati,  Chicago  &  St.  Louis  Railroad  Company; 
Augusta  Southern  Railroad  Company;  Charleston  &  Western  Caro- 
lina Railway  Company;  Georgia  Railroad;  and  Macon  &  Bir- 
mingham Railway  Company. 

W.  A.  NoriheuU  and  N.  W.  Proctor  for  Louisville  &  Nashville  Rail- 
road Company. 

Edgar  J.  Rich  for  New  York,  New  Haven  &  Hartford  Railway 
Company. 

A,  0.  Jackson  for  Georgia  Railroad. 

Report  or  the  Commission. 

Harlan,  CommiB9umer: 

The  peach  crop  of  Georgia  moves  to  the  markets  east  of  the  Mis- 

aisBippi  and  north  of  the  Ohio  and  Potomac  Rivers  in  refrigerator 

cars  leased  by  the  defendants  for  the  season  from  the  organization 
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known  as  the  Armour  Car  lines.  They  are  of  modem  type,  40 
feet  in  exterior  length,  and  have  an  interior  capacity  of  1,924  cubic 
feet,  excluding  the  space  occupied  by  the  ice  bunkers  at  either  end. 
The  minimum  weight  on  this  traffic  when  moved  in  cars  of  that 
length  is  22,500  pounds,  which  is  construed  by  the  tariffs  to  mean 
535  crates  weighing  42  pounds  each.  The  question  directly  raised 
by  the  complaint  is  whether  a  minimum  of  that  niunber  of  crates 
is  a  reasonable  requirement  to  impose  upon  the  traffic  under  the 
special  conditions  that  surround  it.  The  contention  on  the  part 
of  the  complainants  is  that  the  crates  should  not  exceed  448  in 
number,  or  a  minimum  carload  weight  of  19,000  pounds. 

The  usual  method  of  loading  peaches  is  to  place  the  crates  end  to 
end  in  seven  rows  of  16  crates  each,  with  strips  between  the  rows 
to  prevent  shifting  in  transit  and  to  provide  space  for  the  free 
circulation  of  air.  When  so  loaded  the  seven  rows  in  the  first  tier 
on  the  floor  comprise  112  crates;  when  piled  in 'that  fashion  four 
tiers  make  448  crates;  and  the  remaining  87  crates  on  the  fifth  tier 
make  the  total  of  535  crates.  The  crates  on  the  fifth  tier  are  placed 
as  near  the  ice  bunkers  as  possible,  44  being  at  one  end  and  43  at  the 
other  end  of  the  car.  The  omissio^  of  the  87  crates  on  the  top  tier 
makes  the  difference  between  the  minimum  carload  weight  of  22,500 
pounds  required  in  the  tariffs  and  the  carload  minimiun  of  19,000 
pounds  which  the  complainants  claim  should  not  be  exceeded. 

The  contention  on  the  part  of.  the  complainants  is  that  peaches 
come  to  maturity  and  are  also  marketed  while  the  weather  is  warm 
not  only  at  the  points  of  production  but  at  the  points  of  consumption; 
that  because  of  the  climatic  conditions  it  is  impossible  thoroughly 
and  equally  to  refrigerate  more  than  four  tiers  of  crates,  and  that 
when  five  tiers  are  placed  in  the  car  the  refrigeration  of  the  87  crates 
on  the  top  tier  is  inadequate,  causing  rot  in  those  crates,  which 
results  in  more  or  less  injury  also  to  the  crates  in  the  lower  tiers.  To 
avoid  this  many  cars  have  been  loaded  by  the  shippers  to  the  height 
of  four  tiers  only,  and  on  all  such  shipments,  where  the  weight  was  less 
than  22,500  pounds,  reparation  is  demanded.  Four  tiers  occupy  55 
per  cent  of  the  loading  space  in  the  car  and  reach  a  height  of  4  feet, 
while  five  tiers,  comprising  535  crates,  take  a  little  more  than  60  per 
cent  of  the  entire  space  and  have  a  height  of  about  5  feet. 

The  crop  is  uncertain  in  quantity  because  of  the  liability  to  late 
frosts  in  the  spring.  In  1904  the  peach  shippers  of  Georgia  forwarded 
4,800  cars;  in  1905  only  2,103  cars  went  to  the  market;  in  1906 
the  shipments  rose  to  a  total  of  3,400  cars;  in  1907  the  movement 
dropped  off  to  1,821  cars  on  account  of  a  frost  in  March;  in  1008 
tJiere  was  a  heavy  crop,  which  required  6,025  cars  to  move  it  to 
the  markets;  in  1909  there  was  a  short  crop  and  only  2,273  cais  wei^ 
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used;  and  in  1910  Georgia  raised  its  bumper  crop  and  sent  out  6,300 
carloads.  The  movement  of  the  crop  is  never  evenly  distributed 
through  the  shipping  season,  which  extends  from  early  in  Jime 
imtil  late  in  July,  but  fluctuates  from  week  to  week,  as  is  illustrated 
of  record  by  the  statement  that  during  the  week  endmg  July  9,  1910^ 
the  growers  shipped  out  from  south  Greorgia  791  cars  and  during  the 
following  week  from  the  same  section  forwarded  1,223  cars.  To 
prepare  for  the  movement  experts  are  sent  through  the  orchards 
three  or  four  times  before  the  fruit  ripens,  in  order  to  look  over  the 
ground,  confer  with  the  shippers,  and  ascertain  the  probable  number 
of  cars  that  will  be  needed.  But  notwitlistanding  tliis  exercise  of 
foresight  on  the  part  of  the  carriers  the  crop  is  so  unequal  in  amount 
and  its  ripening  often  so  sudden,  that  at  times  during  the  past  year 
the  car  supply  was  madequate  to  move  the  shipments  offered,  and 
the  shippers  have  accordingly  presented  their  claims  for  damages. 
In  other  years  many  cars  have  been  returned  unused. 

The  cars  used  in  this  traffic  are  equipped  with  ventilators  but  they 
are  seldom  used,  the  practice  being  to  forward  the  peaches  under 
refrigeration,  the  cars  being  closed  as  tightly  as  possible.  As  a  rule 
no  provision  is  made  by  the  Georgia  growers  for  cooling  the  fruit 
before  it  is  loaded  into  the  car.  The  car  itself,  having  its  bunkers 
filled  with  ice  at  the  icing  station  before  being  set  on  the  shipper's 
track  for  loading,  is  cooled  to  some  extent;  but  the  fruit  goes  from 
the  tree  to  the  car  within  a  few  hours,  it  being  apparently  the  desire  of 
the  grower  to  pick,  pack,  and  load  during  the  working  hours  of  one  day. 
As  a  consequence  the  fruit,  picked  while  the  atmospheric  temperature 
ranges  from  80  to  115  degrees,  has  itself  a  temperature,  when  delivered 
into  the  partially  cooled  car,  of  from  64  to  83  degrees.  When  the  car 
is  loaded  and  closed  and  delivered  to  the  carrier  for  transportation  the 
bunkers  contain  something  less  than  10,000  pounds  of  ice  of  a  tem- 
perature approximating  32  degrees,  while  in  the  body  of  the  car  there 
are  from  20,000  to  23,000  poimds  of  fruit,  having,  as  the  record  shows, 
an  average  temperature  of  not  less  than  74  degrees.  Air  currents 
are  immediately  set  up  and  pass  slowly  down  through  the  bunkers; 
spreading  out  along  the  bottom  of  the  car,  they  are  supposed  to 
rise  up  between  and  through  the  crates  and  back  through  the 
bunkers  again,  thus  tending  gradually  to  equalize  the  temperature  of 
the  ice  and  the  peaches.  But  the  car  as  a  whole  does  not  and  can  not 
cool  rapidly;  and  it  is  said  that  at  the  top  there  is  always  a  stratum 
of  heated,  moist  air  having  a  temperature  in  the  neighborhood  of  80 
degrees  when  the  car  is  first  closed  and  seldom  falling  below  60  degrees 
until  it  has  been  on  the  road  from  24  to  48  hours.  It  is  doubtful 
whether  this  circulation  of  air  by  convection  is  even  approximately 
equal  throughout  the  car,  and  it  is  obvious  that  the  temperatiire  and 
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humidity  which  characterize  the  earlier  hours  of  the  journey  to  the 
markets  do  not  tend  to  the  preservation  of  the  fruit  at  its  best. 

As  soon  as  it  is  separated  from  the  tree  a  peach  ripens  or  decays 
very  rapidly.  When  picked  ripe  or  nearly  ripe  they  quickly  pass 
beyond  the  stage  of  perfection  and  begin  to  deteriorate  unless 
promptly  cooled  to  a  point  just  short  of  freezing.  A  delay  of  a  few 
hours  may  result  in  a  condition  that  no  subsequent  cooling  can 
repair.  Cooling  immediately  after  the  fruit  is  picked  serves  not  only 
to  retard  the  accelerated  ripening  due  to  the  separation  from  the 
tree  but  checks  the  development  of  rot  and  other  disease.  It  is  said 
that  perfectly  soimd  ripe  peaches  properly  cooled  after  picking  will 
keep  well  for  several  weeks  in  storage,  the  length  of  time  depending 
largely  upon  the  promptness  and  thoroughness  of  the  cooling  process. 
This  is  called  precooling,  but  to  be  effective  it  must  be  done  at  the 
earUest  possible  moment  after  picking.  It  is  done  in  a  cold-storage 
plant  before  loading  or  can  be  done  after  loading  by  forcing  very 
cold  currents  of  air  through  the  cars.  In  this  way  the  ice  in  the  car 
is  not  relied  on  to  reduce  the  temperature  of  the  peaches,  but  only 
to  keep  the  car  cool  during  the  journey.  Precooled  to  a  temperature 
of  40  d^rees  or  less,  peaches  under  normal  icing  may  be  transported 
with  safety  to  any  market  in  the  United  States,  even  though  loaded  in 
five  full  tiers.  Experiments  conducted  in  Georgia  by  the  agricultural 
department  have  demonstrated  this  fact.  The  record,  however,  indi- 
cates that  but  one  Georgia  planter  practices  precooling  before  offering 
his  fruit  for  transportation,  and  he  is  not  a  complainant  in  this  pro- 
ceeding. The  crop  as  a  whole  moves  under  ordinary  icing.  The  com- 
plainants say  that  the  peaches  must  be  taken  from  the  trees  to  the 
cars  without  previous  refrigeration,  and  that  there  is  no  other  way  at 
present  to  handle  the  crop.  We  are  advised,  however,  that  another 
extensive  grower  is  installing  a  precooling  plant  for  use  during  this 
season. 

Another  difficulty  with  which  the  growers  have  to  contend  is  a 
disease  known  as  brown  rot,  which  prior  to  the  last  season  almost 
invariably  infected  the  peach  crop  of  that  state.  This  trouble  can 
now  be  avoided  by  the  use  of  a  treatment  worked  out  by  the 
department  of  agriculture.  The  spores  of  the  disease  are  said 
to  be  transferable  from  a  rejected  to  a  soimd  peach  by  the  fin- 
gers of  the  picker  or  the  packer,  so  that  even  when  the  greatest 
care  is  exercised  in  picking,  selecting,  and  packing  the  fruit  it  is 
practically  impossible  to  eliminate  all  infected  peaches.  And  under 
the  warm  and  moist  conditions  existing  within  the  car  for  the  first 
day  or  two  after  its  transportation  has  commenced,  these  spores 
multiply  rapidly  and  quickly  infect  any  fruit  that  is  overripe  or 

'  ich  has  been  injured  to  the  extent  of  breaking  its  skin.    The  infec- 
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tion  more  frequently  appears  in  the  loaded  car  in  the  upper  layer  of 
crates,  whether  it  be  the  fourth  or  the  fifth  layer,  for  it  is  there  that 
the  comparatively  high  temperature  and  greatest  degree  of  moisture 
are  found.  Because  of  brown  rot  and  the  inadequacy  of  refrigera- 
tion, a  number  of  growers  make  a  practice  of  loading  only  four  tiers 
or  448  crates,  preferring  to  pay  freight  charges  on  five  tiers,  or  535 
crates,  in  order  to  avoid  the  losses  that  they  seem  to  think  are  due 
to  the  overloading.  While  it  is  said  that  many  cars  loaded  to 
the  minimum  weight  and  even  in  excess  of  the  minimum  weight 
have  arrived  at  destination  in  fairly  good  condition,  such  results,  it 
would  seem,  are  attributed  largely  to  the  character  and  condition  of 
the  fruit  itself  and  to  favorable  weather  at  the  time  of  loading. 
The  general  experience  is  that  the  fifth  tier  arrives  in  inferior  condi- 
tion. The  planters  therefore  aak  for  a  reduction  in  the  minimum 
number  of  crates  required  in  the  tariffs  of  the  defendants,  not  because 
it  is  impractical  to  load  535  crates  in  a  40-foot  refrigerator  car,  but 
on  the  ground  that  it  is  impossible  to  refrigerate  that  number  of 
uncooled  crates  with  the  faciUties  now  offered  by  the  carriers.  As  a 
matter  of  fact  the  refrigeration  of  a  minimum  load  of  448  crates  is 
not  perfect.  The  fair  inference  to  be  drawn  from  the  record  is  that 
without  precooling  entirely  satisfactory  refrigeration  is  only  possible 
for  the  first  and  second  tiers,  and  that  from  the  third  tier  up  the 
refrigeration  becomes  less  and  less  adequate. 

We  think  the  record  and,  more  particularly,  the  investigations  made 
by  Uie  department  of  agriculture  indicate  that  peaches  from  this 
section  of  the  country  ought  to  be  thoroughly  precooled  before  being 
offered  for  transportation.  When  this  is  done  not  only  may  they  be 
moved  with  safety  as  heretofore  stated,  even  when  loaded  practically 
to  the  capacity  of  the  car,  but  they  will  stand  cold  storage  with  some 
degree  of  satisfaction  for  several  weeks  after  their  arrival  at  destina- 
tion. When  loaded  in  a  heated  condition  there  is,  as  we  have  said,  a 
tendency  to  accelerated  ripening  and  decay,  and  if  any  of  the  peaches  so 
loaded  are  infected  with  brown  rot  the  disease  rapidly  spreads  to  other 
crates  of  sound  peaches.  If  they  have  been  bruised  in  packing  or  han- 
dling the  deterioration  is  also  very  rapid.  These  conditions  are  in- 
herent in  the  character  of  the  commodity  offered  for  transportation. 
It  is  true  that  the  defendants  in  their  tariffs  undertake  to  supply 
refrigeration.  But  tliis  can  not  be  interpreted  as  an  offer  on  their  part 
to  overcome  physical  conditions  and  characteristics  that  are  natural 
to  the  traffic.  Nor  can  it  be  interpreted  as  an  assumption  of  the  burden 
of  preparing  the  fruit  properly  for  shipment.  Some  responsibility 
rests  upon  the  shippers  to  improve  the  conditions  imder  which  their 
traffic  is  offered  for  transportation.  The  experiments  conducted 
show  that  this  can  be  done  to  the  great  benefit  of  the  shipper  and  the 

2OI.aCR0|x. 


628  INTEHSTATE  COMMEBCE  COMMISSION  BEPOBTS. 

carrier  alike,  and  also  to  the  benefit  of  the  public.  If  shipped  in  con- 
dition to  stand  transportation  well  and  to  be  put  in  cold  storage 
afterwards,  not  only  would  the  peaches  reach  the  public  in  prime  con- 
dition but  the  glutting  of  the  markets  and  the  abnormally  low  prices 
resulting  therefrom  would  be  avoided.  Brown  rot  may  now  be  over- 
come, as  heretofore  stated,  by  a  treatment  recommended  by  the 
department  of  agriculture,  and  that  trouble  in  the  shipment  of 
peaches  from  Georgia  will  doubtless  disappear  as  rapidly  as  the 
growers  take  the  necessary  precautions.  Precooling  would  largely 
if  not  entirely  stay  the  accelerated  ripening  and  decay  that 
quickly  follow  the  separation  of  the  fruit  from  the  tree  if  not 
promptly  cooled.  This  precaution  prior  to  the  loading,  together 
with  proper  refrigeration  in  transit,  would  assure  the  most  perfect 
transportation  possible  with  the  refrigeration  devices  now  available 
to  the  carriers,  and  would  enable  the  growers  to  put  their  fruit  on 
the  market  in  the  best  possible  condition  and  to  dispose  of  it  at  the 
best  possible  prices.  It  may  be  well  here  to  say  that  throughout  the 
entire  record  there  is  no  suggestion  of  inadequate  or  improper  icing 
on  the  part  of  the  defendants.  The  cars  are  repeatedly  iced  on  the 
road  and  the  traffic  moves  in  special  trains  upon  a  running  schedule 
of  over  20  miles  an  hour,  including  stops  for  re-icing.  Unfortunately 
the  planters  of  Georgia  are  not  prepared  at  this  time  to  precool  their 
peach  shipments.  It  is  difficult  to  see,  however,  how  the  responsi- 
biUty  for  the  results  flowing  from  the  failure  to  take  these  precautions 
can  be  said  to  rest  with  the  carriers. 

The  real  situation  that  seems  to  be  presented  by  the  record  is  that 
the  ice  in  the  car  is  not  able  to  reduce  the  temperature  of  the  heated 
mass  that  is  loaded  into  the  car  with  sufficient  rapidity  to  interrupt 
the  natural  processes  of  ripening  and  decay.  The  process  is  too 
slow  when  the  ice  in  the  car  is  relied  on  both  to  reduce  the  tempera- 
ture of  the  peaches  and  to  keep  a  low  temperature  throughout  the 
car  during  the  carriage.  We  are  asked  then  to  reduce  the  carload 
miniiniiTn  for  a  40-foot  refrigerator  car,  not  because  it  is  impracticable 
to  load  535  crates  in  such  a  car,  but  because  it  is  often  impossible,  with 
the  methods  of*  refrigeration  now  available  to  the  carriers,  promptly 
and  thoroughly  to  refrigerate  that  nimiber  of  crates  when  not  pre- 
cooled.  The  record  shows  that  if  the  minimum  carload  weight  is 
reduced  to  19,000  pounds,  which  means  448  crates  piled  in  four  tiers, 
the  refrigeration  would  still  be  imperfect  in  many  cases  and  could  not 
be  otherwise  than  imperfect  when  the  fruit  is  loaded  from  the  tree 
directly  into  the  car.  It  is  clear  that  if  we  should  endeavor  by  low- 
ering the  minimum  weight  to  meet  and  overcome  conditions  that 
inhere  in  the  peaches  when  loaded  in  the  manner  now  customary  in 
Georgia  we  should  have  to  limit  the  load  to  three  tiers,  which  would 
a  carload  Tninimnm  weight  on  a  40-foot  car  of  about  15,000  or 
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16,000  pounds;  and  at  the  present  rate  tliis  would  mean  unduly 
low  car  earnings. 

Some  comparisons  are  made  of  record  between  the  minimiun 
weights  specified  in  the  tariffs  of  carriers  moving  peaches  from  other 
parts  of  the  country,  but  we  do  not  find  them  helpful  in  this  pro- 
ceeding. The  conditions  surrounding  the  transportation  of  peaches 
from  California,  Texas,  and  the  northern  states  differ  very  widely 
from  the  conditions  prevailing  in  Georgia.  From  the  northern 
peach-producing  regions  the  traffic  moves  to  the  large  markets  at 
Boston,  New  York,  Philadelphia,  and  Baltimore  by  a  short  haul  and 
under  ventilation  only.  Brown  rot  is  practically  unknown  on  the 
Pacific  coast  and  each  peach  shipped  from  California  is  separately 
wrapped  in  tissue  paper.  California  peaches  are  also  picked  green  or 
''hard  ripe."  Moreover,  there  are  some  precooling  plants  in  that  state 
and  when  these  are  not  available  the  growers  take  advantage  of  the 
difference  of  15  to  20  degrees  in  the  day  and  night  temperatures,  and 
allow  their  fruit  to  cool  by  exposure  to  the  night  air  before  it  is  loaded. 
It  is  said  that  this  is  more  effective  than  the  cooling  resulting  from 
a  day  or  two  in  the  car  under  refrigeration.  Moreover,  within  the 
first  few  hours  after  the  movement  commences  the  trains  must  climb 
the  western  slope  of  the  Sierra  Mountains  and,  the  ventilators  having 
been  opened,  the  peaches  thus  get  the  advantage  of  the  lower 
temperature  of  those  altitudes.  None  of  these  conditions  exist  in 
Geoi^gia.  The  fruit  is  picked  when  ripe  or  nearly  so;  the  peaches 
are  not  wrapped  in  paper,  and  much  damage  has  resulted  from 
brown  rot.  There  are  no  lofty  ranges  of  mountains  to  climb  nor  is 
advantage  taken  of  such  difference  as  exists  between  the  day  and 
night  temperatures.  The  minimum  carload  weight  on  peaches  shipped 
from  California  is  24,000  pounds.  It  is  said  that  peaches  move  from 
Texas  points  under  a  minimum  weight  of  20,000  pounds,  but  the  gen- 
eral conditions  that  surroimd  the  traffic  are  not  sufficiently  explained 
of  record  to  enable  us  to  draw  any  strong  and  clear  inferences  from 
that  fact  with  respect  to  the  reasonableness  of  the  minimum  weights 
imder  which  the  traffic  moves  from  Georgia. 

In  several  formal  cases  the  Commission  has  had  occasion  to  con- 
sider the  rates  and  minimum  carload  weights  under  which  peaches 
are  shipped  from  Georgia  to  the  northern  markets.  As  long  ago  as 
June,  1904,  the  matter  was  examined  in  some  detail,  and  it  will  be 
instructive  to  read  in  this  connection  the  report  of  the  Commission 
then  announced  in  Georgia  Peach  Growers*  Asso.  v.  A.  C,  L.  R,  R.  Co., 
10  I.  C.  C.  Rep.,  255,  267,  268.  It  explains  much  of  interest  in  con- 
nection with  the  growing  of  peaches  in  Georgia,  and  discusses  at 
some  length  and  in  detail  the  extent  and  character  of  the  expedited 
service  of  the  carriers  in  moving  the  fruit  to  the  markets.    In  June, 
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1907,  a  very  exhaustive  rehearing  of  the  whole  subject  was  had  in 
Waxdbaum  dk  Co.  v.  A.  C.  L.  R.  B.  Co.,  12  I.  C.  C.  Rep.,  178.  In  dis- 
posing of  that  case  a  very  earnest  effort  was  made  to  adjust  the  car* 
load  earnings  on  a  basis  that  was  fair  to  the  carriers,  to  the  shippers, 
and  to  the  pubUc.  The  Tninimum  carload  weight  is  a  factor  in  the 
carload  rate  and  in  connection  with  the  rate  per  100  pounds  deter- 
mines the  carload  earnings.  Any  reduction  in  the  minimum  weight 
without  an  increase  in  the  rate  per  100  pounds  would  therefore 
reduce  the  carload  earnings  of  the  carrier  and  would  be  equivalent 
to  a  reduction  in  the  rate  itself.  Kansas  City  Hay  Dealers  Asso.  v. 
M.  P.  By.  Co.,  14  I.  C.  C.  Rep.,  603.  The  charges  and  general  r^u- 
lations  now  controlling  the  movement  from  Greorgia,  and  particularly 
the  rates,  carload  minimum  weights,  and  refrigeration  charges,  are  in 
substantial  accordance  with  our  findings  in  Waxelbaum  <b  Co.  v.  A.  C.  L. 
B.  B.  Co.,  supra;  and  nothing  appears  of  record  here  that  has  served 
to  convince  us  that  any  change  in  the  miT^imum  carload  weights  is 
reasonably  required  of  the  carriers  at  the  present  time. 

In  accordance  with  these  conclusions,  an  order  will  be  entered 

dismissing  the  complaint. 
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No.  2786. 
COMMERCIAL  CLUB  OF  OMAHA 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


Submitted  October  28,  1910.    Decided  April  3,  1911. 


1.  The  long  continuance  of  a  rate  voluntarily  established  and  not  published 

under  the  compelling  influence  of  competitive  conditions  Is  in  itself  evi- 
dence of  no  little  weight  of  its  reasonableness ;  but  the  long  continuance 
of  a  rate  largely  loees  its  value  as  evidence  In  n  case  involving  an  ad- 
vanced rate  for  the  same  service,  whoi  it  is  shown  that  the  prior  and 
lower  rate  was  the  result  of  the  influence  of  a  strong  movement  by  ' 
water. 

2.  The  record  presents  no  grounds  for  a  flnding  that  a  rate  of  85  cents  per  100 

pounds  on  lima  beans  in  carloads  from  California  to  points  in  the  terri- 
tory extending  from  Colorado  to  the  Atlantic  seaboard  is  an  excessive 
rate  when  considered  as  a  blanket  rate,  or  any  grounds  for  taking 
Omaha  out  of  a  blanket  territory,  with  which  it  has  long  been  associated 
in  this  and  other  traffic  without  protest  from  any  quarter,  by  a  finding 
that  it  is  an  excessive  rate  to  that  particular  point  Should  it  appear, 
however,  from  Judicial  proceedings  now  pending  that  the  power  of  the 
GommissiOQ  to  deal  with  rates  applicable  to  so  extensive  a  group  is  a 
limited  one  and  not  coextensive  with  the  power  of  the  carriers  to  estab- 
lish group  rates  of  such  broad  application,  nothing  said  here  must  be 
understood  as  indicating  that  the  Commission  would  l>e  satisfied  with  an 
85-cent  rate  to  Omaha* 
8.  The  order  heretofore  entered  herein  vacated  and  the  complaint  dismissed. 

E.  J.  McVann  for  complainant. 

A^.  n.  LoamiSj  Edson  Rich^  P.  F.  Dunne^  and  F.  C.  DtUard  for 
Southern  Pacific  Company  and  Union  Pacific  Railroad  Company. 

Jamea  C.  Jeffery^  Z7.  /.  Camphellj  and  B.  M.  Flippin  for  Missouri 
Pacific  Railway  Company. 

E.  N.  Clark  for  Denver  &  Rio  Grande  Railroad  Company. 

Supplemental  Report  of  the  Commission. 

Hablan,  Commissioner: 

Our  report  in  this  proceeding  appears  in  18  I.  C.  C.  Rep., at  p.  53. 
The  matter  comes  before  us  again  upon  an  order  reopening  the  rec- 
ord for  further  hearing.  A  number  of  formal  and  informal  com- 
plaints presenting  the  same  question  are  also  pending  before  us.   The 
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issue  involved  in  all  of  them  is  as  to  the  reasonableness  of  a  rate  of  85 
cents  per  100  pounds  on  lima  beans  in  carloads  moving  from  certain 
points  in  California  to  destinations  in  Texas  and  CJolorado,  and 
to  Omaha  and  a  few  other  points  that  need  not  here  be  specifically 
mentioned.  This  case  involves  the  rate  to  Omaha,  while  the  cases 
that  follow  it  involve  the  reasonableness  of  the  85-cent  rate  to  other 
points.  The  relevant  facts  as  gathered  from  the  record  as  it  now 
stands  may  be  stated  as  follows : 

From  January  18, 1900,  until  January  1, 1909,  the  defendants  had 
maintained,  with  some  variations  in  the  carload  minimum  weights, 
a  blanket  rate  of  75  cents  per  100  pounds,  applicable  on  shipments 
of  lima  beans  from  certain  points  in  Cidifomia  to  Colorado  and 
Texas  and  to  all  points  east  in  practically  the  whole  of  the  United 
States  except  the  so-called  southeastern  territory.  On  January  1, 
1909,  the  rate  was  advanced  to  85  cents  per  100  pounds  in  carloads, 
the  minimum  weight  of  40,000  pounds  established  on  Octob^  12, 
1903,  remaining  unchanged.  At  the  same  time  advances  were  made 
in  the  rates  on  a  number  of  other  commodities,  such  as  peas;  alfal& 
meal ;  sugar ;  cereals  and  cereal  products ;  drugs  and  medicines ;  fruits ; 
fruits  concentrated,  dried,  in  sacks,  in  boxes,  and  preserved;  nuts; 
prtroleum ;  seed ;  mustard ;  soap ;  and  tobacco ;  and  also  on  a  number 
of  manufactured  and  other  articles,  such  as  agricultural  implements, 
baking  powder,  beer,  blankets,  bottles,  canned  goods,  leather,  wire 
rope,  woolen  waste,  beeswax,  hides,  and  wool  in  the  grease  and 
scoured. 

The  shippers  interested  in  the  bean  rate,  learning  of  the  proposed 
advance,  arranged  for  a  conference  in  regard  to  the  matter  be- 
tween the  representatives  of  the  transportation  bureau  of  the 
Merchants  Exchange  of  San  Francisco  and  representatives  of  the 
defendants.  This  meeting  occurred  a  few  days  before  the  advanced 
rate  went  into  effect.  No  complaint  seems  then  to  have  been  made 
on  behalf  of  the  shippers  as  to  the  reasonableness  of  the  higher  rate 
in  and  of  itself.  The  point  urged  was  tiiat  their  shipments  into 
Texas  were  meeting  the  competition  of  foreign  beans,  particularly 
from  Austria-Hungary,  and  that  the  advanced  85-cent  rate  would 
substantially  modify,  if  not  entirely  stop,  the  movement  from  Cali- 
fornia to  that  state.  As  a  result  of  the  conference,  the  initial  lines, 
without  fully  investigating  the  matter  for  themselves,  decided  to 
recommend  their  connections  to  restore  the  75-cent  rate  to  Texas 
points.  At  the  next  meeting  of  the  transcontinental  freight  bu- 
reau, held  in  Chicago  a  few  days  after  the  85-cent  rate  had  become 
effective,  this  recommendation  was  approved.  Thereupon  the  north- 
em  lines,  in  order  to  preserve  the  parity  of  rates  on  beans  that  had 
always  existed  between  Texas  points,  on  the  one  hand,  and  Colorado 
points  and  Omaha,  on  the  other,  decided  to  restore  the  75-cent  rate  to 
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those  points  also.  The  further  explanation  made  of  the  course  of 
the  northern  lines  in  the  matter  is  that  some  of  them  that  serve 
Texas  points  also  pass  through  Colorado  and  other  intermediate  ter- 
ritory, and  they  did  not  feel  that  it  was  desirable  to  carry  lower  rates 
to  Texas  than  to  the  intermediate  points.  Although  the  conclusion 
to  restore  the  former  rate  to  Texas  and  Colorado  points  and  to 
Omaha,  and  the  few  other  points  involved,  was  reached  in  January, 
1909,  the  carriers,  because  of  the  complicated  and  extended  nature 
of  the  tariffs,  were  not  able  actually  to  make  the  75-cent  rate  again 
effective  until  June  5,  1909.  As  a  consequence  the  85-cent  rate  re- 
mained in  effect  to  those  points  for  five  months  after  the  restoration 
of  the  75-cent  rate  had  been  agreed  upon.  It  is  to  be  observed  that 
td  all  other  parts  of  the  very  broad  blanket  territory  heretofore  de- 
scribed the  85-cent  rate  has  remained  undisturbed  from  the  time  it 
was  first  published. 

During  the  interval  between  January  1  and  June  5, 1909,  while  the 
86-cent  rate  was  in  effect  to  Omaha  and  points  in  Texas  and  Colo- 
rado, more  or  less  extensive  shipments  of  lima  beans  moved  to  those 
destinations  from  California;  and  the  formal  and  informal  com- 
plaints to  which  we  have  alluded  were  filed  for  the  purpose  of  obtain- 
ing reparation  on  these  shipments  on  the  basis  of  the  75-cent  rate. 

As  originally  presented  to  us  the  record  showed  nothing  beyond 
the  existence  for  years  of  the  75-cent  rate  to  Omaha,  and  its  "  volun- 
tary restoration,"  as  we  said  in  the  report,  "  after  the  higher  rate  had 
been  experimented  with  for  a  few  months  only."  The  complaint  took 
the  form  of  a  mere  reparation  case  which  seemed  to  offer  no  reason- 
able solution  other  than  that  arrived  at,  namely,  that  the  defendants 
had  themselves  found  that  the  85-cent  rate,  so  far  as  shipments  to 
Omaha  were  concerned,  was  more  than  the  traffic  could  bear,  and 
therefore  had  restored  the  75-cent  rate  with  the  intention  of  main- 
taining it  as  the  maximum  rate  to  that  point  for  the  future.  As  the 
case  was  argued,  it  left  us  under  the  impression,  as  we  stated  in  the 
report,  that  the  restoration  of  the  prior  75-cent  rate  to  Omaha  and 
Texas  points,  while  leaving  the  85-cent  rate  to  other  points  un- 
changed, was  apparently  intended  by  the  carriers  as  a  "  withdrawal 
of  those  few  points  from  the  extensive  grouping  with  which  they  had 
for  many  years  been  associated  in  connection  with  this  traffic."  Rep- 
aration was  therefore  ordered  and  tlie  defendants  were  also  required 
to  maintain  the  75-cent  rate  to  Omaha  for  the  usual  period  of  two 
years. 

The  announcement  of  this  conclusion  was  followed,  as  heretofore 

explained,  by  the  presentation  on  the  formal  and  informal  docket  of 

daims  for  reparation,  amounting  in  the  aggregate  to  a  very  sub- 

Ftantial  sum. 
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There  had  been  no  intimation  in  the  record  upon  which  onr 
previous  report  was  based,  or  any  indication  on  the  argument,  of  a 
purpose  on  the  part  of  the  defendants  to  re-establish  the  85-cent  rmte 
to  Texas  and  Colorado  points  and  to  Omaha.  Apparently  the  wit- 
nesses who  testified  and  the  counsel  that  argued  the  case  had  not  been 
advised  by  the  defendants  that  steps  had  already  been  taken  to  bring 
those  points  again  under  the  85-cent  rate  then  applicable  to  all  other 
parts  of  the  blanket  territory.  The  result  was  that  while  our  order 
awarding  reparation  on  the  basis  of  the  restored  75-c^it  rate  and  re- 
quiring that  rate  to  Omaha  for  the  future  was  entered  on  March  7, 
1910,  a  tariff  had  already  been  filed,  as  was  later  disclosed,  under 
whidh  the  85-cent  rate  to  that  point  was  again  to  become  effective  on 
March  22,  1910.  Thereupon,  the  motion  for  rehearing  in  this  com- 
plaint was  filed,  and  allowed,  and  the  additional  testimony  now  bef<Mre 
us  was  taken. 

The  explanation  made  by  the  defendants  of  this  rather  unusual 
and  vacillating  rate  history  is  that,  immediately  after  the  75-cent 
rate  had  been  re-established  to  Omaha  and  other  points  in  that  gen- 
eral territory,  protests  were  made  by  jobbers  at  St.  Louis,  New  Or- 
leans, Joplin,  and  other  points  against  the  continued  exaction  at  those 
points  of  the  85-cent  rate.  No  complaint  seems  to  have  been  made  by 
them  as  to  the  reasonableness  of  the  latter  rate  in  and  of  itself;  all 
that  was  demanded  was  that  the  discrimination  be  removed  so  that 
the  jobbers  who  were  paying  85  cents  per  100  pounds  could  compete  on 
equal  terms  with  those  at  Omaha  and  elsewhere  who  were  enjoying 
the  benefit  of  the  75-cent  rate.  These  complaints  became  so  numerous 
that  the  defendants  instituted  a  thorough  investigation  of  the  mat- 
ter, and  especially  with  respect  to  the  representations  of  the  Califor- 
nia shippers  as  to  the  importation  of  foreign  beans  through  Galves- 
ton. It  appeared  at  the  conclusion  of  their  inquiry,  as  we  are  in- 
formed, that  but  one  ton  of  foreign  beans  had  been  brought  into 
Galveston  during  the  year  ending  June  30,  1907;  that  129  tons  had 
come  in  during  the  fiscal  year  of  1908 ;  and  900  tons  during  the  year 
1909.  It  was  also  ascertained  that  during  the  year  ending  June  30, 
1908,  while  the  75-cent  rate  was  in  effect  the  rail  lines  had  moved 
9,671  tons  of  California  beans  to  Texas,  and  that  11,136  tons  had  been 
shipped  to  Texas  by  rail  during  1909,  although  for  a  part  of  that 
time  the  85-cent  rate  was  in  effect.  With  this  information  before 
them  the  carriers  felt  that  they  had  made  a  mistake  in  acceding  to 
the  demands  of  the  California  bean  shippers,  and  that  there  had  been 
no  good  reason  for  taking  Texas  and  Colorado  points  and  Omaha  and 
the  other  points  out  of  the  general  group  in  which  for  many  years 
they  had  been  included  with  respect  to  this  and  other  traffic.  And 
therefore  at  their  next  meeting  in  November,  1909,  they  decided  to 
bring  all  those  points  again  imder  the  85-cent  rate.    This  conclusioo 
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was  made  effective,  as  stated,  on  March  22, 1910,  just  two  weeks  after 
our  order  in  this  case  had  been  entered,  and  after  the  restored  rate 
of  75  cents  had  been  in  effect  for  about  10  months. 

Two  questions  arise  on  the  facts  as  we  have  stated  them :  1.  Whether 
the  complainants  in  these  formal  and  informal  cases  are  entitled 
to  reparation  on  shipments  made  during  the  five  months  while 
the  85-cent  rate  was  in  effect,  on  the  theory  that  it  was  an  excessive 
rate  in  view  of  the  fact  that  the  prior  rate  was  75  cents  and  that  this 
rate  was  subsequently  restored  and  remained  in  effect  until  March 
22,  1910,  a  period  of  about  ten  months  as  just  stated.  2.  Whether 
the  85-cent  rate  again  made  effective  on  that  date  and  now  in  force 
is  an  unreasonable  rate. 

Lima  beans  have  come  to  be  regarded  more  or  less  as  a  staple  arti- 
cle of  food.  Oranges,  on  the  other  hand,  are  possibly  to  be  dassed 
among  the  luxuries  notwithstanding  their  very  wide  and  common 
use  among  all  classes.  The  rate  on  oranges  is  $1.15  per  100  pounds  in 
carloads  to  all  points  in  substantially  the  same  territory  to  which 
beans  take  the  85-cent  rate.  The  value  at  the  point  of  (urigin  of  a 
carload  of  lima  beans  of  the  minimum  weight  of  40,000  pounds  varies 
accordiiig  to  fluctuations  in  the  market  from  $1,500  to  $2,000 ;  and  the 
carload  earnings  to  any  part  of  the  blanket  territory  on  the  basis  of 
the  85-cent  rate  are  $340.  Oranges  seem  to  load  to  an  average  weight 
of  27,648  pounds.  Their  fair  average  value  per  box  at  the  shipping 
points  in  California  year  in  and  year  out  is  about  $1.50;  and  on  that 
basis  the  value  of  a  carload  containing  384  boxes  would  be  about 
$576.  The  earnings  on  a  carload  of  oranges  to  any  point  in  the 
blanket  territory  amount  to  approximately  $320.  The  record  shows 
that  beans  move  with  little  risk  of  damage  and  that  they  load  heavily. 
Oranges  do  not  load  so  heavily,  but  under  the  modem  methods  of 
pre-cooling  and  ventilating  or  icing  in  transit  they  seem  to  move 
with  a  minimum  risk  of  damage.  Considering  the  very  much  larger 
value  of  a  carload  of  lima  beans  as  compared  with  a  carload  of 
oranges,  we  find  it  difficult  to  reach  the  conclusion  that  a  rate  of  85 
cents  applicable  to  all  points  in  so  extensive  a  territory,  is  excessive 
when  considered  by  itself  or  tested  by  the  rate  and  carload  earnings 
on  oranges,  or  when  compared  with  the  rates  and  carload  earnings  on 
similar  products  of  California,  such  as  dried  fruit  and  canned  goods, 
wht'n  destined  to  points  in  the  same  territory.  The  defendants  insist 
that  the  rate  is  in  itself  a  low  rate  and  that  the  75-oent  rate  was  unduly 
low.  Both  rates,  they  contend,  were  established  as  the  result  of  the 
influence  of  water  competition.  It  is  shown  that  1,145  tons  of  beans 
moved  from  California  to  the  eastern  seaboard  by  water  in  1906,  that 
in  1907  the  movement  amounted  to  768  tons,  while  658  tons  were 
shipped  in  1908  and  2,990  tons  in  1909.  The  75-oent  rate,  the  defend- 
anto  assert,  was  originally  established  to  the  Atlantic  seaboard  be- 
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cause  of  the  substantial  moTement  by  water  and  was  ezteoded  back 
through  the  blanket  territory  in  keeping  with  the  policy  of  the  trans- 
continental carriers  of  furnishing  the  products  of  the  Pacific  ooaat 
with  a  widely  extended  market,  thus  enabling  them  to  compete  in  the 
broadest  possible  territory  with  similar  products  produced  at  mote 
adjac^it  points. 

The  reccH^  shows  that  beans  have  been  moving  from  Calilomia  to 
aU  points  in  the  blanket  territory  in  increasing  volume,  so  that  the 
85-cent  rate  has  not  impaired  the  free  movement  of  the  traffic  But 
on  the  general  ground  that  the  earnings  of  the  defendants  were 
already  yielding  an  ample  return  on  the  investment  it  is  ccmtended 
by  the  c<Hnplainant  that  the  increase  in  the  rate  was  unneceasaiy. 
Beyond  that  suggestion  and  the  long  continuance  of  the  prior  rate  of 
75  cents,  there  was  practically  no  endeavor  of  record,  either  in  this 
case  or  in  the  cases  that  accompany  it,  to  show  that  the  present  rate  of 
85  cents  is  excessive  or  unreasonable.  If  it  be  true,  as  seems  to  be 
fairly  established,  that  the  75-cent  rate  to  the  eastern  seaboard  was 
the  result  of  the  influence  of  the  movement  of  beans  by  water  and 
was  extended  back  practically  across  the  continent  in  conformity 
with  the  policy  on  the  part  of  the  carriers  of  opening  the  widest  poa- 
sible  markets  to  Califomia  products,  the  long  continuance  of  that 
rate  can  have  no  very  strong  tendency,  if  any  tendency  at  all,  to  diow, 
when  an  increase  in  the  rate  is  attacked,  that  the  prior  rate  was 
already  reasonably  high.  The  long  continuance  of  a  rate  voluntarily 
estabUshed  and  not  published  under  the  compelling  influence  of  com- 
petitive conditions  is  in  itself  evidence  of  no  little  weight  of  its  reason- 
ableness ;  but  the  long  continuance  of  a  rate  largely  loses  its  value  as 
evidence  in  a  case  involving  an  advanced  rate  for  the  same  service, 
when  it  is  shown  that  the  prior  and  lower  rate  was  the  result  of  the 
influence  of  a  strong  movement  by  water. 

As  we  understand  the  record  now  before  us  it  presents  no  grounds 
upon  which  we  may  properly  base  a  finding  that  a  rate  of  85  cents 
per  100  pounds  on  lima  beans  in  carloads  from  Califomia  points 
to  points  in  the  extensive  territory  to  which  it  is  applicable  is  an 
excessive  rate  when  considered  as  a  blanket  rate.  Nor  do  we  see 
any  grounds  upon  this  record  for  taking  Omaha  out  of  a  blanket 
territory  with  which  it  has  long  been  associated  in  this  and  other 
traffic  without  protest  from  any  quarter,  as  would  be  the  case  if  we 
found  by  a  finding  that  the  85-cent  rate  applicable  throu^umt  the 
taritory  is  an  excessive  rate  to  that  particular  point  In  addition  to 
the  absence  of  a  sufficient  basis  of  record  for  such  a  holding,  thai 
course  would  tend  to  break  up  the  group  and  require  a  readjustment 
of  the  whole  rate  structure  cm  Califomia  products  moving  to  the  east; 
and  this,  as  we  view  the  matter,  would  not  be  to  the  real  interest 
either  of  the  producer,  the  ccmsumer,  or  of  the  carriers  themsel^ 
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As  an  average  rate  applicable  to  Omaha  and  to  all  points  east  of 
Omaha,  including  the  Atlantic  seaboard,  we  do  not  consider  the  86- 
cent  rate  to  be  an  excessive  rate.  But  should  it  appear  as  the  result 
of  proceedings  now  pending  in  the  courts  at  the  instance  of  these 
defendants  in  the  so-called  lemon  case,  Arlington  Heights  Frtdt  Em- 
change  V.  So.  Pac.  Co.j  19  L  C.  C.  Rep.,  148,  that  our  power  to  deal 
with  rates  applicable  to  so  extensive  a  blanket  territory  is  a  limited 
one  and  not  coextensive  with  the  power  of  the  carriers  to  establish 
such  rates,  and  we  are  later  called  upon  to  determine  what  is  a  rea- 
sonable rate  on  this  traffic  fnmi  California  points  to  Omaha,  con- 
sidered by  itself  and  apart  from  the  territory  with  which  it  has 
always  been  grouped,  nothing  here  said  must  be  understood  as  indicat- 
ing that  we  would  be  satisfied  with  an  85-cent  rate  to  that  point 

The  order  heretofore  entered  herein  must  be  vacated  and  the  com- 
plaint dismissed.    It  will  be  so  ordered. 
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No.  2730. 
LAWRENCE-WARDEXBURG  COMPANY 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


No.  3011. 
F.  D.  OGDEN 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


No.  3012. 
NEW  ORLEANS  BOARD  OF  TRADE,  LIMITED, 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


Bulmitted  yovember  9,  1910.    Decided  AprU  S.  1911. 


FoUowing  the  conclusions  reached  in  Commercial  Cluh  of  Omaha  v.  8o.  Pac  Co., 
ante,  p.  631,  and  for  other  reasons  given  in  the  report  herein,  complainta* 
seeking  reparation  for  alleged  unreasonable  rates  collected  on  shipments 
of  lima  beans  from  California  points  to  New  Orleans  and  to  points  in 
Texas,  Oklahoma,  Colorado,  and  New  Mexico,  are  dismissed. 

G.  M.  Stephen  for  Lawrence- Wardenburg  Company. 

Lester  G.  Burnett  and  /.  O.  Bracken  for  F.  D.  Ogden. 

John  A.  Smith  for  New  Orleans  Board  of  Trade,  Limited. 

N.  H.  LoomiSy  P.  F.  Dunne,  F.  C.  DiOard,  Edson  Rich,  C.  W. 
DurbroWj  J.  P.  Blair y  J.  A.  Munroe,  and  Guy  F.  Shaup  for  Southern 
Pacific  Company  and  Union  Pacific  Railroad  C<mipany,  and  affiliated 
lines. 

James  C.  Jeffery,  H.  J.  CampbeU,  and  B.  M.  Flippen  for  Missouri 
Pacific  Railway  Company. 

/.  L.  Colem^an,  D.  L.  Meyers,  and  H,  D.  PiUsbury  for  Atchison, 
Topeka  &  Santa  Fe  Railway  Company. 

E.  N.  Clark  for  Denver  &  Rio  Grande  Railroad  Ccnnpany. 

Baker,  Botts,  Parker  dk  Garwood  and  F.  C.  DiUard  for  Houston  A 
Texas  Central  Railroad  Company. 
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Report  of  the  Commibsion. 

Harlan,  Commissioner: 

The  first  of  the  above-entitled  complaints  was  filed  on  July  28, 
1909,  and  asks  reparation  in  the  amount  of  $40  on  account  of  the 
alleged  unreasonableness  of  a  rate  of  85  cents  collected  on  a  carload 
of  beans  shipped  on  February  20,  1909,  from  Sacramento,  in  the 
state  of  California,  to  Trinidad,  in  the  state  of  Colorado. 

The  second  complaint,  filed  December  9,  1909,  was  brought  by  one 
F.  D.  Ogden,  as  assignee  of  a  large  number  of  consignees  in  Texas, 
Oklahoma,  Colorado,  and  New  Mexico,  and  asks  reparation,  in  the 
amount  of  $3,716.57,  on  about  90  carload  shipments  moving  from 
California  points  under  the  same  rate. 

The  last  complaint,  also  filed  on  December  9,  1909,  was  brought  by 
the  New  Orleans  Board  of  Trade  on  behalf  of  certain  of  its  members 
who  are  dealers  in  beans,  and  asks  reparation  in  the  amount  of 
$512.53.  It  is  based  largely  upon  the  alleged  discrimination  existing 
against  New  Orleans  for  a  period  of  10  months,  during  which  time 
the  75-cent  rate  was  in  effect  to  Texas,  Colorado,  and  Missouri  River 
points.  At  the  hearing  the  president  of  the  Wholesale  Grocers^ 
Association  of  New  Orleans  said : 

We  feel  that  we  have  been  placed  at  a  great  disadTnntage  In  this  distrlbutlTe 
territory  during  the  10  months  in  which  the  rates  were  discriminatory,  and 
we  thinic  the  Commission  owes  it  to  New  Orleans,  If  unwilling  to  grant  the 
75-cent  rate  in  the  future,  to  give  us  the  privilege  of  that  rate  during  as  many 
months  as  It  was  accorded  to  competitive  territory.  It  makes  that  appeal  on 
behalf  of  the  wholesale  grocers  of  New  Orleans  and  the  large  bean  shippera 

Following  the  conclusions  reached  in  Commercial  Club  of  Omaha 
V.  *S'<j.  Pac,  Co.^  ante,  p.  631,  the  complaints  relating  to  shipments  to 
New  Orleans  and  to  Texas  and  Oklahoma  must  be  dismissed.  So  far 
as  the  shipmentvS  to  Colorado  and  New  Mexico  are  concerned  we  do 
not  understand  that  the  complainants  in  those  cases  question  the 
propriety  of  including  that  territory  in  the  blanket  rates  applicable 
on  this  and  other  traffic  from  California ;  and  we  are  not  inclined  at 
this  time  to  raise  that  question  on  our  own  motion  and  on  this  record. 
Those  complaints  were  filed  after  the  76-cent  rate  had  been  restored, 
and  apparently  only  for  the  purpose  of  seeking  reparation  on  ship- 
ments made  while  the  85-cents  rate  was  temporarily  in  effect.  They 
are  really  reparation  cases  and  can  not  fairly  be  said,  either  on  the 
pleadings  or  on  the  record,  to  question  the  reasonableness  of  the  85- 
cent  rate  that  was  again  made  effective  and  is  now  in  force.  So  con- 
sidered the  complaints  with  respect  to  those  shipments  must  also  be 
dismissed.  Should  the  appeal  by  these  defendants  from  oar  order  in 
Arlington  Heights  Fruit  Exchange  v.  So,  Pac.  Co.^  19  I.  C.  C.  Rep., 
148,  result  in  a  ruling  by  the  courts  that  we  have  no  authority  to  estab- 
lish a  blanket  rate  in  a  territory  so  broad  as  this,  it  would  seem  to 
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follow  that  the  carriers  themselyes  are  without  such  authority  and 
that  we  must  so  hold  when  complaint  is  made  of  rates  of  such  exten- 
sive application.  In  that  event  we  should  be  forced  to  a  different 
conclusion  with  respect  to  the  reasonableness  of  an  85-cent  rate  on 
beans  to  points  in  Colorado  and  New  Mexico. 
An  order  will  be  entered  in  conformity  with  these  conclusions. 


•  »• 


No.  2909. 
ALPHA  PORTLAND  CEMENT  COMPANY 

V. 

PENNSYLVANIA  RAILROAD  COMPANY  ET  AL. 


SuJmiUed  October  17,  1910.    Decided  May  1,  1911. 


Upon  the  facts  disclosed  by  the  record;  Held,  That  a  Joint  rate  of  $2.75  per 
ton  was  not  lawfully  applicable  to  complainant* a  shipments  of  cement 
from  Martins  Gre^,  Pa.,  to  Elizabeth  City,  N.  C. ;  but  that  upon  the  ship- 
ment of  February  28,  1008,  a  combination  of  intermediate  rates  amounting 
to  $2.75  per  ton  was  applicable,  and  as  to  shipment  of  March  6,  1906,  the 
Joint  rate  of  $3.25  per  ton  was  unreasonable  so  far  as  it  exceeded  said 
combination.    Reparation  awarded. 

Louis  H.  Porter  and  William  C.  Dodge  for  complainant. 
Henry  Wolf  BikU  for  defendants. 

Report  of  the  Commission. 

By  the  Commission  : 

The  complainant  is  engaged  in  the  manufacture  and  shipment  of 
cement  from  Martins  Creek,  Pa.,  and  Alpha,  N.  J.,  and  has  its  gen- 
eral office  at  Easton,  Pa.  It  alleges,  in  petition  filed  October  19, 
1909,  that  on  February  28  and  March  6, 1908,  it  made  certain  ship- 
ments of  cement,  weighing  228,000  pounds,  from  Martins  Creek  Pa^ 
to  Elizabeth  City,  N.  C,  over  the  Lines  of  the  defendant  carriers, 
upon  which  freight  charges  were  collected  at  the  rate  of  $3.25  per  net 
ton ;  that  the  cement  plant  is  reached  by  the  tracks  of  both  the  Bangor 
&  Portland  and  the  Pennsylvania  railroads ;  that  on  the  conmiodities 
referred  to  the  tariffs  of  each  of  the  carriers  posted  at  the  shipping 
stations  named  a  rate  of  $2.75  per  ton  for  the  transportation  in  ques- 
tion. The  rate  charged  is  alleged  to  have  been  unjust  and  unreascm- 
able,  and  reparation  is  asked. 

Martins  Creek,  Pa.,  is  on  the  Lehigh  &  New  England  Railroad  and 
the  Bangor  &  Pcvtland  Railroad.    At  this  point  the  complainant 


ALPHA  PORTLAND  CEMENT  CO.   V.  P.  B.   B,  CO.  641 

has  two  cement  mills,  which  at  time  of  shipment  were  reached 
directly  by  the  tracks  of  the  Bangor  &  Portland  Railroad  and 
Lehigh  &  New  England  Railroad.  The  Pennsylvania  Railroad  has, 
at  a  point  across  the  Delaware  River  in  New  Jersey,  a  station  named 
Martins  Creek,  N.  J.  Between  these  two  points  a  bridge  spans  the 
Delaware  River.  By  a  spur  track  over  this  bridge  the  Pennsylvania 
Railroad  also  reaches  the  complainant's  mills  at  Martins  Creek,  Pa., 
and  for  purpose  of  interchanging  freight  traffic  makes  connection 
with  the  carriers  named. 

For  some  years  prior  to  the  time  the  shipments  moved,  and  until 
September  29, 1908,  the  Bangor  &  Portland  Railroad  published  a  rate 
of  $2.75  per  net  ton  on  cement  in  carloads  from  Martins  Creek,  Pa., 
to  Elizabeth  City,  N.  C.  This  rate  was  applicable  to  traffic  delivered 
to  the  Bangor  &  Portland  at  complainant^s  mills  at  Martins  Creek. 
Pa.,  and  the  route  of  movement  via  connecting  lines  was  over  the 
Pennsylvania  Railroad  and  New  York,  Philadelphia  A  Norfolk 
Railroad  to  Norfolk,  thence  via  the  Norfolk  &  Southern  Railroad  to 
Elizabeth  City.  By  formal  concurrences  the  carriers  last  named 
were  bound  to  participation  in  the  rates  named  in  the  Bangor  & 
Portland  tariff. 

Contemporaneously,  and  up  to  January  30, 1908,  the  Pennsylvania 
Railroad  published  and  filed  tariffs  naming  rate  of  $2.75  from 
Martins  Creek,  N.  J.,  to  Elizabeth  City.  A  new  tariff  filed  with  the 
C<xnmission,  effective  on  this  latter  date,  advanced  the  rate  to  $3.25 
per  ton.  A  supplement  to  this  tariff,  effective  March  2,  1908,  pro- 
vided  that  the  name  of  the  shipping  station,  Martins  Creek,  N.  J., 
as  shown  in  original  tariff,  should  read  Martins  Creek,  Pa.,  but 
neither  the  tariff  advancing  the  rate  nor  the  supplement  changing 
the  name  of  the  station,  as  it  appears,  was  posted  at  the  station  at 
Martins  Creek,  Pa.,  until  March  8,  1908,  two  days  after  the  last  of 
the  shipments  in  question  had  moved. 

The  gravamen  of  the  cwnplaint  is  that  by  failure  to  post  its  later 
tariff  at  Martins  Creek,  Pa.,  the  Pennsylvania  Railroad  misled  the 
complainant  to  its  damage;  that  had  the  Pennsylvania  duly  posted 
its  schedule  at  the  latter  station,  complainant  would  have  been 
advised  of  the  higher  rates  applicable  on  traffic  delivered  direct  to 
the  Pennsylvania,  and  would  have  delivered  the  shipments  to  the 
Bangor  &  Portland,  which  road,  after  performing  only  a  switching 
service,  would  have  turned  the  shipments  over  to  the  Pennsylvania 
for  transportation  over  its  line  and  connections  to  Elizabeth  City; 
that  by  thus  making  the  Bangor  A  Portland  the  initial  carrier,  com- 
plainant would  have  been  entitled  to  the  rate  of  $2.75  published  by 
this  carrier,  notwithstanding  the  route  of  the  Pennsylvania  and  its 
connections,  over  which  the  rate  was  $8.25  from  Martins  Creek, 

N.  J.,  to  Elizabeth  City,  was  wholly  included  in  the  route  as  to  which 
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the  Bangor  &  Portland  was  the  initial  carrier  and  via  which,  as 
before  stated,  the  rate  from  Martins  Creek,  Pa.,  was  only  $2.75. 

The  two  bills  of  lading  covering  the  shipments  in  questicm  were 
each  issued  at  the  New  Jersey  station  and  signed  by  the  agent  resi- 
dent there.  In  the  space  provided  for  the  rate  is  inserted  "  2.76,'' 
apparently  in  the  handwriting  of  the  party  who  made  out  the  bill 
of  lading.  The  waybills  and  the  clerical  work  in  connection  with 
the  handling  and  dispatching  of  these  shipments  were  apparently 
all  done  at  the  New  Jersey  station.  Our  information  is  that  the 
New  Jersey  station  is  in  fact  the  executive  office  in  which  is  per- 
formed all  the  clerical  work  and  accounting  incident  to  business 
originating  at,  or  destined  to,  the  Pennsylvania  station;  that  the 
latter  is  a  nonagency  station  and  has  no  facilities  for  handling  lesa- 
than-carload  traffic;  that  the  only  facility  for  handling  carload  traffic 
is  the  individual  siding  extending  to  the  mills  of  complainant,  with 
whom  arrangements  must  be  made  by  any  other  shipper  who  may 
desire  to  have  shipments  delivered  on,  or  forwarded  from,  the  Penn- 
sylvania side. 

From  an  examination  of  the  tariffs  on  file  with  the  Commissioii, 
it  does  not  appear  that  the  Pennsylvania  Railroad,  prior  to  March  2, 
1908,  had  ever  published  any  rates  from  Martins  Creek,  Pa.,  to 
Elizabeth  City,  N.  C.,  although,  as  a  matter  of  fact,  it  did  publish 
rates  from  Martins  Creek,  Pa.,  to  other  points.  There  was  no 
switching  or  terminal  tariff  between  the  two  stations  applicable  to 
the  movement  of  shipments  of  cement.  The  taking  of  the  cars  of 
complainant  from  the  Pennsylvania  to  the  New  Jersey  side,  or,  in 
other  words,  the  application  from  Martins  Creek,  Pa.,  of  rates  pub- 
lished and  applicable  only  from  Martins  Creek,  N.  J.,  was  without 
legal  authority  until  on  March  2, 1908,  when  by  supplement  referred 
to  the  application  was  made  from  the  Pennsylvania  station. 

It  appears,  however,  that  since  November  1,  1907,  the  Pennsyl- 
vania Railroad  has  maintained  a  rate  of  $2  per  ton  from  Martins 
Creek,  Pa.,  to  Norfolk,  Va. ;  and  from  November  1, 1906,  to  June  80, 
1910,  the  Norfolk  &  Southern  published  a  rate  of  75  cents  per  ton 
from  Norfolk  to  Elizabeth  City.  Therefore,  when  the  first  ship- 
ment moved  on  February  28, 1908,  inasmuch  as  defendants  had  no 
joint  rate  lawfully  applicable  from  Martins  Creek,  Pa.,  to  Elizabeth 
City,  it  was  their  duty  to  apply  the  lowest  combination  of  interme^ 
diate  rates,  which  was  $2.75;  and  it  follows  that  the  application  of 
the  $3.25  rate  amounted  to  an  overcharge  of  50  cents  per  ton.  When 
the  second  shipment  moved,  on  March  6, 1908,  the  rate  of  $3.25  from 
Martins  Creek,  Pa.,  had  been  published  and  filed  with  the  Coomiis- 
sion,  although  not  posted  at  the  station.  But  the  combination  on 
Norfolk  was  still  in  effect,  and  as  to  this  shipment  we  find  that  the 
rate  of  $3.25  was  unreasonable  to  the  extent  it  exceeded  the  combina- 
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tion  of  intermediate  rates,  amounting  to  $2.75.  It  follows  that  com- 
plainant is  entitled  to  reparation  in  the  sum  of  $57,  with  interest 
from  April  1, 1908. 

Effective  June  80,  1910,  the  rate  from  Norfolk  to  Elizabeth  City 
was  advanced  to  $1  per  ton,  and  the  combination  on  Norfolk  is  now 
$3  per  ton.  We  find  that  the  joint  rate  of  $8.25  per  ton  is  unreas<m- 
able  to  the  extent  that  it  exceeds  the  combination  of  intermediate 
rates,  and  that  for  the  future  the  joint  through  rate  ought  not  to 
exceed  the  c(Hnbination  on  Norfolk.  An  order  will  be  entered  in 
accordance  with  the  foregoing  conclusions. 


No.  3172. 
WESTERN  MANTLE  COMPANY 

V. 

SPOKANE,  PORTLAND  &  SEATTLE  RAILWAY  COMPANY 

ET  AL. 


aubmitUd  November  S,  1910.    Decided  May  1, 1911. 


TranscontineDtal  tariffs  provided  a  leeB-than-carload  rate  of  |3  per  100  pounds  on 
''dry  goods,  n.  o.  b,,**  and  a  like  rate  of  $2.20  on  ''netting,  cotton,  n.  o.  s." 
LesB-than-carload  shipments  by  complainant  were  of  knitted  fabrics  in  tubular 
form,  made  whoUy  of  cotton,  for  use  as  foundation  material  in  the  manufacture 
of  gas  mantles,  and  were  not  of  the  character  of  goods  commonly  known  to  the 
trade  as  "cotton  netting;  *'  Hdd,  That  in  the  absence  of  a  provision  specifically 
covering  the  commodity,  the  defendants  properly  applied  thereto  the  rate  on 
"dry  goods,  n.  o.  s.** 

A.  J.  Parrington  for  complainant. 

James  B.  Kerr  for  Spokane,  Portland  &  Seattle  Railway  Company; 
Great  Northern  Railway  Company;  and  Northern  Pacific  Railway 
Company. 

A.  C.  Spencer  ioT  Oregon  Railroad  &  Navigation  Company;  Oregon 
Short  Line  Railroad  Company;  Union  Pacific  Railroad  Company;  and 
Chicago  &  North  Western  Railway  Company. 

F.  V.  Browfi  for  Great  Northern  Railway  Company. 

Report  of  thb  CoMioflaioN. 

Bt  the  Commission: 

Complainant  is  a  corporation  engaged  in  the  manafaetare  of  gas 
mantles  at  Portland,  Oreg.    The  issue  in  this  proceeding  \s  whether  a 
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rate  of  $3  per  100  pounds  collected  by  def endantd  for  the  transporta- 
tion of  17  less-than -carload  shipments  of  material  for  use  in  the  manu- 
facture of  gas  mantles,  from  Chicopee  Falls  and  Springfield,  Mass.,  to 
Portland,  Oreg.,  during  the  years  1908  and  1909,  was  lawfully  appli- 
cable under  the  tariffs  then  in  force.  Complainant  alleges  that  the 
shipments  were  entitled  to  a  rate  of  $2.20  per  100  pounds,  and  that  the 
rate  applied  was  therefore  unjust  and  unreasonable.  Reparation  is 
asked. 

There  is  a  dispute  between  the  parties  as  to  the  proper  name  or 
designation  of  the  commodity  shipped.  In  the  freight  bills  it  is 
variously  designated  by  the  delivering  carriers  as  '*  knit  goods,"  "  knit 
dry  goods,"  "  gas-mantle  fabrics,"  ^^  mantle  gauze,"  and  "dry  goods." 
In  the  invoices  rendered  by  the  Knit  Groods  Specialty  Company,  of 
Chicopee  Falls,  Mass.,  from  which  the  material  was  purchased  by 
complainant,  it  is  uniformly  described  as  ^^  mantle  fabrics." 

The  evidence  is  to  the  effect  that  the  shipments  consisted  of  cotton 
knit  fabrics,  or  knitting-factory  products,  which  were  used  by  com- 
plainant as  foundation  material  in  the  manufacture  of  gas  mantles, 
and  were  without  commercial  value  for  any  other  purpose;  that  it  i^ 
made  by  circular  knitting  machines,  is  tubular  in  form,  and  is  referred 
to  in  the  trade  generally  as  ^'  knitting,"  though  sometimes  as  "  netting." 
It  was  shipped  in  mixed  lots  packed  in  boxes  or  cases,  partly  in  rolls  or 
bolts  of  50  to  100  yards  in  length,  and  partly  in  parcels  cut  to  lengths 
of  8  inches. 

Transcontinental  freight  bureau  tariffs  1.  C.  C.  No.  376  and  No. 
890,  in  effect  when  the  shipments  moved,  each  named  a  rate  from 
Chicopee  Falls  and  Springfield,  Mass.,  to  Portland,  Oreg.,  on  ^^ net- 
ting, cotton,  n.  'o.  s.,  in  boxes  or  bales,"  in  less-than-carload  lots,  of 
$2.20  per  100  pounds.  The  same  tariffs  named  a  rate  on  ^^  dry  goods, 
n.  o.  s. ,  in  bales  or  in  cases,"  in  less-than-carload  lots,  of  $3  per  100 
pounds,  and  the  latter  rate  was  applied  to  these  shipments. 

The  question  to  be  determined  is  whether  the  shipments  were  prop 
erly  classed  as  ^^dry  goods,  n.  o.  s.,"  or  whether  the  rate  on  '^netting, 
cotton,  n.  o.  s.,"  should  have  been  applied. 

On  behalf  of  defendants,  the  assistant  superintendent  of  the  traos- 
continental  freight  bureau  inspection  service  testified  that  if  the  com- 
modity had  been  shipped  in  yardage  or  full  bolts  there  would  be  some 
doubt  whether  the  rate  on  cotton  netting,  not  otherwise  specified, 
would  apply;  but  as  it  was  in  part  cut  to  lengths,  it  thereby  lost  its 
identity  as  cotton  netting,  if  it  could  be  so  termed  m  any  event,  and 
became  a  mantle  foundation  cut  to  pattern,  which  had  been  subjected 
to  a  further  process  of  manufacture  than  cotton  netting,  and  properly 
came  within  the  tariff  description  ^^  dry  goods,  n.  o.  s."  Another  wit* 
ness,  introduced  as  a  dry -goods  expert,  testified  that  there  is  a 
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tinction  in  grade  between  knit  goods  and  nettings;  that  the  material  in 
question  is  of  the  character  of  goods  that  would  be  bought  and  sold 
in  the  trade  as  knitted  fabrics  or  cotton  knit  goods  made  on  knitting 
machines,  as  distinguished  from  cotton  nettings  which  are  made  on 
looms. 

In  our  opinion  the  commodity  shipped  was  not  cotton  netting,  as 
that  article  is  commonly  known  to  the  trade;  add,  as  a  matter  of  tariff 
interpretation,  we  are  of  opinion  that  the  term  ^^  netting,  cotton,  n.  o.  s.,'' 
is  not  properly  descriptive  of  the  shipments.  In  the  absence  of  a 
provision  specifically  covering  the  conmiodity  it  was  properly  classed 
by  the  carriers  as  ^^dry  goods,  n.  o.  s.,"  and  the  lawful  rate  was 
applied. 

It  was  contended  that  the  rate  on  ^^dry  goods,  n.  o.  s.,''  was  not 
properly  indexed  in  the  tariffs  and  therefore  could  not  be  used.  We 
are  not  favorably  impressed  with  this  argument,  as  the  term  **dry 
goods''  was  indexed  and  immediately  under  that  item  in  the  tariff 
appeared  the  item  ^'dry  goods,  n.  o.  s/^  This  index  was  sufficient  to 
comply  with  the  Conunission's  rule  in  that  respect  The  complaint 
will  be  dismissed. 
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No.  8481. 
S.  SAMUELS  &  COMPANY 

V. 

ST.  LOUIS  SOUTHWESTERN  RAILWAY  COMPANY  ET  AL. 


Submitted  November  15, 1910.   Decided  May  i,  1911. 


In  June,  1909,  there  was  no  rate  or  combination  of  rates  under  which  a  ship- 
ment of  cotton  linters  could  lawfully  be  moved  from  England*  AtIl,  to 
Houston,  Tex.  NcTertheless  the  initial  carrier  forwarded  a  shipment  of 
that  commodity  via  a  circuitous  route,  over  one  portion  of  which  there  was 
.  a  rate  applicable  to  cotton  linters.  Over  the  remainder  of  the  route  no 
such  rate  was  in  forces  and  the  carriers  assessed  a  rate  applicable  on  com- 
pressed cotton;  Held,  That  complainant  is  entitled  to  reparation  from  the 
Initial  carrier  on  basis  of  a  Just  rate  via  a  reasonably  direct  route 

H.  Samuels  for  complainant. 

Daniel  VptJiegrove  for  St.  Louis  Southwestern  Railway  Company. 

Wat  E.  Orgain  and  T.  G.  Beard  for  Texas  &  New  Orleans  Rail- 
road Company,  Louisiana  Western  Railroad  Company,  and  Mcnt- 
gan's  Louisiana  A  Texas  Railroad  A  Steamship  Company. 

Repobt  of  the  Commission. 

By  the  Commission  : 

The  complainant  is  a  partnership  engaged  at  Houston,  Tex.,  in  the 
purchase  and  sale  of  cotton.  Its  petition,  filed  July  27, 1910,  allies 
that  unreasonable  charges  were  collected  by  defendants  for  the 
transportation  of  a  shipment  of  cotton  linters  from  England,  Ark., 
to  Houston  in  June,  1909 ;  prays  that  a  reasonable  through  route  &nd 
joint  rate  be  established  for  the  carriage  of  cotton  linters  between  the 
points  named;  and  asks  that  reparation  be  awarded.  Prior  to  the 
hearing  a  through  route  and  joint  rate  satisfactory  to  complainant 
had  been  established;  and  the  only  question  to  be  determined  is 
whether,  under  the  peculiar  circumstances  disclosed  by  the  record, 
reparation  should  be  granted. 

Complainant  purchased  110  bales  of  cotton  linters,  of  the  aggre* 
gate  weight  of  "69,498  pounds,  which  were  delivered  to  the  St  Louis 
Southwestern  Railway  Company  at  England,  Ark.,  a  local  point  on 
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itB  line,  for  transportation  to  Houston,  in  May,  1909.  The  shipment 
was  tendered  with  instructions  to  route  via  Tyler,  Tex.,  and  the 
International  &  Great  Northern  Railroad.  Upon  being  informed 
that  there  was  no  rate  on  cotton  linters  via  the  route  named,  the 
shipper  directed  that  the  traffic  be  forwarded  via  Shreveport,  La., 
and  the  Houston,  East  &  West  Texas  Railway,  and  being  infwmed 
that  there  was  no  rate  via  the  latter  route  the  shipper  then  requested 
the  initial  carrier  to  forward  by  ^^most  direct  way  to  Houston,  so 
we  are  protected  in  through  rates."  Thereupon  the  St  Louis  South- 
western forwarded  the  traffic  over  its  own  line  to  Stamps,  Ark., 
Louisiana  &  Arkansas  Railway  to  Alexandria,  La.,  Morgan's  Louisi- 
ana &  Texas  Railroad  to  New  Orleans,  La.,  and  thence  over  the 
Southern  Pacific  lines  to  Houston.  Freight  charges  were  collected 
from  complainant  in  the  sum  of  $458.67  at  a  combination  rate  of  66 
cents  per  100  pounds.  The  distance  from  England  to  Houston  over 
the  route  taken  is  881  miles,  while  via  Tyler  it  is  525  miles. 

When  the  shipment  moved  there  was  no  rate  of  any  description 
applicable  to  the  transportation  of  linters  from  England  to  Houston 
via  any  route.  This  was  due  to  the  fact  that  no  through  commodity 
rate  had  been  published ;  and,  although  a  fourth  class  rating  is  pro- 
vided for  linters  in  Western  Classification,  the  tariffs  naming  class 
rates  were  also  governed  by  exceptions  tp  the  Western  Classification, 
which  provided  that  class  rates  should  not  apply  on  linters.  Thus 
neither  class  nor  commodity  rates  were  available.  The  rate  actually 
assessed  was  composed  of  a  combination  rate  of  48  cents  on  linters, 
England  to  New  Orleans,  plus  a  rate  of  18  cents  cm  compressed  cotton, 
New  Orleans  to  Houston.  It  will  be  seen,  therefore,  that  the  initial 
carrier  scrupulously  refrained  from  forwarding  complainant's  ship- 
ment via  a  direct  route  for  the  reason  that  there  was  no  rate  in  effect, 
and  finally  sent  it  over  a  much  longer  and  more  roundabout  route 
over  which  there  was  likewise  no  published  rate. 

Effective  October  17,  1909,  the  St.  Louis  Southwestern  Railway 
established  a  joint  rate  of  46}  cents  on  linters,  England  and  Brinkley, 
Ark.,  to  Houston,  which  is  applicable  in  connection  with  the  Liter- 
national  &  Great  Northern  via  Tyler,  or  the  Houston  A  Shreveport 
or  Houston,  East  &  West  Texas  via  Logansport,  but  does  not  apply 
over  the  circuitous  route  taken  by  this  shipment  When  the  shipment 
moved  there  was  a  rate  of  49  cents  on  cotton,  England  to  Houston, 
and  a  rate  of  45  cents  from  Brinkley  on  linters.  Brinkley  is  a  point 
about  86  miles  northeast  of  England,  reached  by  the  St  Louis  South- 
western Railway,  Chicago,  Rock  Island  A  Pacific  Railway,  and  St. 
Louis,  Iron  Mountain  &  Southern  Railway,  and  as  to  this  shipment 
England  was  intermediate  to  Brinkley  and  Houston.  Cotton  linters, 
which  consists  of  the  lint  taken  from  the  cottonseed  at  oil  mills,  and 
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which  in  this  instance  cost  1  cent  per  pound,  is  a  less  valuable 
commodity  than  cotton. 

The  testimony  indicates  that  the  initial  carrier  held  the  linters  at 
England  three  or  four  weeks.  During  that  time  the  carrier  im^tA 
have  secured  permission  from  the  Commission  to  publish  a  rate  from 
England  to  Houston  on  short  notice ;  or,  by  holding  the  linters  for  a 
short  additional  period,  it  might  have  published  the  rate  cm  full 
statutory  notice.  And  while  it  was  under  no  legal  obligation  to 
adopt  the  former  method,  it  was  certainly  its  duty  to  provide  a  rate 
via  a  reasonably  direct  route  as  soon  as  lawful  publication  thereof 
could  be  made.  But  assuming  that  the  carrier  was  willing  to  take 
the  responsibility  of  forwarding  the  shipment  via  a  route  over  whidi 
no  rate  was  published,  as  it  did,  we  are  of  opinion  that  it  ought  to 
have  sent  it  over  a  direct  route.  Having  taken  that  course,  and  a 
reasonable  rate  having  subsequently  been  established  over  the  route 
of  movement,  the  carriers  would  have  been  in  position  to  apply  for 
permission  to  make  settlement  upon  basis  of  the  rate  so  established. 
The  situation  is  one  in  which  the  shipper  was  helpless.  He  had 
directed  carriage  of  his  goods  by  the  direct  and  natural  route.  Tlie 
failure  to  comply  with  his  instructions  was  due  to  the  fact  that  the 
initial  carrier  had  not  provided  a  rate  over  the  direct  route  and  did 
not  make  a  reasonable  effort  to  do  so. 

We  do  not  find  that  a  rate  of  66  cents  was  unreasonable  for  a  haul 
via  New  Orleans,  but  we  are  of  opinion  that  the  rate  of  46}  cents 
subsequently  established  would  have  been  a  reasonable  rate  via  either 
of  the  direct  routes ;  and  that  the  &ilure  of  the  initial  carrier  to  f co- 
ward the  shipment  over  a  direct  route  resulted  in  damage  to  com- 
plainant in  an  amount  measured  by  the  difference  between  the  rate 
which  should  have  been  established  and  the  rate  which  he  was  forced 
to  pay.  Our  condusicm  therefore  is  that  the  St.  Louis  Southwestern 
Railway  Company  should  be  required  to  make  reparation  to  ochu- 
plainant,  as  for  a  misrouting,  in  the  sum  of  $135.50,  with  interest 

from  June  24, 1909.    An  order  will  be  entered  accordingly. 
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No.  3628. 
NATIONAL  REFINING  COMPANY 

V. 

CLEVELAND,  CINCINNATI,  CHICAGO  &  ST.  LOUIS  RAIL- 

WAY  COMPANY. 


SubmitUd  April  7,  I9J1.     Decided  May  1,  1911. 


Bate  ol  18}  cents  on  petroleum  and  its  prodocts  from  Flat  Rock,  IlL,  to  Findlay, 

Ohio,  not  foond  to  be  unreasonable. 

C.  D.  Chamberlain  for  complainant. 
O.  E.  BtUterfidd  for  defendant. 

Rbpobt  of  thb  Commission. 

Bt  the  CoBfinssioN: 

Complainant  is  a  corporation  engaged  in  producing,  refining,  and 
selling  oil.  One  of  its  refineries  is  at  Findlay,  Ohio.  Its  petition 
alleges  that  defendant's  rate  of  13i  cents  per  100  pounds  for  the  trans- 
portation of  crude  petroleum  in  carloads  from  Flat  Bock,  HI.,  to 
Findlay  is  unreasonable,  and  asks  for  the  establishment  of  a  rate  of  10 
cents  in  lieu  thereof. 

Until  about  a  year  ago  complainant  drew  its  supply  of  crude  petro- 
leum for  its  Findlay  refinery  from  near-by  Ohio  oil  fields.  The 
approaching  exhaustion  of  this  supply  induced  it  to  purchase  and 
develop  oil  wells  at  Flat  Rock  and  Lawrenceville,  111.,  points  on  defend- 
ant's Cairo  branch  about  165  miles  northeast  of  Cairo.  As  one  of  the 
reasons  for  seeking  a  reduction  of  the  13i-cent  rate  to  Findlay,  com- 
plainant asserts  that  in  view  of  the  exhaustion  of  the  near-by  oil  fields 
and  the  consequent  necessity  of  going  farther  afield  for  its  supply  of 
crude  oil,  it  is  unable  to  ship  its  crude  material  from  Flat  Rock  to 
Findlay  and  sell  the  refined  product  in  competition  with  other  refin- 
eries. But  this  situation  furnishes  no  ground  for  the  reduction  of  a 
rate  if  it  be  reasonable.  The  exhaustion  of  the  supply  of  raw  mate- 
rial near  at  hand  must  sooner  or  later  be  experienced  by  every  manu- 
facturing enterprise  of  this  nature^  and  no  legal  obligation  rests  upon 
the  carrier  to  counteract  a  result  of  natural  conditions  by  a  reduction 
of  its  freight  rates. 
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Complainant  also  contends  that  a  rate  lower  than  13i  cents,  which 
applies  to  petroleum  and  its  products,  should  be  established  for  the 
carriage  of  crude  petroleum  in  accordance  with  the  general  rule  that 
raw  material  should  be  carried  at  a  lower  rate  than  its  finished  product. 
This  is  a  well-established  theory  of  rate  making  and  has  been  generally 
approved  by  the  Commission;  but  there  are  exceptions  to  it,  a  well- 
known  instance  being  that  of  the  rates  on  wheat  and  flour,  which  com- 
modities, because  of  commercial  conditions,  are  ordinarily  carried  at 
the  same  rate.  For  many  years  in  official  classification  territory  petro- 
leum and  its  products  have  been  given  the  same  rates.  Although 
refined  oil  is  more  valuable  than  crude  petroleum,  there  arc  a  num- 
ber of  by-products  of  petroleum  which  are  of  small  value,  and  we 
are  not  now  prepared  to  say  that,  on  the  whole,  the  practice  of  charg- 
ing the  same  rate  on  petroleum  and  its  products  is  improper.  This 
argument  is  used  by  complainant  for  the  purpose  of  supporting  its 
contention  for  a  reduction  in  the  single  rate  here  involved;  but  the 
announcement  of  such  a  principle  would  be  of  far-reaching  effect,  and 
we  do  not  feel  justified  in  deciding  so  important  a  matter  upon  the 
small  amount  of  evidence  which  is  now  before  us.  If  determination 
of  that  question  becomes  necessary,  the  Commission  ought  to  be  in- 
formed of  the  probable  effect  upon  the  business  of  oil  producers  gen- 
erally, and  to  have  some  knowledge  of  its  result  with  respect  to  the 
revenues  of  the  carriers.  Moreover,  so  far  as  the  present  record  is 
concerned,  if  we  were  to  apply  the  general  rule  urged  by  complainant, 
we  would  be  unable  to  say  whether  the  rate  upon  the  product  should 
be  increased  or  the  rate  upon  the  crude  oil  reduced. 

Having  considered  the  two  general  arguments  on  behalf  of  com- 
plainant, it  remains  to  be  determined  whether  the  rate  of  13i  cents  is 
unreasonable.  Complainant  has  introduced  in  evidence  rates  from  the 
Lawrenceville  field  to  various  competing  points,  and  as  these  points 
have  been  selected  by  complainant  they  may  fairly  be  used  as  a  basis 
of  comparison.  The  following  table  shows  a  number  of  the  rates  to 
which  attention  is  called  by  complainant: 


From  LawTenoevUle,  111.,  to— 


FlndlA7,  Ohio . . . . 

Fayette,  Ky 

Alton,  111 

Wood  River.  Ill .. 

Whiting.  Ind 

Indianapolis,  Ind 
La  Fayette.  Ind . . 
Fort  Wayne,  Ind . 
Columbus,  Ohio.. 


Dis- 
tance. 

Bateper 
pounds. 

Jftfet. 

1 
OemU, 

857 

18.5 

289 

lao 

160 

ft.4 

166 

6.5 

210 

9.0 

186 

8.5 

200 

9.6 

2» 

12.0 

821 

18.0 

Bateper 
too  per 

mile. 


Mm§ 
7.56 

8-n 

7,«0 
7.88 
7,67 
13.60 
9l60 
9.41 
8.10 


It  will  be  observed  that  each  of  the  rates  above  mentioned  prodooes 
more  revenue  per  ton  per  mile  than  the  rate  complained  of  in  this  pro- 
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ceeding.  Considerable  emphasis  was  laid  by  complainant  upon  the 
rate  of  10  cents  to  Fayette,  Ky.  The  Fayette  rate,  however,  con- 
sidering the  length  of  haul,  is  relatively  higher  than  the  Findlay  rate. 
These  comparisons  furnish  no  basis  for  the  claim  that  the  Findlay  rate 
is  unreasonaWy  high. 

In  National  Petroleum  Asso.  v.  A.  A,  R.  R.  Co*^  14  I.  C.  C.  Bep., 
272,  we  found  that  rates  upon  petroleum  and  its  products  in  carloads 
within  central  freight  association  territory  are  uniformly  90  per  cent 
of  the  fifth  class  rates,  and  suggested  that  the  same  basis  of  rates  should 
be  adopted  in  trunk  line  territory  as  to  points  where  such  rates  had 
not  been  published.  The  fifth  class  rate  from  Flat  Rock  to  Findlay 
is  17  cents,  and  90  per  cent  of  that  rate  is  15.3  cents,  while  the  petro- 
leum rate  is  13^  cents.  It  therefore  appears  that  the  rate  in  contro- 
versy is  materially  less  than  the  basis  of  rates  which  was,  in  a  general 
way,  approved  by  the  Commission  in  the  case  above  cited. 

Upon  consideration  of  all  the  facts  disclosed  by  our  investigation 
we  are  not  convinced  that  the  rate  complained  of  is  unreasonable.  It 
follows  that  the  complaint  must  be  dismissed,  and  it  will  be  so 
ordered. 
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CASES  DISPOSED  OF  BY  THE  COMMISSION  WITHOUT  PRINTED  REPORT 
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1215.  Reliance  Coal  Company  v.  Lehioh  Valley  Railboad 
Company.  Rates  on  coal  from  Reliance  Colliery,  Pittston,  Pa.,  to 
South  Wilkes-Barre,  Pa.,  when  for  port  points  beyond.  William  L. 
Bowman  and  John  McGahren  for  complainant.  Wheaton,  Darling 
dk  Woodward  by  Mr.  Wheatony  Geo.  W.  Fidd,  O'Brien,  Boardman, 
PlaU  dk  lAtOeton  by  Frank  H.  Piatt  for  defendants.  January  13, 1911. 
Dismissed  on  motion  of  complainant. 

2487.  Delbay  Salt  Company  t;.  MicmoAN  Central  Railroad 
Company  et  al.  Rates  on  salt  from  Detroit,  Mich.,  to  New  York, 
N.  Y.,  and  other  eastern  points.  Moore  dk  Moore  for  complain- 
ants. 0.  E.  BuUerfield  and  Clyde  Brown  for  defendants  January 
13,  1011.    Dismissed  on  motion  of  complainant. 

2495.  LooAN  Coal  Company  v.  Pennsylvanl^  Railroad  Com- 
pany. Demurrage  rule  on  cars  loaded  with  bituminous  coal  at  South 
Amboy,  N.  J.,  Harsimus  Cove,  N.  J.,  Greenwich  Piers  on  Delaware 
River  and  Baltimore,  Md.  David  L.  Krebs  for  complainant.  Oeorge 
Stiiari  Patterson  for  defendant.  January  14,  1911.  Dismissed;  fol- 
lowing Nos.  2463  and  3208. 

2634.  Railroad  Commission  of  Oregon  t;.  Oregon  Railroad  & 
Navigation  Company  et  al. — Rates  on  wool  from  Oregon  points  to 
eastern  points.  C.  L.  McNary  for  complainant.  Arthur  C.  Spencer 
and  James  B.  Kerr  for  defendants.  April  3,  1911.  ConsoUdated 
with  Docket  No.  4074. 

2790.  Copper  Queen  Consolidated  Mining  Company  v.  Balti- 
more &  Ohio  Rau^road  Cobipany  et  al.  Rates  on  coke  from  Con- 
nellsville.  Pa.,  to  El  Paso,  Tex.  George  Latimer  for  complainant. 
Chas.  N.  Burch,  F.  C.  DiOard,  J.  P.  Blair,  Hawkins  <Ss  Franklin,  Ed 
Baxter,  R.  Walton  Moore,  Baker,  Botts,  Parker  dc  Garwood,  Edw. 
Barion»  and  Wm.  C.  Coleman  for  defendants.  January  6, 1911.  Dis- 
missed; complainant  satisfied^ 

2866.  D.  D.  Shindler  t;.  Chicago  &  Northwestern  Railway 
Company  et  al.  Rates  on  fireplaces  and  grates  from  Chicago  to  San 
Francisco  and  Oakland,  Cal.  J.  0.  Bracken  for  complainant.  Robert 
DufJap,  T.  J.  Norton,  James  L.  Coleman,  and  8.  A.  Lynde  for  de- 
fendants. April  3,  1911.  Dismissed  on  motion  of  oomplainant; 
complaint  settled  on  basis  of  holding  in  No.  2676. 
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3052.  John  Gund  Brewing  Company  v,  Chicago,  Burlington 
&  QuiNCT  Railroad  Company.  Reweighing  charge  on  washed  coal 
screenings  from  Coal  City,  111.,  to  La  Crosse,  Wis.  H.  A,  Walter 
for  complainant.  Hale  Holdenj  and  F.  E.  Learned  for  defendants. 
February  13,  1911.  Straight  overcharge  to  be  refunded;  complaint 
dismissed. 

3083.  Harlow  Lumber  Company  v.  Durham  &  Southern  Rail- 
way Company  et  al.  Rates  on  pine  lumber  from  Dunn,  N.  C,  to 
New  Haven,  Conn.  F,  M,  Harlow  for  complainant.  Ed  Baxter,  R. 
Walton  Moore,  George  Stuart  Patterson,  and  E,  G.  Buckland  for  de- 
fendants. January  13,  1911.  Dismissed  on  motion  of  complainant; 
complaint  satisfied. 

3094.  Roy  F.  Hall  v.  Atchison,  Topeka  &  Santa  Fe  Railway 
Company  et  al.  Rate  on  emigrant's  outfit  from  Albuquerque,  N. 
Mex.,  to  Fort  Dodge,  Iowa.  Roy  F.  HaU  for  complainant  in  person. 
Robert  Dunlap,  T.  J.  Norton,  and  Winston,  Payne,  Strawn  <&  SJiaw  for 
defendants.  March  24,  1911.  Transferred  to  Special  Reparation 
Docket  for  adjustment. 

3118.  MiLBANK  Milling  Company  v.  Chicago,  Milwaukee  & 
St.  Paul  Railway  Company  et  al.  Rates  on  flour  from  Milbank, 
S.  Dak.,  to  St.  Louis,  Mo.  James  Quirk  for  complainant.  WiUiatn 
EUis  and  N.  S,  Brovm  for  defendants.  March  31,  1911.  Trans- 
ferred to  Special  Reparation  Docket  for  adjustment. 

3127.  PiTCAiRN  Coal  Company  v.  Baltimore  &  Ohio  Railboad 
Company.  Discrimination  in  distribution  of  cars  for  coal.  Frederick 
D.  AUam  and  Wm.  A.  Glasgow  for  complainant.  Wm,  Ainsworth 
Parker  for  defendant.  February  24,  1911.  Dismissed  on  motion  of 
complainant. 

3147.  E.  S.  Talbott  v.  Southern  Pacific  Company  et  al.  Rates 
on  sheep  from  McMinnville,  Oreg.,  to  Douglas,  Wyo.  Double-deck 
cars  ordered,  single-deck  furnished.  Reparation  claimed.  E.  5. 
Talbott  for  complainant  in  person.  S.  A.  Lynde,  F,  C.  DiUard,  W.  W. 
Cotton,  W.  A.  RobUns,  N.  H.  Loomis,  E.  E,  WhiUed,  R.  H.  Widdi- 
combe,  J.  M.  Cotes,  P.  L.  WiUiams,  and  A.  C.  Spencer  for  defendants. 
January  13,  1911.     Dismissed.    Barred  by  statute  of  limitations. 

3239.  Woodward,  Wight  &  Company  et  al.  v.  Illinois  Cen- 
tral Railroad  Company  et  al.  Rates  on  various  commodities  to 
New  Orleans,  La.,  and  Vicksburg,  Miss.  Reparation  claimed.  Rua- 
seU  P.  Fischer  for  complainant.  Jo\n  H,  Clarke,  Hale  Holden,  Wm. 
C.  Coleman,  S.  A,  Lynde,  Wm,  EUis,  A,  P.  Humburg,  Edw.  Barton^ 
0,  E.  BuUerfield,  Clyde  Brown,  W.  F.  Dickinson,  A.  P.  Burgwin,  C.  B. 
FemaJd,  Wm.  Hodgdon,  Alex  L.  Smith,  C.  D.  Clark,  Loesch,  Scofidd  db 
Loesch,  D.  P.  Conndl,  and  Wallace  T.  Hughes  for  defendants.  April 
3, 1911.  Dismissed  on  motion  of  complainant.  Straight  overcharge 
to  be  refimded. 
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3259.  Ottumwa  Lime  &  Cement  Company  v.  Chioaqo,  Rock 
Island  &  Pacific  Railway  Company  et  al.  Rates  on  lime  from 
Quincy,  111.,  to  Ottumwa,  Iowa.  0.  E,  Fullmer  for  complainant. 
Hale  Holden  and  W.  F.  Dickinson  for  defendants.  February  14, 1911. 
Dismissed.    Complaint  satisfied. 

3270.  The  Mahaffey  Company  v.  Northern  Pacific  Railway 
Company  et  al.  Rates  on  potatoes  from  North  Branch,  Minn.,  to 
Cotter,  Ark.  Wallace  T,  Hughes,  W,  F,  Dicldnsonj  A.  P.  Humburg^ 
James  C,  Jeffery,  and  C.  C,  P,  Rausch  for  defendants.  January  14, 
1911.     Dismissed  for  want  of  prosecution. 

3304.  Logan  Coal  Company  w  Pennsylvania  Railroad  Com- 
pany et  al.  Rates  on  coal  from  Conemaugh,  Pa.,  to  San  Francisco. 
G,  M.  Stephen  for  complainant.  Wm,  Hodgdon,  Oeo.  Stuart  Patterson^ 
Robert  Dunlap,  T.  J.  Norton,  N.  S.  Brown,  Henry  Wolf  BiJcle,  and 
C,  B,  Buxton  for  defendants.  April  4,  1911.  Dismissed  for  want  of 
prosecution. 

3311.  W.  Mills  Davis  v.  Erie  Railboad  Company.  Refund  on 
unused  portion  of  mileage  ticket.  W.  Mills  Davis  for  complainant 
in  person.  November  26,  1910.  Transferred  to  Special  Reparation 
Docket  for  adjustment. 

3318.  EusTis  Mining  Company  v.  Maine  Central  Railroad 
Company.  Rates  on  copper  sulphur  ore  from  Eustis  or  Capelton, 
Canada,  to  Portland,  Me.  W.  E.  C.  Eustis  and  A,  H.  Eustis  for 
complainant.  Charles  H,  Blatchford  for  defendant.  January  14, 
1911.    Transferred  to  Special  Reparation  Docket  for  adjustment. 

3368.  GoEDDE  &  Company  v.  St.  Louis,  Iron  Mountain  & 
Southern  Railway  Company  et  al.  Rates  on  lumber  from  Bamett, 
La.,  to  East  St.  Louis,  111.  Edmund  Goedde  for  complainant.  J.  D. 
Ridden,  C.  D.  Whitney,  Baker,  Botts,  Parker  <&  Garwood,  F.  C.  DiOard, 
E.  L.  Sargent,  S,  W,  <t  F.  //.  Moore,  Fred  H,  Wood,  F.  R.  Pierce, 
E.  (\  D,  Marshall,  J.  B.  Bannon,  M,  0.  West,  Roy  F.  Brittan,  RobeH 
Dunlap,  T.  J,  Norton,  M.  L.  (lardy,  James  C\  Jeffery,  W,  F,  Dickin- 
son, and  F,  L.  Purcell  for  defendants.  January  13,  1911.  Dis- 
missed on  motion  of  complainant.     Complaint  satisfied. 

3375.  The  Mahaffey  Company  v.  Chicago  &  Northwestern 
Railway  Company  et  al.  Rates  on  cabbage  from  Geneva  Junction, 
Wis.,  to  Pensacola,  Fla.,  and  Kuhmond,  111.,  to  Baton  Rouge,  La. 
S.  F.  Andrews,  ('has,  N.  Burch,  S.  A,  Lynde,  C.  C.  WriglU,  and  A.  P. 
Humburg  for  defendants.  January  14,  1911.  Dismissed  for  want  of 
prosecution. 

3389.  Standard  Gii^homte  &  Asphaltim  Company  v.  Uintah 
Railway  Company.  Rates  (m  gilsonite  wares  and  merchandise 
between  Mack  and  Dragon,  (^olo.  Henry  R.  Rhone  and  George  Bul- 
lock for  complainant.  Vaile,  McAUisterd*  VaUe  for  defendant. 
January  12,  HHl.     Discontinmnl  on  motion  of  complainant. 
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3396.  D.  WHITIX6  &  Sass  v.  Bosroor  &  Madb  RAiiaajiP 

3397.  H.  P.  Hood  &  Sass  v.  Boemm  &  Majmb  Haw^^ti 
d.  A  S.  Xo.  2.)  Admee  in  rates  on  milk  to  Boston,  Mas 
Ropes,  Graf  it  Gcrham,  A,  B.  Gramtiamy  Jckm.  P.  OusUi,  Wan.  B. 
Sem,  ud  &.  £  BarUU  for  complamaiits.  WtZfiom  A  Coo&ifg^ 
C,  A,  BigU,  ud  FrtieriA  FosUr  fm  defaDdants.  3L  E. 
for  mtcrYeoers.  FebniaiT  14,  1911.  DismisBed  on  morion  of 
plainanta. 

3443.  AdTAXCE  ElXTATCm  &  WABSSHOrSB  GOHPAXT  ST  AL.  «.  8r. 

Locift  &  Sax  Fraxcisco  Railsoad  Gohpaxt.  Elerator  allovanoQB 
ftt  St.  Louis,  Mo.y  and  Elast  St.  Ixmus,  ID.  /.  C.  Limeolm  for  complain- 
ants. Frtd  H.  Wood  for  defendant.  Aprfl  19,  1911.  Transf»red  to 
Special  Docket  for  adjustment. 

3469.  Gbaham  Paper  CoicPAjnr  v.  Chicago  &  Xcsn  Wi 
Railway  Cqmpaxy  et  al.  Rates  on  paper  from  points  in  Wb 
to  St.  Louis,  Mo.  W.  J7.  Bdl  for  complainant.  January  13,  191 1. 
Dismissed  on  motion  of  complainant.  Strai^t  oTerchaige  to  be 
refmided. 

3481.  Badeb  Coal  Coxpaxt  r.  Pexnstltaxia  RAnjtaiiP  Coat- 
PAKT  ST  AL.  Throngfa  routes  and  joint  rates  on  coal  from  points  in 
Pennsylrania  to  New  England  pcHnts  Tia  Jersey  City  routes.  B«rry 
Jk  Budtnam  for  complainant.  George  Stuart  PaUermm  and  £.  «/. 
Ridi  for  defendant.     Janaary    13,    1911.     IHsnuased.    Complaint 


3529.  CoMTiNEKTAL  Bridge  Coxpakt  17.  Illikois  Ckhtral  RaILi- 
BOAD  Cqmpakt  et  AL.  Rstes  on  iron  bridge  mat^ial  from  Peolone, 
ili,  to  points  in  Wisconsin.  G,  J/.  Stephen  for  complainant.  A.  P. 
Ilumlmrgf  8.  A,  Lyruis,  and  C.  C.  Wright  for  defendants.  Febmaiy 
13,  1911.     Dismissed  on  motion  of  complainant. 

3541.  WnxLAM  K.  XoBLE  v.  Baltimore  &  Omo  Railroad  Coai* 
PAirr  ET  AL.  Rates  on  white  ash  heading  from  Xappanee,  Ind.,  to 
Djersville,  Iowa.  R.  B.  Coapstick  for  complainant.  Janaaxy  14, 
1911.  Dismissed  on  motion  of  complainant.  Strai^t  oTerchaige  to 
I»e  rehmded. 

3550.  Northern  Caseet  Company  r.  Cleveland,  Cincinkati, 
r  "me AGO  &  St.  Louis  Railway  Company  et  al.  Rates  on  iron 
^Tare  vaalts  from  Springfield,  Ohio,  to  Fond  da  Lac,  Wis.  6.  J#. 
Stephen  for  complainant.  A.  P.  Humbwrgj  BleweU  Lee,  D.  P.  (hmneB, 
and  James  SttUweU  for  defendants.  January  18,  1911.  Transfafrad 
to  Special  Reparation  Docket  for  adjustment. 

3563.  Arizona  Railway  Commission  v.  Atchisoh,  Topbka  A 
Santa  Fe  Railway  Company  et  al.  Rates  on  cereal  pitxhicts  from 
Kingsley  and  St.  John,  Kans.,  milled  in  transit  at  Lamar,  Colo.,  and 
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then  fbrwarded  to  Cliftoiiy  Ariz.  George  J.  SUmeman  for  complainant. 
Robert  Dunlap,  T.  J.  Norton,  Jamea  L.  Ccleman,  and  Hawkins  db 
Franklin  for  defendants.  March  11,  1911.  Transferred  to  Special 
Reparation  Docket  for  adjustment. 

3569.  Netada-California  Poweb  Compaxt  t;.  Southern  Paoifio 
CoMPAKT.  Rates  on  dynamite  from  Herculee,  Cal.,  to  Laws,  Cal. 
J.  0.  Bracken  for  complainant.  December  28,  1910.  Transferred 
to  Special  Reparation  Docket  for  adjustment. 

3572.  Swift  &  Company  v.  Evansvuxe  &  Tebrb  Haute  Rail- 
BOAD  CoMPAKT.  Double-dcck  cars  ordered  for  ehipments  of  hogs 
from  Evansville,  Ind.,  to  East  Cambridge,  Mass.;  single-deck  cars 
furnished.  Reparation  claimed.  A.  R.  Fay  and  Maurice  Weigle  for 
complainant.  0.  E.  Bvtterfield,  Clyde  Brovm,  F.  H.  Wood,  C.  B. 
Oardy,  and  John  F.  Finerty  for  defendants.  February  13,  1911. 
Dismissed  on  motion  of  complainant. 

3577.  GoLDiKa  Son's  Company  t;.  Philadelphia  &  Reading  Railt 
WAY  Company  et  al.  Rates  on  English  ball  clay  from  Philadelphia, 
Pa.,  to  Trenton,  N.  J.  J.  M.  Wright  for  complainant.  Chae.  Hedh 
ner,  Henry  Wolfe  Bxkle,  Widiam  L.  Kinter,  and  George  Stuart  PaUerson 
for  defendants.  February  13,  1911.  Dismissed  for  want  of  prose- 
cution. 

3579.  Meridian  Febtilizeb  Factoey  v.  Vicksburo,  Shrevepoet 
&  Pacifio  Railway  Cobcpany  et  al.  Rates  on  commercial  fertilizer 
from  Shreveport,  La.,  to  points  on  C,  R.  I.  &  P.  Ry.  Co.  in  Aricansas. 
8.  R.  Jennings  for  complainant.  S.  W.  dc  F.  H.  Moore,  R.  WaJUm 
Moore,  W.  F.  Dickinson,  V.  Schaffenlerg,  F.  8.  Buzbee,  and  J,  D.  WH- 
kifison  for  defendants.  February  13,  1911.  Dismissed  on  motion 
of  complainant;  complaint  satisfied. 

3623.  WnxiAM  K.  Noble  v.  Wabash  Railroad  Cobcpany  et  al. 
Rates  on  coiled  elm  hoops  from  Wakarusa,  Ind.,  to  Hallwood,  Va. 
R.  B.  CoapsHck  for  complainant.  Henry  Wolfe  Bikle  and  Geo.  8tuart 
Patterson  for  defendants.  January  13,  1911.  Dismissed.  Straight 
overcharge  refunded. 

3678.  Wood  &  Skilton  v.  Seaboard-  Air  Line  Railway  et  al. 
Rates  on  liunber  from  Fitzgerald,  Oa.,  to  Cape  Charles,  Va.  Wilson 
db  Barksdale  and  C.  W.  Owen  for  complainant.  January  20,  1911. 
Dismissed  on  motion  of  complainant;  straight  overchaige  to  be 
refunded. 

3715.  LiNOOLN  Commercial  Club  v.  Chicago,  Burunqton  & 
QuiNCY  Railroad  Company  vr  al.  Rates  from  Lincoln,  Nebr. 
(when  from  points  east  thereof).  Field,  Ricketts  db  Ricketts  for  com- 
plainant A.  P.  Humburg,  Blewett  Lee,  M.  L.  Clardy,  and  James  C. 
Jeffery  for  defendants.  January  10,  L911.  Dismissed  on  motion  of 
<;omplainant. 
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3728.  PoPLAB  Bluff  Light  &  Poweb  Company  v.  Baltihobe  & 
Ohio  Railboad  Company  et  al.  Rates  on  machinery  from  Wash- 
ington, D.  C,  to  Poplar  Bluff,  Mo.  0,  M,  Stephen  for  complainant. 
Edw.  BarUm,  M.  L,  Clardy,  and  James  C.  Jeffery  for  defendants. 
March  11,  1911.  Dismissed  on  motion  of  complainant.  Straight 
overcharge  refunded. 

3740.  Vail  Coopebage  Company  v.  Pabagould  &  Memphis  Raid- 
BOAD  Company  et  al.  Rates  on  staves  from  Paulding,  Mo.,  to  Sioux 
Gty,  Iowa.  R.  B.  CoapsticJc  for  complainant.  C.  C.  WrigJU  and 
Edw.  M.  Hyzeriov  C.  &  N.  W.  Ry.  Co.  February  13, 1911.  Dismissed 
on  motion  of  complainant;  complaint  satisfied. 

3744.  Fbank  Bbothebs  Company  v.  Denveb  &  Rio  Gbande  Rail- 
boad Company  et  al.  Rates  on  mineral  water  from  Manitou,  Colo., 
to  Reno,  Nev.  E.  N.  ClarTc,  J.  0.  McMurry,  F.  C.  DiOard,  P.  F. 
Dunne f  and  Oeo,  D,  Squires  for  defendants.  April  4,  1911.  Dismissed. 
Shipments  complained  of  contained  in  another  complaint. 

3748.  Albebt  Milleb  &  Cobipany  v.  Vicksbl^o,  Shbevepobt  & 
Pacific  Railway  Company  et  al.  Rates  on  potatoes  from  Girard, 
La.,  to  Joplin,  Mo.  A.  A.  0*  Keefe  for  complainant.  S.  W.  dh  F,  H. 
Moore  for  K.  C.  S.  Ry.  Co.  March  11,  1911.  Transferred  to  Special 
Reparation  Docket  for  adjustment. 

3837.  Columbus  Ibon  &  Steel  Company  v.  Kanawa  &  Michigan 
Railway  Company  et  al.  (I.  &  S.  No.  26.)  Advance  in  rates  on 
coal  from  West  Virginia  to  points  in  the  territory  getting  its  supply 
over  the  Great  Lakes.  Vinson  cfe  Thompson  for  .complainant. 
0.  E.  Butterfidd  and  Clyde  Brown  for  T.  &  O.  C.  Ry.  Co.  February 
27,  1911.     Dismissed  on  motion  of  complainant. 

3843.  Roach  &  Musseb  Sash  &  Doob  Company  v.  PmsBUBG 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  et  al. 
Rates  on  window  glass  to  Muscatine,  Iowa,  from  points  of  origin  in 
various  States.  C,  M,  Gould  for  complainant.  James  StUlwdlf 
W.  F.  Dickinson,  and  Wallace  T,  Hughes  for  defendants.  April  10, 
1911.     Dismissed  on  motion  of  complainant. 

3939.  National  Wool  Gbowebs  Association  v.  Obegon  Short 
Line  Railboad  Company  et  al.  Rates  on  wool  from  intermountain 
territory  to  Chicago,  111.,  and  points  east  thereof.  Geo.  J.  Stoneman 
and  Johnson  <&  Haddock  for  complainant.  Wm.  Hodgdon,  A.  P. 
Burgvnn,  C.  C.  Wright,  Edw.  M.  Hyzer,  E.  D.  Bobbins,  E.  N.  Clark^ 
A.  0.  CampbeU,  E.  E.  Whitted,  J.  M.  Gates,  H.  A.  Taylor,  T.  W. 
Burgess,  J.  D.  Armstrong,  W.  F.  Dickinson,  Hawkins'  dc  Franklin^ 
0.  E.  BuUerfiM,  Clyde  Broum,  R.  B.  ScoU,  F.  C.  DiUard,  Geo.  D.  Squires^ 
Henley  C.  Booth,  C.  W.  Bunn,  Chas.  Donnelly,  W.  W.  Cotton,  W.  A. 
Robbings,  Wm.  Ellis,  A.  S.  Hoisted,  N.  H.  Loomis,  P.  L.  IFiCiama, 
Robert  Durdap,  T.  J.  Norton,  Fred.  H.  Wood,  Chas.  H.  Bates,  C.  W. 
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WhUtemore  and  Edw.  A.  Haid  for  defendants.  April  3,  1911.  Con- 
solidated with  Docket  No.  4074. 

3951.  Bio  Foub  Coal  &  Coke  Company  v.  Chicago,  Milwaukee 
&  St.  Paul  JIailway  Company  et  al.  Rate  on  box-car  loader  froili 
Ottnmwa,  Iowa,  to  Strong,  Colo.  C.  W.  Durhin  for  complainant. 
April  10,  1911.    Dismissed  on  motion  of  complainant. 

3959.  Buffalo  Steel  Company  v.  New  York  Central  &  Hudson 
RiVEB  Railroad  Company  et  al.  Rates  on  steel  bars  from  North 
Tonawanda,  N.  Y.,  to  Ashland,  Ohio.  KimbaU  <jh  Stowe  for  com- 
plainant.    April    18,    1911.     Transferred    to    Special    Docket    for 

adjustment. 
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3336  (U.  R.  No.  272).  William  K.  Noble  v,  Toledo,  St.  Loms 
&  Westebn  Railroad  Company  et  al.  Unreasonable  rate  on  coiled 
elm  hoops  from  Marion,  Ind.,  to  Sheboygan,  Wis.  R.  B.  Coapstick 
for  complainant.  J.  W.  Oraham,  Charles  A,  SchmetiaUy  and  H.  W. 
Beyers  for  defendants.  December  5,  1910.  Reparation  awarded  for 
$30.96. 

3185  (U.  R.  No.  273).  Milwaukee  Coreuoatino  Compant  v. 
Chicago,  Milwaukee  &  St.  Paul  Railway  Company.  Unreason- 
able rate  on  iron  pipe  and  troughs  from  Milwaukee,  Wis.,  to  Minne- 
apolis, Minn.  J.  E.  Tracy  for  complainant.  F.  6.  WrigTU  for 
defendant.     December  5,  1910.    Reparation  awarded  for  $136.53. 

2540  (U.  R.  No.  274).  Hill  &  Webb  v.  Chicaoo,  Rock  Island  & 

Pacific  Railway  Company  et  al.    Misrouting  ear  com  in  the  shuck 

shipped  from  Washington,  Okla.,  and  destined  to  Arcadia,  La.    J.  W. 

Webb  for  complainants.      W,  F.  Dickinsony  J,  C.  McOabe,  and  C.  H. 

Webb  for  defendants.     December  5,  1910.    Reparation  awarded  for 

$75.26. 

3101  (U.  R.  No.  275).  Robinson  Clay  Product  Company  v.  Erie 
Railroad  Company  et  al.  Unreasonable  rate  on  stoneware  from 
Akron,  Ohio,  to  Walkerville,  Ontario.  Alvin  HxU  for  complainant. 
No  appearance  for  defendants.  December  5,  1910.  Reparation 
awarded  for  $12.76. 

3207  (U.  R.  No.  276).  Robinson  Clay  Product  Company  v. 
Chicago,  Milwaukee  &  St.  Paul  Railway  Company  et  al.  Unrea- 
sonable rate  on  fire  clay  from  Rockland,  Mich.,  to  Crooksville,  Ohio. 
Alvin  HiU  for  complainant.  No  appearance  for  defendants.  Decem- 
ber 5,  1910.  Reparation  asked  for  by  complainant  refunded  by  the 
carriera  prior  to  hearing.     Complaint  dismissed. 

3356  (U.  R.  No.  277).  Germain  Company  v.  Atlanta,  Birming- 
ham &  Atlantic  Railroad  Company  et  al.  Unreasonable  rate  on 
lumber  from  Beach,  Ga.,  to  Greenville,  Pa.  W.  J.  Herman  for  com- 
plainant. L.  Z.  Roseer  and  W,  H.  Quigg  for  defendants.  December 
5,  1910.    Reparation  awarded  for  $27.60. 

3203  (l\  R.  No.  278).  Fuller  &  Johnson  Manufacturing  Com- 
pany r.  Chicago  &  North  Western  Railway  Company  et  al. 
Unreasonable  rate  on  bar  or  plnte  steel  and  iron  chain  from  yarious 
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points  in  Ohio  and  Pennsylvania  to  Madison,  Wis.  O.  M.  Stephen 
for  complainant.  8.  A.  Lynde,  0.  E.  BtUterfidd,  and  F.  H.  Schmitt 
for  defendants.  January  13,  1911.  Reparation  awarded  for  (total) 
$15.88. 

2490  (U.  R.  No.  279).  Coppeb  Queen  Consoltoated  Mixing 
Company  v.  Louisville  &  Nashville  Railboad  Company  et  al. 
Unreasonable  charge  on  cast-iron  pipe  and  fittings  from  Anniston, 
Ala.,  to  Bisbee,  Ariz.  P.  if.  Ripley  for  complainant.  C.  B.  Camp- 
ion, Geo,  H,  Crosby,  C  A.  King,  8.  H.  Johnson,  H.  V.  Mudge,  and 
A,  N.  Brovm  for  defendants.  January  13,  1911.  Refund  of  over- 
charge to  be  made.     No  order  issued. 

2765  (U.  R.  No.  280).  South  West  Smelting  &  Refinino  Com- 
pany V.  El  Paso  &  Nobtheastebn  Railway  Company  et  al. 
Allied  unreasonable  charge  on  steel  rails,  fishplates,  and  bolts  from 
St.  Louis,  Mo.,* to  Orogrande,  N.  Mex.  Oeorge  J.  Greene  for  com- 
plainant. HawJcins  dk  Franklin  for  defendants.  Januaiy  13,  1911. 
Complaint  dismissed. 

3298  (U.  R.  No.  281).  Dbeyfus  Bbothebs  v.  Louisville  &  Nash- 
ville Railboad  Company  et  al.  Unreasonable  rate  on  candy  from 
Montgomery,  Ala.,  to  New  Iberia,  La.  No  appearance  for  com- 
plainant. Albert  8.  Brandeis,  F.  C.  DiMard,  and  J.  P.  Blair  for 
defendants.    January  13,  1911.     Reparation  awarded  for  $4.20. 

3307  (U.  R.  No.  282).  Amebican  Milling  Company  v.  Minnr- 
APOLis,  St.  Paul  &  Sault  Ste.  Mabie  Railway  Company  et  al. 
Alleged  imreasonable  rate  on  grain  screenings  from  Duluth,  Minn., 
to  Owensboro,  Ky.  Frank  lAddy  for  complainant.  No  appearance 
for  defendants.    January  13,  1911.    Complaint  dismissed. 

3543  (U.  R.  No.  283).  Advance  Thbesheb  Company  v.  Michi- 
gan Centbal  Railboad  Company  et  al.  Alleged  unreasonable  rate 
on  threshers  from  Battle  Creek,  Mich.,  to  Portland,  Or^.  G.  M. 
Stephen  for  complainant.  F,  C  DiUard,  N.  H.  Loomis,  P.  L.  TF3- 
liams,  W.  W.  Cotton,  C  C.  WrigJU,  E.  C.  Lindley,  W.  F.  Dichinson, 
and  W.  T.  Hughes  for  defendants.  Januaiy  13,  1911.  Complaint 
dismissed. 

2347  (U.  R.  No.  284).  Windsob  Milling  &  Elevatob  Company 
V.  CoLOBADO  &  SouTHEBN  RAILWAY  COMPANY  ET  AL.  Unreasonable 
rate  on  flour  from  Windsor,  Colo.,  to  Abbeville,  La.  E.  M.  Ryan 
for  complainant.  E.  E,  Whitted,  F,  C  DiUard,  N.  H.  Loomis,  and 
W.  M.  Hodges  for  defendants.  Januaiy  13,  1911.  Reparation 
awarded  for  $120.96. 

2539  (U.  R.  No.  285).  Amebican  Cement  Plasteb  Company  r. 
Chicago,  Rock  Islant)  &  Pacific  Railway  Company.  Unreason- 
able minimum  weight  on  cement  plaster  from  Watonga,  Okla.,  to 
Kansas  City,  Eans.  H.  G.  Wilson  for  complainant.  F.  J.  Shuberl 
for  defendant.    January  13,  1911.     Reparation  awarded  for  $30.75. 
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3177  (U.  R.  No.  286).  Gamble-Robinson  Cobimission  Company 
V.  Chicago,  Milwaukee  &  St.  Paul  Railway  Company  bt  al. 
Unreasonable  rate  on  apples  from  Honeyville,  Utah,  to  Aberdeen, 
S.  Dak.  Lorenzo  A.  Knvdsen  for  complainant.  WiUiam  EUis,  F.  6. 
Wright,  F.  C.  DiOard, .  W.  W.  Arthur,  and  L,  T.  Wilcox  for  defend- 
ants.   Januaiy  13,  1911.     Reparation  awarded  for  S19.95. 

3227  (U.  R.  No.  287).  Mason  City  Brick  &  Tile  Company  v. 
Chicago,  Milwaukee,  &  St.  Paul  Railway  Company.  Unreason- 
able rate  on  tile  from  Mason  City,  Iowa,  to  Lakelield,  Mapleton, 
Huntley,  Good  Thunder,  Rapidan,  Easton,  Wells,  Alden,  and  Hay- 
ward,  in  the  State  of  Minnesota.  S,  W.  Denison  for  complainant. 
William  EUis  and  F.  G.  Wright  for  defendant.  January  13,  1911. 
Reparation  awarded  for  S298.51. 

3285  (U.  R.  No.  288).  Haktpord  Canning  Company  v,  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company  et  al.  Alleged  unrea^ 
sonable  charges  on  macliinery  from  Iloopeston,  lU.,  to  Hartford,  Wis. 
George  W.  Wadsworth  for  complainant.  F,  G.  Wright  for  defendants. 
January  13,  1911.    Complaint  dismissed. 

3426  (U.  R.  No.  289).  Buffalo  Oil  Company  v.  Cincinnati,  New 
Orleans  &  Texas  Pacific  Railway  Company  et  al.  Unlawful 
rate  on  lubricating  oil  from  Fayette,  Ky.,  to  Superior,  Wis.  J.  A, 
Little  for  complainant.  Z.  K,  Lose  for  defendants.  January  13, 
1911.     Reparation  awarded  for  S9.10. 

2868  (U.  R.  No.  290).  Gisholt  Machine  Company  v.  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  et  al. 
Unreasonable  rates  on  iron  working  machinery  from  Detroit,  Mich., 
to  Madison,  Wis.  H.  J.  Parke  for  complainant.  No  appearance 
for  defendants.    January  13,  1911.    Reparation  awarded  for  SI  1.20. 

3099  (U.  R.  No.  291).  E.  Clemons  Horst  Company  v.  Southern 
Pacitio  Company  et  al.  Unreasonable  rate  on  hops  from  Perkins 
and  Manlove,  Cal.,  to  New  York  and  Troy,  N.  Y.,  Spangler,  Pa.,  St. 
Louis,  Mo.,  Milwaukee,  Wis.,  and  Cincinnati,  Ohio.  Seih  Mann  for 
complainant.  T.  J,  Norton,  E.  W.  Camp,  and  Nathan  P.  Bundy  for 
defendants.    January  13,  1911.     Reparation  awarded  for  $98.97. 

3191  (U.  R.  No.  292).  August  Back  v.  CmcAOO,  Milwaukee  & 
St.  Paul  Railway  Company  et  al.  Unreasonable  rate  on  interior 
and  exterior  house  trimmings  from  Sioux  City,  Iowa,  to  Ijenimon, 
S.  Dak.  Leonard  BrisUy  for  complainant.  WiUiam  EUis  and  F,  G. 
Wright  for  defendants.  January  13,  1911.  Reparation  awarded  for 
$41.57. 

3308  (U.  R.  No.  293).  Henby  J.  Arnold  v.  Missoitbi  Pacific 
Railway  Company.  Unreasonable  rates  on  flour,  meal,  and  feed 
from  Sterling,  Kans.,  to  Arlington  and  Haswell,  Colo.  J.  C.  Johnston 
for  complainant.  No  appearance  for  defendant.  January  13,  1911. 
Reparation  awarded  for  S68.88. 
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3374  (U.  R.  No.  294).  Milwaukbb-Waukesha  Bbewiko  Oom- 
PANT  V.  CmcAOO  &  North  Western  Railway  Company.  Unrea- 
sonable chaises  on  empty  beer  packages  from  Chicago,  Ql.,  to  Wau- 
kesha, Wis.  Oear^e  A.  Sckroeder  for  complainant.  S,  A.  Lynde  for 
defendant.    January  13,  1911.    Reparation  awarded  for  S113.48. 

3433  (U.  R.  No.  295).  FrrzsiMMONs-PALMER  Company  v.  Louis- 
viLLE  &  Nashvillb  Railroad  COMPANY  ET  AL.  Unreasonable  rate 
on  tomatoes  from  Gibson  and  Gadsden,  Tenn.,  to  Duluth,  XGim. 
A,  J.  Levy  for  complainant.  N.  W.  Proctor  and  Walter  D.  Bwrr  for 
defendants.    January  13,  1911.    Reparation  awarded  for  $182.06. 

3472  (U.  R.  No.  296).  Franke  Grain  Company  v.  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company.  Discriminatory 
charge  on  com  from  points  in  South  Dakota  to  Milwaukee,  Wis., 
and  thence  to  Madison,  Wis.  George  A,  Sckroeder  for  complainant. 
F.  G.  Wright  for  defendant.  January  13, 1911.  Reparation  awarded 
for  $31.08. 

3483  (U.  R.  No.  297).  S.  B.  &  B.  W.  Flesher,  Incorporatsd, 
V.  Louisville,  Henderson  &  St.  Louis  Railway  Company  et  al. 
Unreasonable  rate  on  wool  in  the  grease  from  Henderson,  Ky.,  to 
Philadelphia,  Pa.  G.  M.  Stephen  and  G.  Cuscaden  for  complainant. 
W.  A.  Colston  for  defendants.  January  13,  1911.  Reparation 
awarded  for  $6.88. 

3209  (U.  R.  No.  298).  J.  Rosenbaum  Grain  Company  v.  Chicago 
&  Eastern  Illinois  Railroad  Company  et  al.  Defendants' 
failure  to  p'ay  elevator  allowances  for  loading  out  grain  prior  to 
August  28,  1906.  Mayer,  Meyer,  Austrian  cfe  PlaU  for  complainant. 
Fred  H.  Wood  for  defendants.  January  13,  1911.  Reparation 
awarded  for  $637.32. 

3189  (U.  R.  No.  299).  TmsTLE  Manufacturing  Company  t?. 
Chicago,  Milwaukee  &  St.  Paul  Railway  Company.  Unreason- 
able rate  on  washing-machine  tubs  from  Davenport,  Iowa,  to  Chicago, 
111.  Aiig.  Clausen  for  complainant.  William  Ellis  for  defendant. 
February  13,  1911.     Reparation  awarded  for  $257.70. 

3194  (U.  R.  No.  300).  Wisconsin  Iron  &  Metal  Company  v, 
Chicago,  Milwaukee  &  St.  Paul  Railway  Company.  Unreason- 
able rate  on  baled  rags  from  Oshkosh,  Wis.,  to  Chicago,  lU.  Morris 
Block  for  complainant.  WiUiam  EUis  for  defendant.  Februaiy  13, 
1911.     Reparation  awarded  for  $10.18. 

3540  (U.  R.  No.  301).  Davis  Sewing  Machine  Company  v. 
BURG,  Cincinnati,  Chicago  &  St.  Louis  Railway  Company  et 
Unreasonable  rate  on  sewing  machines  from  Dayton,  Ohio,  to  New 
York,  N.  Y.  Clarence  A.  Toolen  for  complainant.  James  StiUweil 
and  A.  P,  Burgwin  for  defendants.  February  13,  1911.  Repara- 
tion awarded  for  $31.75. 
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3367  (U.  R.  No.  302).  Red  Wino  Sewsb  Pipb  Company  v.  Mis- 
BOTTBi  Pacifio  Railwat  COMPANY  ET  AL.  Unreasonable  rate  on 
sewer  pipe  from  St.  Louis,  Mo.,  to  Virginia,  ^Gnn.  0.  M.  Stephen 
for  oomplainant.  E.  C.  Lindleyf  WiUiam  EOia^  Charlee  DanneOy, 
and  Eaie  Hciden  for  defendants.  February  13,  1911.  Reparation 
awarded  for  (total)  $126.85. 

2997  (U.  R.  No.  303).  Greeb-Houqhton  Lumbeb  Company  v. 
Louisville  &  Nashvillb  Railroad  Company  et  al.  Unreason- 
able rate  on  lumber  from  River  Falls,  Ala.,  to  Waynetown,  Ind. 
TFooZZen,  WooUen  tb  Byers  for  complainant.  No  appearance  for 
defendants.    February  13,  1911.    Reparation  awarded  for  S18.44. 

3353  (U.  R.  No.  304).  C.  O.  Benton  v.  St.  Louis  &  San  Fran- 
cisco Railroad  Company  bt  al.  Unreasonable  rate  on  fence 
posts  from  Mammoth  Springs,  Ark.,  to  Grainfield,  Kans.  O'Neil  db 
Hogudani  for  complainant.  B,  W.  Scandrett  for  defendants. 
February  13,  1911.    Reparation  awarded  for  (total)  $41.40. 

3463  (U.  R.  No.  306).  Eulm  Mill  Company  v.  Minneapolis,  St. 
Paul  &  Sault  Ste.  Mabie  Railway  Company.  Unreasonable  rate 
on  wild  mustard  seed  from  Eulm,  N.  Dak.,  to  Minneapolis,  Minn. 
F.  0.  Gibhs  for  complainant.  No  appearance  for  defendant.  Febru- 
ary 13,  1911.    Reparation  awarded  for  $59.80. 

3432  (U.  R.  No.  306).  W.  A.  Hall  &  Company  v.  Southebn 
Pacifio  Company  bt  al.  Unreasonable  rate  on  canned  fruit  from 
Hayward,  Cal.,  to  Gardiner,  Mont.  T.  0.  Gibhs  for  complainant. 
F.  a  DiOard,  L.  T.  Wilcox,  C.  W.  Bunn,  and  J.  S.  Watson  for  defend- 
ants.   February  13,  1911.    Reparation  awarded  for  $81.27. 

3316  (U.  R.  No.  307).  T.  H.  Cochrane  Company  v.  Chicago,  Mil- 
waukee &  St.  Paul  Railway  Company  et  al.  Unreasonable  rate 
on  potatoes  from  Wyocena,  Wis.,  to  Springfield,  Ohio;  from  Fall 
River,  Wis.,  to  Louisville,  Ky.;  and  from  Doylestown,  Wis.,  to 
Evjmsville,  Ind.  No  appearance  for  complainant.  WiOiam  EOiSy 
F.  0.  Wright,  and  A.  P.  Humburg  for  defendants.  February  13, 
1911.    Reparation  awarded  for  (total)  $66.40. 

8381  (U.  R.  No.  308).  T.  H.  Johnson  &  Company  v.  Louisville 
&  Nashville  Railboad  Company  bt  al.  Unreasonable  rate  on 
lough  yellow-pine  lumber  from  Wetumpka,  Ala.,  to  TuUahoma, 
Tenn.  T.  H.  Johnson  for  complainant.  N.  W.  Proctor  for  defend- 
ants.   February  13,  1911.    Reparation  awarded  for  S16.40. 

3271  (U.  R.  No.  309).  Cedarbxtbo  Woolen  Mills  t^.  Chicago, 
Milwaukee  &  St.  Paxtl  Railway  Company.  Unreasonable  rates 
on  wool  from  Chicago,  HI.,  to  Cedarburg,  Wis.  Alvin  W.  Witienherg 
for  complainant.     F.  0.  Wright  for  defendant.    February  13,  1911. 

Reparation  awarded  for  $227.80. 
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3362  (U.  R.  No.  310).  Emery,  Bird,  Thayer  Dry  Goods  Com- 
PAinr  V.  Chicago  &  North  Western  Railway  Company  et  ai- 
Alleged  unreasonable  rate  on  furniture  from  Kenosha,  Wis.,  to 
Kansas  City,  Mo.  G.  M.  Stephen  for  complainant.  S.  A.  lAfnde  and 
G.  B,  Winston  for  defendants.  .  February  13,  1911.  Refund  of  over- 
charge to  be  made.     No  order  issued. 

3401  (U.  R.  No.  311).  Clover  Leaf  Lumber  Company  v.  Louisi- 
ana Railway  &  Navigation  Company  et  al.  Alleged  imreasonable 
rate  on  cypress  shingles  from  Ninock,  La.,  to  Houston,  Tex.  W.  B. 
Arnold  for  complainant.  E.  H.  Randolph  for  defendants.  February 
13,  1911.    Overcharge  to  be  refimded.    No  order  issued. 

3272  (U.  R.  No.  312).  MANrrou  Mineral  Springs  Company  v. 
Denver  &  Rio  Grande  Railroad  Company  et  al.  Unreasonable 
rate  on  mineral  water  from  Manitou,  Colo.,  to  Reno,  Nev.  E.  P. 
Costigan  for  complainant.  E.  N.  Clark,  Richard  Peete,  F.  C.  DxQard, 
P.  F.  Dunne,  and  C.  C.  Dorsey  for  defendants.  February  13,  1911. 
Reparation  awarded  for  $190. 

3739  (U.  R.  No.  313).  Fred  L.  Hammond  v,  Boston  &  Maink 
Railroad  et  al.  Alleged  unreasonable  rate  on  brick  from  Epping, 
N.  H.,  to  West  Point,  N.  Y.  James  F.  Egan  for  complainant.  Edgar 
A,  Rich,  Charles  H.  Blatchford,  and  0.  E.  BuUerfield  for  defendants. 
February  13,  1911.    Complaint  dismissed. 

3215  (U.  R.  No.  314).  G.  Rosenblatt  v.  Oregon  Railroad  & 
Navigation  Company  et  al.  Unreasonable  rate  on  fire  brick  from 
Ridgway,  Pa.,  to  Portland,  Oreg.  A.  J,  ParringUm  for  complainant. 
A.  C.  Spencer  for  defendants.  February  24,  1911.  Reparation 
awarded  for  $51.68. 

3482  (U.  R.  No.  315).  P.  D.  Lambros  v.  Ohioago,  Milwaukee 
&  St.  Paul  Railway  Company  et  al.  Alleged  unreasonable  rate  on 
paper  candy  boxes  from  Watertown,  Wis.,  to  Butte,  Mont.  G.  M. 
Stephen  for  complainant.  F.  G.  WrigJU  and  H.  H.  Field  for  defend- 
ants.   February  24,  1911.    Complaint  dismissed. 

3190  (U.  R.  No.  316).  F.  Rassbian  v.  CmcAOO,  Milwaueee  &  St. 
Paul  Railway  Company  et  al.  Unreasonable  rate  on  automobiles 
from  New  Castle,  Ind.,  to  Beaver  Dam,  Wis.  George  W.  Wadsworth 
for  complainant.  F.  G.  Wright  and  M.  R.  Maxwell  for  defendants. 
February  24,  1911.     Reparation  awarded  for  $5. 

3450  (U.  R.  No.  317).  Utterback  Brothers  Company  v.  New 
York  Central  &  Hlt)son  River  Railroad  Company  et  al.  Al- 
leged unreasonable  charges  on  carriages  from  Watertown,  N,  Y.,  to 
Bangor,  Me.  J.  G.  Vtterhaclc  for  complainant.  D.  P.  ConneU,  E.  C 
Ryder,  Percy  R.  Todd,  and  G.  E,  Wicks  for  defendants.  February  24, 
1911.    Complaint  dismissed. 

3598  (U.  R.  No.  318).  John  Bollman  Cobcpany  v.  Baltimors  & 

Ohio  Railroad  Company  et  al.    Alleged   unreasonable  rate  on 
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fibroid  hand  trucks  from  Ellsmere  Junction,  Del.,  to  San  Franciftco, 
Cal.  W.  R.  Perkins  for  complainant.  F.  H.  Mamder  for  defendants. 
February  24;  1911.    Overcharge  to  be  refunded.    No  order  issued. 

3355  (U.  R.  No.  319).  STAia>ABD  Oil  Compant  v.  Ivdiakapous 
SouTHSBN  Railroad  Oompakt  bt  al.  Unreasonable  rate  on  crude 
oil  from  Stoy,  HI.,  to  Noblesville,  Yorktown,  and  Fortville,  Ind. 
C,  W.  Martyn  for  complainant.  D.  P,  ConneU  and  A.  P.  Hvmburg 
for  defendants.  March  11,  1911.  Reparation  awarded  for  (total) 
$115.52. 

3587  (U.  R.  No.  320).  Ludowici-Celadok  CIompakt  v.  Missoxtbi 
PACino  Railway  Cobipant  et  al.  Alleged  unreasonable  rate  on 
roofing  tile  from  Coffeyville,  Kans.,  to  Omaha,  Nebr.  0.  M.  Rogers 
for  complainant.  James  C.  Jeffery,  C.  C.  P.  Rausch,  W.  F.  Diddn- 
son,  and  WaMace  T.  Hfighes  for  defendants.  March  11,  1911.  Com- 
plaint dismissed. 

3625  (U.  R.  No.  321).  Bebux  Machiks  Works  v.  BALTDfOBE  & 
Ohio  Southwestern  Railroad  Company  st  al.  Unreasonable  rate 
on  secondhand  woodworking  machine  from  Loogootee,  Ind.,,  to 
Beloit,  Wis.  0.  M.  Rogers  for  complainant.  C.  C.  Wright  tot  de- 
fendant.   March  11,  1911.     Reparation  awarded  for  $20.44. 

3597  (U.  R.  No.  322).  Federal  Cigar  Cobcpant  bt  al.  v.  Illinois 
Terminal  Railroad  Company  et  al.  Unreasonable  rate  on  glass 
tobacco  jars  from  Alton,  111.,  to  Richmond,  Va.,  Jersey  City,  N.  J., 
Trenton,  N.  J.,  Mansfield,  Ohio,  and  Kingston,  N.  Y.  TF.  R.  Perkins 
for  complainants.  Frederick  8.  Holbrook  and  Ernest  S.  BaQard  for 
defendants.  March  11,  1911.  Reparation  awarded  for  (total) 
$77.02. 

3217  (U.  R.  No.  323).  Carstsns  Packino  Company  t^.  Missouri, 
Kansas  &  Texas  Railway  Cobcpany  of  Texas  et  al.  Unreason- 
able rate  on  cottonseed  oil  from  Dallas  and  Sherman,  Tex.,  to  Tacoma, 
Wash.  J.  E.  Bdeher  and  J.  W.  McCune  for  complainant.  George 
T,  Reid  for  defendants.  March  11,  1911.  Reparation  awarded  for 
(total)  $392.83. 

3266  (U.  R.  No.  324).  Fuller  &  Johnson  MANtTFAoruRiNo  Com- 
pany V.  Cincinnati,  Hamilton  &  Dayton  Railway  Company  et 
AL.  Unreasonable  rates  on  top  buggies,  open  buggies,  and  spring 
wagons  from  Carthage,  Ohio,  to  Madison,  Wis.  O.  M.  Stephen  for 
complainant.  C  (7.  TFrij^Ai  for  defendants.  March  11, 1911.  Repa- 
ration awarded  for  S7.22. 

3297  (U.  R.  No.  326).  H.  Rosenblatt  &  Sons  v.  Chicaoo,  Mil- 
waukee &  St.  Paul  Railway  Company  bt  al.  Unreasonable  rate 
on  cotton  drills  and  cotton  overalk  from  Wheeling,  W.  Va.,  to  Beloit, 
Wis.  G,  M.  Stephen  for  complainants.  F.  G.  Wright,  C.  C.  Wright, 
Robert  W.  Richards,  and  D.  P.  CormeU  for  defendanto.  Maich  11, 
1911.    Reparation  awarded  for  (total)  $15.32. 
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3632  (U.  R.  No.  326).  Chables  T.  Abeles  &  Cobcpany  v.  St. 
Louis  Southwestern  Railway  Cobcpany  et  al.  Unreasonable  rate 
on  window  glass  from  Hartford  City,  Ind.,  Arnold,  Pa.,  and  Chanute, 
Kans.,  to  Little  Rock,  Ark.  G,  M.  Stephen  for  complainant.  James 
a  Jeffery,  C.  C.  P.  Rausch,  W.  F.  Dickinson,  Wallace  T.  Hughes,  Fred 
H,  Woody  S.  H,  West,  T,  J,  Norton,  D,  L.  Meyers,  James  StiMwell,  and 
D.  P.  ConneU  for  defendants.  March  11, 1911.  Reparation  awiutied 
for  (total)  $248.84. 

3634  (U.  R.  No.  327).  John  W.  Zubeb  v.  Central  of  Georgia 
Railway  Company  et  al.  Alleged  misrouting  of  a  shipment  from 
Carrollton,  Ga.,  to  Lindsay,  Ontario,  Canada.  John  W,  Zvher  for 
complainant.  Charles  T.  Airey  for  defendants.  January  13,  1911. 
Complaint  dismissed. 

3448  (U.  R.  No.  328).  American  Milling  Company  v.  Pere  Mar- 
quette Railroad  Company  et  al.  Unreasonable  rate  on  beet 
final  molasses  from  Charlevoix,  Mich.,  to  Peoria,  HI.  Frank  T. 
Liddy  for  complainant.  No  appearance  for  defendants.  March  14, 
1911.     Reparation  awarded  for  S281.43. 

3260  (U.  R.  No.  329).  Minneapolis  Bedding  Company  v.  Chi- 
cago, Burlington  &  Quincy  Railroad  Company.  Unreasonable 
rate  on  cordwood  from  Maiden  Rock,  Wis.,  to  Minneapolis,  Minn. 
Oeorge  S.  Grimes  and  James  Manahan  for  complainant.  Hale  Hdlden 
for  defendant.    April  4,  1911.     Reparation  awarded  for  SI  11.55. 

3463  (U.  R.  No.  330).  F.  J.  Pons  v.  Seaboard  Air  Line  Railway. 
Unreasonable  rate  on  horses  from  Columbia,  S.  C,  to  Jackson- 
ville, Fla.  L.  E,  Bigelow  for  complainant.  R,  WdUon  Moore  for 
defendant.    April  4,  1911.     Reparation  awarded  for  $5.95. 

3479  (U.  R.  No.  331).  Albert  Miller  &  Company  v.  Texas  & 
Pacific  Railway  Company  et  al.  Unreasonable  rate  on  potatoes 
from  Ida,  La.,  to  Chicago,  HI.  J.  E.  Robinson  for  complainant. 
C,  C,  P,  Rausch,  J.  C.  Jeffery,  and  H.  J,  Campbell  for  defendants. 
April  4,  1911.     Reparation  awarded  for  SI  16.24. 

3485  (U.  R.  No.  332).  Barker  &  Company  v.  Gulf  &  Ship  Island 
Railroad  Company  et  al.  Misrouting  lumber  in  transit  from 
Laurel,  Miss.,  to  New  Haven,  Conn.  WiUiam  S.  Phippen  for  com- 
plainant. No  appearance  for  defendants.  April  4,  1911.  Repa- 
ration awarded  for  $53.84. 

3150  (U.  R.  No.  333).  Hill  &  Webb  v.  Iberia  &  Vermilion 
Railroad  Company  et  al.  Unreasonable  rates  on  ear  com  in  the 
shuck  from  points  in  Louisiana  to  points  in  Texas.  J.  W.  Wehb  for 
complainants.  F.  C  DiUard,  J,  R.  Christian,  C.  H,  Webb,  and  J.  L. 
West  for  defendants.  April  4,  1911.  Reparation  awarded  for 
S629.50. 

3669.  (U.  R.  No.  334).  Brunswick-Balke-Collender  Company 
V.  Grand  Trunk  Western  Railway  Cobipany  et  al.    Unreason- 
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able  charge  on  furniture  stock  from  Chicago,  111.,  to  Toronto,  Ontario. 
James  J.  MvUen  for  complainant.  H,  C,  Martin  for  defendants. 
April  4,  1911.     Reparation  awarded  for  $14.13. 

3706  (U.  R.  No.  335).  Standard  Oil  Company  v.  Baltimore  & 
Ohio  Chicago  Terminal  Railroad  Company  et  al.  Unreason- 
able rate  on  petroleum,  refined  oil,  and  gasoline  from  Wliiting,  Ind., 
to  Waupaca,  Wis.  Chauncey  W,  Martyn  for  complainant.  No 
appearance  for  defendants.  April  4,  1911.  Reparation  awarded 
for  $129.77. 

2812  (U.  R.  No.  336).  Hope  Cotton  Oil  Company  v.  Texas  & 
Pacific  Railway  Company  et  al.  Unreasonable  rate  on  empty 
secondhand  bags  from  New  Orleans,  La.,  to  Hope,  Ark.  G,  M. 
Stephen  for  complainant.  C.  C.  P.  Rausch  and  James  (7.  Jeffery  for 
defendants.     April  4,  1911.     Reparation  awarded  for  S44.58. 

2898  (U.  R.  No.  337).  McShane  Lumber  Company  v.  Houston 
East  &  West  Texas  Railway  Cobipany  et  al.  Alleged  unrea- 
sonable rate  on  ties  from  Oden,  La.,  to  Denver,  Colo.  C.  S.  EJyutter 
for  complainant.  Edson  Rich,  Jam^s  E,  Kelby,  C,  E,  Spens,  and 
J.  J,  Coleman  for  defendants.     April  4,  1911.     Complaint  dismissed. 

3193  (U.  R.  No.  338).  Foster  Lumber  Company  v.  Southern 
Railway  Company.  Unreasonable  rates  on  cedar  posts  from 
Fackler,  Ala.,  to  Republican  City  and  Campbell,  Nebr.,  and  Audu- 
bon, Iowa.  Bird  &  Pope  for  complainant.  No  appearance  for  de- 
fendant.    April  4,  1911.     Reparation  awarded  for  S30.49. 

3584  (17.  R.  No.  339).  Fort  Scott  Sorghum  Syrup  Company  r. 
St.  Louis  &  San  Francisco  Railroad  Company.  Unreasonable 
rate  on  molasses  from  Fort  Scott,  Kans.,  to  Rogers,  Ark.  CollM  cfc 
Hutchinson  for  complainant.  F,  H,  Woody  Edward  A,  Haid,  and 
E.  H.  Seniff  for  defendant.  April  4,  1911.  Reparation  awarded 
for  $39.60. 

3093  (U.  R.  No.  340).  L.  Christian  &  Company  v.  Chicago,  Mil- 
waukee &  St.  Palt-  Railway  Company  et  al.  l^nreasonable  rate 
on  flour  and  mill  feed  from  Shakopee,  Minn.,  to  Waverly,  Va.  Charles 
E,  French  for  complainants.  William  Ellis  and  F,  G.  Wright  for 
defendants.     April  4,  1911.     Reparation  awarded  for  S102.0S. 

3248  (U.  R.  No.  341).  Charles  T.  Abeles  &  Company  r.  Mis- 
souri Pacific  Railway  Company  et  al.  Unreasonable  rate  on 
window  glass  from  Caney,  Kans.,  to  Little  Rock,  Ark.  (w,  M. 
Stephen  for  complainant.  James  C,  Jeffery  and  C.  C.  P,  Rausch  for 
defendants.     April  4,  1911.     Reparation  awarded  for  $82.56. 

3325  (U.  R.  No.  342).  E.  E.  DouvnxE  v.  Georgia,  Florida  & 
Alabama  Railway  Company  et  al.  ITnreasonable  charge  on 
grapes  from  DouviUe,  Ga.,  to  New  York,  N.  Y.,  and  Milwaukee,  Wis. 
E.  E,  Douinlle  for  complainant  in  person.  No  appearance  for  defend- 
ants. Reparation  awarded  for  S58.94. 
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3391  (U.  R.  No.  343).  E.  P.  Stacy  &  Sons  v.  Chicago,  Bubjlino- 
TON  &  QuiNCT  Railroad  Company  et  al.  Unreasonable  rate  on 
tomatoes  from  Humboldt,  Trenton,  Fruitland,  and  Jackson,  Tenn., 
to  Minneapolis,  Minn.  Leonard  Brisley  for  complainant.  Hale 
Holdm,  W.  K.  Vandiver,  F.  6.  Wright,  WMam  Mis,  Oeorge  U. 
Seevers,  and  Lynn  S.  Hdgerson  for  defendants.  April  4,  1911. 
Reparation  awarded  for  S147.14. 

3412  (U.  R.  No.  344).  G.  L.  Qraham  &  Company  v.  Chioago,  Bub- 
lington  &  Quincy  Railroad  Company.  Unreasonable  rate  on 
timothy  seed  from  McVeigh,  Iowa,  to  St.  Louis,  Mo.  Thomas  H. 
Martin  for  complainant.  Oeorge  H.  Crosby  and  Robert  B.  Scott  for 
defendant.     April  10,  1911.     Reparation  awarded  for  $13.50. 

3599  (U.  R.  No.  345).  Acme  Cement  Plaster  Company  v.  Pkrb 
Marquette  Railroad  Company  et  al.  Alleged  unreasonable  rate 
on  crushed  gypsum  rock  from  Grand  Rapids,  Mich.,  to  Oglesby,  HI. 
W,  B.  Fisse  and  if,  N.  Sale  for  complainant.  John  C.  BULs  and 
F.  0.  Wright  for  defendants.     April  10,  1911.    Complaint  dismissed. 

3664  (U.  R.  No.  346).  Chicago  &  Riverdale  Lumber  Company 
t;.  Chicago  &  Erie  Railroad  Company  et  al.  Misrouting  lumber 
in  transit  from  Chicago,  111.,  to  Yatesboro,  Pa.  CoUitt  dk  Hutchinson 
for  complainant.  W.  M.  Johnson  for  defendants.  April  10,  1911. 
Reparation  awarded  for  $15.33. 

3725  (U.  R.  No.  347).  Dian  Lumber  Company  v.  Presoott  & 
Northwestern  Railroad  Company  et  al.  Unreasonable  rate  on 
lumber  from  Dian,  Ark.,  to  Washington,  Mo.  William  F.  Pfeffer 
for  complainant.  James  C.  Jeffery,  H,  J.  OampbeU,  and  B.  Jf. 
Flippin  for  defendants.  April  10,  1911.  Reparation  awarded  for 
$18.85. 

3009  (U.  R.  No.  348).  Chanute  Refining  Company  et  al.  r. 
Atchison,  Topeka  &  Santa  Fe  Railway  Company  et  al.  Un- 
reasonable rate  on  petroleum  oil  from  Chanute,  Kans.,  to  Omaha, 
Nebr.  L,  L.  Marcdl,  F,  A.  Parsons,  and  TF.  C.  Piatt  for  complain- 
ants. B,  F.  E.  Marsh  for  defendants.  April  10,  1911.  Reparation 
awarded  for  S199.83. 

3404  CU.  R.  No.  349).  J.  G.  Miller  v.  TRiNmr  &  Brazos  Valley 
Railway  Cobipany  et  al.  Unreasonable  rate  on  track  bolts  from 
Fort  Worth,  Tex.,  to  Port  Barre,  La.  Jno,  W.  Shedin  for  complain- 
ant. Wallace  T.  Hughes,  W.  F.  Dickinson,  N.  H.  Lassiter,  F.  H. 
Wood,  Edxvard  A.  Haid,  and  C.  S.  Bather  for  defendants.  April  10, 
1911.     Reparation  awarded  for  $479.54. 

2831  CU.  R.  No.  350).  Walter  &  Company  v.  Lake  Shore  & 
Michigan  Southern  Railway  Company  et  al.  Unreasonable  raU 
on  brass  bedsteads  from  Cleveland,  Ohio,  to  San  Francisco,  CaL 
J.  0.  Bracken  for  complainant.  0.  E.  Butterjidd;  Winston,  Paynt^ 
Strawn  dk  Shaw;    William  Ellis;  Chester  M,  Dawes;  S,  A.  Lynde; 
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Hawkins  dk  Franklin;  Baker,  Botts,  Parker  &  Oarwood;  F.  C,  DiHard; 
E.  B.  Peirce;  and  C.  W,  Durbrow  for  defendants.  May  1,  1911. 
Reparation  awarded  for  (total)  $189.20. 

3095  (U.  R.  No.  351).  Evans  Milliko  Compant  v.  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  Railway  CoBfPANY  et  al. 
Unjustly  discriminatory  rates  on  grain  from  landings  of  the  Illinois 
River  Packet  Company  to  points  in  the  East.  E,  D.  Evans  for  com- 
plainant. e/ame«  TF. -Barr^  for  defendants.  May  1,  1911.  Repara- 
tion awarded  for  $1,945.15. 

3240  (U.  R.  No.  352).  Port  Huron  Engine  &  Thresher^  Com- 
pany V.  Gulp,  Colorado  &  Santa  Fe  Railway  Company  et  al. 
Alleged  unreasonable  rates  on  iron  dump  wagons,  sawmill  machinery, 
and  portable  engines  from  Port  Huron,  Mich.,  to  Cordele,  Ga.,  and 
from  Center,  Tex.,  to  Port  Huron,  Mich.  O,  M.  Stephen  for  com- 
plainant. T,  J.  Norton^  D,  L,  Meyers,  H,  C,  Martin,  and  F.  W. 
Owathmey  for  defendants.     May  1,  1911.     Complaint  dismissed. 

3509  (U.  R.  No.  353).  Northern  California  Lumber  Company 
V,  Southern  Pacific  Company.  Unreasonable  rate  on  green  fir 
lumber  from  Eugene,  Greg.,  to  Hilt,  Cal.  J.  0.  Bracken  for  com- 
plainant. George  D.  Squires  for  defendant.  May  1,  1911.  Repara- 
tion awarded  for  $44.28. 

3526  (U.  R.  No.  354).  Ralston  Purina  Company  v.  Mobile  & 

Ohio  Railroad  Company  et  al.     Alleged  unreasonable  rate  on  feed 

in  sacks,  in  carloads,  from  St.  Louis,  Mo.,  to  Fivay  Junction,  Fla. 

W,  A.  Bruce  for  complainant.     Frank  W.  Owathmey  for  defendants. 

May  1,  1911.     Complaint  dismissed. 

3566  (U.  R.  No.  355).  Charles  L.  Hamilton  v.  American  EIx- 
press  Company  et  al.  Alleged  imreasonable  rate  on  one  baby's 
folding  crib  from  Chautauqua,  N.  Y.,  to  Centreville,  Pa.  //.  A. 
Sieheneck  for  complainant.  Charles  F,  Patterson  for  defendants. 
May  1,  1911.     Refund  of  overcharge  to  be  made.     No  order  issued. 

3627  (U.  R.  No.  356).  Fred  S.  Swanson  r.  Chicago,  Bltiungton 
&  QuiNCY  Railroad  Company  et  al.  Unreasonable  rate  on  broom 
com  from  Manitou,  Okla.,  to  Omaha,  Nebr.  E,  J.  McVann  for  com- 
plainant. 0.  IL  Crosby,  R,  B.  Scott,  and  Fred  H.  Wood  for  defend- 
ants.    May  1,  1911.     Reparation  awarded  for  $118.04. 

3635  (U.  R.  No.  357).  C.  J.  Crabtree  r.  Oregon  Railkoad  & 
Navigation  Company  et  al.  Unreasonable  rate  on  onions  from 
Walla  Walla,  Wash.,  to  Salt  I^ake  City,  Utah.  No  appearance  for 
complainant.  //.  B.  Thompson  for  defendants.  May  1,  1911. 
Reparation  awarded  for  S49.60. 

3653  (U.  R.  No.  358).  Sol'thern  Cotton  Oil  Company  v.  Sea- 
board Air  Line  Railway  et  al.  Unreasonable  charges  on  crude 
cottonseed  oil  from  Cordele  and  Vidalia,  Ga.,  and  Union  Springs  and 
Montgomery,  Ala.,  to  Savannah,  Ga.,  there  refined  and  reshipped  to 
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Babbitt  and  Bayonne,  N.  J.,  and  Philadelphia,  Pa.     May  1,  1911. 
Reparation  awarded  for  (total)  $77.49. 

3676  (U.  R.  No.  359).  Menefee  Brothers  v.  Roosevelt  & 
Western  Railroad  Company  et  al.  AUeged  unreasonable  chaiges 
on  shingles  from  LynchviDe,  La.,  to  Fort  Worth,  Tex.,  and  recon- 
signed  to  Bomarton,  Tex.  W,  S,  Nurenburg  for  complainants.  James 
C.  Jefferyy  C.  C.  P.  Rausch,  C,  Schanfelder,  and  Herbert  J.  Campbell 
for  defendants.     May  1,  1911.     Complaint  dismissed. 

3696  (U.  R.  No.  360).  George  W.  Overly  v.  Adams  Express 
Company.  Unreasonable  rate  on  jacks,  crated,  from  Bellflower,  Mo., 
to  McCune,  Kans.  J,  A,  McLane  for  complainant.  TT.  0.  Hann  for 
defendant.     May  1,  1911.     Reparation  awarded  for  $70.50. 

3066  (U.  R.  No.  361).  Robert  Portner  Brewing -Company  et 
AL  V,  Southern  Railway  Company.  Unreasonable  rate  on  near 
beer  and  empty  beer  packages  from  Alexandria,  Va.,  to  points  in 
North  Carolina.  George  H,  Beuchert  for  complainants.  Claudian  B. 
NoriJirup,  Frank  W,  Gwathmey,  and  Oscar  L.  Horn  for  defendant. 
May  8,  1911.     Reparation  awarded  for  S331.45. 

3645  (U.  R.  No.  362).  Goodman  Manufacturing  Company  v. 
Philadelphia,  Baltimore  &  Washington  Railroad  Company  et 
AL.  Alleged  unreasonable  rate  on  iron  car  wheels  from  Wilmington, 
Del.,  to  Chicago,  HI.  0.  M.  Stephen  for  complainant.  Henry  Wolf 
Bikle  for  defendants.     Complaint  dismissed. 

3650  (U.  R.  No.  363).  Western  States  Portland  Cement  Com- 
pany V.  Missouri  Pacific  Railway  Company  et  al.  AUeged  unrea- 
sonable rate  on  Portland  cement  from  Independence,  Kans.,  to  Black 
Eagle,  Mont.  0,  W,  Pratt  and  Oeo,  J.  Mersereau  for  complainant. 
James  C,  Jeff  erg,  Herbert  J.  CampbeUy  George  //.  Crosby,  Robert  B.  ScoU, 
and  J,  D.  Armstrong  for  defendants.  May  8,  1911.  Complaint 
dismissed. 

3122  (U.  R.  No.  364).  Edgar  F.  Moon  v.  Chicago,  Rock  Island 
&  Pacific  Railway  Company.  Alleged  unreasonable  rate  on  apples 
from  Fairbury,  Nebr.,  to  El  Reno,  Okla.  F.  N.  Provi  for  complain- 
ant. Wallace  T.  Hughes  for  defendant.  May  1,  1911.  Waiver  of 
undercharge  allowed. 

3827  (U.  R.  No.  365).  Degentesh  Brothers  v.  Chicago,  Mil- 
waukee &  St.  Paul  Railway  Company.  Unreasonable  rate  on 
brewers'  refuse,  wet,  from  Chicago,  111.,  to  Lake,  Wis.  Geo.  A. 
Schroeder  for  complainants.  F,  G.  Wright  for  defendants.  May  1, 
1911.     Reparation  awarded  for  $21.95. 

Note. — The  amount  of  reparation  awarded  in  the  above  cases 
aggregates  $9,457.27. 
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1609.  Dabling  &  Company  et  al.  v.  Baltimore  &  Ohio  'Rail- 
ROAD  CoBfPANY  ET  AL.  December  3,  1910.  Reparation  of  $1,181.63, 
with  interest,  to  Buffalo  Fertilizer  Company,  by  Louisville  &  Nash- 
ville Railroad  Company,  on  sliipments  of  phosphate  rock  from  Cen- 
terville  and  Mount  Pleasant,  Tenn.,  to  various  destinations  on 
account  of  excessive  rate. 

1609.  Darling  &  Company  et  al.  v.  Baltimore  &  Ohio  Rail- 
road Company  et  al.  December  3,  1910.  Reparation  of  $171.22, 
with  interest,  to  E.  Rauh  &  Sons  Fertilizer  Company,  on  shipmentfi 
of  phosphate  rock  from  CenterviUe  and  Mount  Pleasant,  Tenn.,  to 
various  destinations  on  account  of  excessive  rate. 

2285.  American  Creosote  Works,  Ltd.,  v.  Illinois  Central 
Railroad  Company  et  al.  December  22,  1910.  Reparation  of 
$6,899.96,  with  interest,  to  American  Creosote  Works,  Ltd.,  on 
account  of  unreasonable  rates  and  switching  charges  as  well  as  transit 
privileges  on  pine  crosstiesfrom  and  to  various  points  to  Southport,  I^a. 

1609.  Darling  &  Company  et  al.  v.  Baltimore  &  Ohio  Rail- 
road Company  et  al.  January  13,  1911.  Reparation  of  $343.44, 
with  interest,  to  Jarecki  Chemical  Company  on  shipments  of  phos- 
phate rock  from  CenterviUe  and  Mount  Pleasant,  Tenn.,  to  various 
destinations  on  account  of  excessive  rate. 

1987.  Lynah  &  Read  et  al.  v.  Baltimore  &  Ohio  Railroad 
Company  et  al.  February  15,  1911.  Reparation  of  $12,  with 
interest,  to  Ljmah  and  Read,  and  cancellation  of  unpaid  charges  of 
$36;  $12,  with  interest,  to  Buck  Brothers,  and  cancellation  of  impaid 
charges  of  $1;  $6,  with  interest,  to  C.  W.  Hendley,  for  unreasonable 
demurrage  charges  on  cars  containing  interstate  sliipments  of  coal  for 
transshipment  by  water  at  Locust  Point,  Baltimore,  Md.,  and  at 
Curtb  Bav,  Md. 

3312.  Davenport  Commercial  Club  for  T.  W.  McClelland 
Company  v.  The  Yazoo  &  Mississippi  Valley  Railroad  Com- 
pany et  al.  April  4,  1911.  Reparation  of  $762.84,  with  interest, 
to  McClelland  Company,  on  shipments  of  cypress  lumber,  from 
Minot  and  Rome,  Miss.,  to  Davenport,  Iowa,  on  account  of  excessive 
rate. 

Note. — The  amount  of  reparation  awarded  in  the  above  cases 
aggregates  $9,379.09. 
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ABSORPTION. 

Elevation  at  Buffalo  included  in  ex-lake  grain  rate.    Board  of  Trade  of  Chicago  v. 

A.  C.  R.  R.  Co.  504  (516). 
Stub-line  rates  on  lumber  absorbed.    In  re  Proposed  Schedules  of  Rates  on  Lumber, 

575  (577). 
Switching  charge  absorbed  in  Chicago  switching  district  when  carrier  gets  line  haul. 

Crescent  Coal  &  Mining  Co.  v.  B.  &  O.  R.  R.  Co.  559  (560). 
ACCESSORIAL  SERVICE. 
Lighterage  of  shipper's  own  sugar,  an  accessorial  service.    Federal  Sugar  Refining 

Co.  V.  B.  &  O.  R.  R.  Co.  200  (211). 
ACT  OF  GOD. 
Flood  responsible  for  demurrage;  charges  must  be  paid.    Riverside  Mills  v.  Q.  & 

W.  C.  Ry.  Co.  153. 
ADDITIONAL  CHARGE. 

For  refrigeration.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  106(108, 120). 
ADMINISTRATIVE  BODY. 
Commission,  not  a  court;  its  function  is  to  apply  act  and  protect  public  interest. 

In  re' Advances  in  Rates — Western  Case,  307  (315). 
Commission,  by  Supreme  Court  decisions,  has  been  erected  into  what  has  been 

termed  "an  economic  court.**    In  re  Advances  in  Rates — ^Westem  Case,  307  (317). 
Commission,  not  a  court;  its  proceedings  partake  somewhat  of  a  judicial  or  semi- 
judicial  character;  its  work  is  administrative.    Freeman  Lumber  Co.  v.  St. 

L.  I.  M.  &  S.  Ry.  Co.  612  (613). 
Commission  must  stand  for  entire  public;  it  must  have  in  mind  those  who  do  not 

appear  before  it.    In  re  Advances  in  Rates — Eastern  Case,  243  (250). 
Duty  of  Commission  is  to  establish  reasonable  rates  without  attempting  to  foster 

one  institution  at  expense  of  another.    Cobb  v.  N.  P.  Ry.  Co.  100  (103). 
Duty  of  Commission  is  to  pass  upon  all  rates  presented  in  a  complaint.    In  re 

Advances  in  Rates— Eastern  Case,  243  (248). 
Duty  of  Commission  is  to  see  that  rates  are  reasonable  to  all  parties,  and  not  to 

overcome  natural  and  commercial  conditions  by  rate  adjustments.    East  St. 

I>ouis  ( otton  Oil  Co.  v.  St.  L.  &  S.  F.  R.  R.  Co.  37  (41,  42). 
Function  of  Commission  is  to  regulate  interstate  rates.    Scfaeuing  «.  L.  dk  N.  R.  R. 

Co.  550  (552). 
Railroads  may  not  look  to  Cammisrion  to  negative  or  modify  will  of  legislature. 

In  re  Advances  in  Rates— Western  Case,  307  (379). 
ADMINISTRATIVE  RULING. 
Rule  6,  Bulletin  4,  considered.    Henry  v.  £.  Ry.  Co.  171  (172). 
Rule  10,  Tariff  Circular  17-A,  considered.    Henry  v.  £.  Ry.  Co.  171  (172). 
Rule  34,  Bulletin  4,  adhered  to.    In  re  Restricted  Rates,  426  (427). 
Rule  38,  Bulletin  4,  confined  to  informal  mAttera.    Riveraide  Mills  «.  G.  R.  R. 

423  (424). 
Rule  66,  Tariff  Circular  17-A,  foUowed.    Noble  v.  B.  A  O.  R.  R.  Co.  72  (73). 
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ADMINISTRATIVE  RULING— Continued. 
Rule  77,  Bulletin  4,  considered.    Henry  v.  E.  Ry.  Ck).  171  (172). 
Rule  200,  Bulletin  4,  followed.    Georgia-Carolina  Brick  Co.  v.  S.  Ry .  Co.  148  (149). 
Rule  225,  Bulletin  4,  followed.    In  re  Restricted  Rates,  426  (427). 
ADMISSION. 
Carrier  admitted  unreasonableness  of  rate.    Henry  v,  E.-  Ry.  Co.  171. 
Defective  tariff  naming  lower  rate  considered  in  determining  reasonableness  d 

higher  rate  left  in  force.    Steinfeld  &  Co.  v,  I.  C.  R.  R.  Co.  12  (13). 
Long  maintenance  of  competitive  rate  was  not  conclusive  evidence  that  it  wit 

sufficienUy  high.    Audley  Hill  &  Co.  v.  S.  Ry.  Co.  225  (226). 
Reduction  to  meet  competitive  rate  via  short  line,  not  an  admission  of  imreaoooable- 

ness  of  former  rate.    American  Cigar  Co.  v,  F.  &  R.  Ry.  Co.  81  (82);  Georgia- 
Carolina  Brick  Co.  v.  S.  Ry.  Co.,  148  (149). 
Voluntary  reduction  is  not  of  itself  evidence  of  imreasonableness  of  former  rate. 

Carstens  Packing  Co.  v.  S.  P.  Co.  165  (166);  Maxwell  v.  W.  F.  &  N.  W.  Ry.  Ox 

197  (198). 
ADVANCE  IN  RATES. 
Advances  in  cement  rates  in  trans-Missouri  territory;   some  permitted,  atfaen 

condemned.    In  re  Investigation  of  Advances  in  Rates  on  Cement,  588. 
Advance  in  lumber  rates;  order  entered  vacating  suspension  of  rates.    In  re  Pro- 
posed Schedules  of  Rates  on  Lumber,  575. 
Advances  in  class  rates  condemned;  commodity  rates  not  disturbed,  though  left 

open  to  attack.    Railroad  Conmiission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  Co.  463  (484). 
Advances  not  condemned  because  all  rates  were  not  advanced  on  fixed  percentaf^e. 

Raikoad  Commission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  Co.  463  (482,  483). 
Advances  in  eastern  territory  not  permitted,  necessity  for  higher  rates  not  being 

established;  nor  is  it  probable  that  increased  rates  will  be  necessary  in  future 

In  re  Advances  in  Rates— Eastern  Case,  243  (304, 305). 
Advances  in  western  territory  not  permitted;  beyond  limitations  placed  by  law 

upon  carriers.    In  re  Advances  in  Rates — Western  Case,  307  (379). 
Burden  on  carriers  to  show  that  advanced  rates  are  reasonable.    In  re  Advances  in 

Rates— Eastern  Case,  243  (255) ;  In  re  Advances  in  Rates— Western  Case,  307  (312). 
General  advance  should  not  be  permitted  unless  carriers  have  exercised  proper 

economy.    In  re  Advances  in  Rates — Eastern  Case,  243  (305). 
No  advance  by  any  line  can  be  made,  if  any  single  route  be  required  to  nmmtmtii 

present  scale  between  New  York  and  Chicago.    In  re  Advances  in  Rates — ^Eastern 

Case,  243  (272). 
Question  of  rate  advances  may,  within  certain  limits,  be  considered  a  quesdou  id 

public  policy  and  not  one  of  strictly  legal  right.    In  re  Advances  in  Rates- 
Eastern  Case,  243  (266). 
Railroads  may  not  increase  rates  for  the  reason  that  they  have  accumulated  out  of 

rates  a  balance  of  profit  which  has  been  invested  in  the  property.    In  re  Advances 

in  Rates— Western  Case,  307  (342.) 
Rates  can  not  be  advanced  because  of  wasteful,  corrupt,  or  indifferent  managemeDt 

In  re  Advances  in  Rates— Western  Case,  307  (333). 
ADVANTAGE. 
Advantages  and  disadvantages  of  their  location  must  be  enjoyed  and  suffered  by 

shippers.    In  re  Advances  in  Rates — Western  Case,  307  (354). 
Carrier  not  obliged  to  counteract  result  of  natural  conditions  by  rate  reductkoa. 

National  Refining  Co.  v.  C.  C.  C.  A  St.  L.  Ry.  Co.  649. 
Commission  does  not  overcome  natural  and  commercial  conditions  with  rate  adj v(- 

ments.    East  St.  Ixmis  Cotton  Oil  Co.  v.  St.  L.  &  S.  F.  R.  R.  Co.  37  (41). 
Each  market  has  right  to  insist  upon  rate  adjustment  that  is  jost  to  it.    Bowd  of 

Tmde  of  Chicago  v.  A.  C.  R.  R.  Co.  604  (507). 
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ALLOWANCES. 
Allowance  to  salt  company  for  use  of  latter's  docks  and  facilities  in  handling  salt 

company's  shipments.    International  Salt  Co.  v.  G.  A  W.  R.  R.  Co.  530  (533). 
Must  cease  payment  of  lighterage  allowance  to  one  shipper  while  refusing  such 
allowance  to  another  shipper  performing  same  service.    Federal  Sugar  Refining 
Co.  V.  B.  &  O.  R.  R,  Co.  200. 
ALTERNATIVE. 
Alternative  minima  in  refrigeraticm  tariffs.    Sweeney,  Lynes  A  Co.  v.  N.  Y.  P.  A 

N.  R.  R.  Co.  600  (601). 
Alternative  use  of  class  and  commodity  rates  not  prevented  by  rule  that  naming 
commodity  rate  takes  article  out  of  classification.    Wheeler  A  Motter  Mercantile 
Co.  V.  C.  B.  &  Q.  R.  R.  Co.  141  (145). 
AMENDMENT. 
Prayer  for  reparation  amended  so  as  to  include  two  additional  shipments.    Scheoing 
V,  L.  &  N.  R.  R.  C^.  550. 
ANALOGOUS  ARTICLE  RULE. 

No  specific  rate  on  commodity  shipped.    Maxwell  v.  W.  F.  &  N.  W.  Ry.  Co.  197. 
ANTITRUST  ACT. 
Advanced  rates  enjoined  as  in  violation  of  Antitrust  Act.    In  re  Advances  in  Rates — 

Eastern  Case,  243  (245). 
Commission  has  no  power  to  enforce  Antitrust  Act;  fact  that  advances  were  results 
of  concerted  action  does  not  furnish  a  foundation  for  declaring  rates  unlawful. 
Railroad  Commission  of  Tex.  v.  A.  T.  A.  S.  F.  Ry.  Co.  463  (465). 
ANY^UANTITY  RATE. 
Replaced  by  carload  and  less-than-carload  rates;  adjustment  not  disturbed  by 
Commission.    Truck  Growers  Asso.  r.  A.  C.  L.  R.  R.  Co.  190  (196). 
ASSIGNEE. 
Whether  assit^ee  can  recover  reparation  in  proceeding  in  his  own  name,  not  decided. 
O'Brien  Commercial  Co.  v.  CAN.  W.  Ry.  Co.  68  (69). 
ATCHISON.  TOPEKA  &  SANTA  FE  RY.  CO. 

Financial  history.    In  re  Advances  in  Rates — Western  Case,  307  (325). 
AUCTION  COMPANY. 
Commission  declined  to  require  carrier  to  furnish  petitioner  same  facilities  for  con- 
ducting auction  business  at  terminals,  as  accorded  exclusively  to  rival  coDcem. 
Southwestern  Produce  Distributers  v,  W.  R.  R.  Co.  458. 
BACK  HAUL. 
Back-haul  charges  not  found  unreasonable.    Anadarko  Cotton  Oil  Oo.  v.  A.  T.  d 
S.  F.  Ry.  Co.  43  (47). 
BALTIMORE  &  OHIO. 
Baltimore  A  Ohio  system  embraces  more  than  100  smaller  railroads;  its  history  and 
operations.    In  re  Advances  in  Rates— Eastern  Case,  243  (257,  286). 
BARBER  SHOP. 
Barber  shop  at  station,  no  part  of  transportation  service.    Sonth western  Produce 
Distributers  r.  W.  R.  R.  Co.  458  (460). 
BASIS  OF  RATE.    Set  Meabitm  or  Rati. 
BEANS. 

Value,  risk  involved,  and  loading.    Commercial  Club  d  Omaha  v,  8.  P.  Oo.  631  (685). 
BERTH  RATES.    See  Slkepino-Cab  Ratbr. 
BILL  OF  LADING. 
After  unrouted  shipment  had  moved,  act  of  agent  in  signing  bill  of  lading  contain* 
ing  routing  did  not  render  company  liable  for  misrouting.    Bookwalter  Wheel 
Co.  V.  T.  C.  R.  R.  Co.  603  (606). 
Released  valuation  omitted,  through  inadvertence,  from  bill  of  lading;  reparatioo 
awarded.    Miller  A  Lux  v.  S.  P.  Co.  129. 
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BILL  OF  LADING— Continued. 
Tariff  required  invoice  value  to  be  stated  in  bill  of  lading  in  order  to  woeun  lower 
rate  dependent  upon  value;  condition  not  complied  with;  reporatkm  denied. 
Dells  Paper  <fc  Pulp  Co.  v.  C.  &  N.  W.  Ry.  Co.  419. 
BLANKET  RATES. 
Blanket  rate  on  lima  beans,  Colorado  to  Atlantic  seaboaid,  not  found  ezceerive;  no 
grounds  shown  for  taking  Omaha  out  of  blanket.    Commercial  Club  of  Omaha  v. 
S.  P.  Co.  631  (637). 
Carriers  given  option  either  to  reduce  group  rates  on  cottonseed  oil,  Oklahoma  to 
Texas,  or  change  grouping.    Anadarko  Cotton  Oil  Co.  v.  A.  T.  &  S.  F.  Ry.  Co. 
43  (49). 
Commission  prescribed  rates  which  will  presumably  blanket  points  of  origin  between 

localities  mentioned.    Stacy  &  Sons  v.  O.  S.  L.  R.  R.  Co.  136  (139). 
If  court  should  rule  that  Commission  has  no  authority  to  establish  blanket  rate  in 
territory  so  broad,  it  would  seem  to  follow  that  carriem  are  without  such  authority. 
Lawrence-Wardenburg  Co.  v,  S.  P.  Co.  638  (639). 
No  reason  why  bhmket  rate,  applied  from  California  to  eastern  and  intermediate 
points,  should  not  be  given  to  Miles  City,  Mont.    Gamble-Robinson  Fndt  Co.  v. 
N.  P.  Ry.  Co,  421  (422). 
BOAT  LINE.    See  Water  Carrier. 
BOAT  STOPS. 
No  authority  to  compel  lake  lines  to  run  boals  to  Ashlaiid,  Wis.    City  d  Ashland 
V.  N.  Y.  C.  &  H.  R.  R.  R.  Co.  3  (6). 
BOTH  DIRECTIONS. 
Inference  drawn  that  intention  was  to  attack  rates  in  both  directions,  though  com- 
plaint did  not  so  specify.    Beall  v.  W.  A.  &  M.  Y.  Ry.  Co.  406  (409). 
BRANCH  LINES. 
Cost  of  operating  branch  lines,  as  distinguished  from  main  lines.    In  re  AdvuioeB 
in  Rates— Western  Case,  307  (359). 
BRICK. 
Sample  brick,  a  desirable  traffic.    Ohio  Face  Brick  Mfrs.  Aaso.  v.  Adams  Express 
Co.  682  (584). 
BRIDGE. 
Railroad  fare  across  Dubuque  bridge  not  found  unreaaooable;  bridge  toUs  in  dif- 
ferent parts  of  country,  discussed.    Railroad  Commissioinen  of  Iowa  v.  I.  C.  R.  R, 
Co.  181  (188). 
BULK. 
Bulk  as  an  element  to  be  considered  in  detennining  reasonableness  of  rate.    In 
re  Advances  in  Rates — ^Western  Case,  307  (355);  Ohio  Ffi^ce  Brick  Min.  Asso.  v. 
Adams  Express  Co.  582  (583). 
BURDEN   OF  PROOF. 
Carriers  must  satisfy  minds  of  Commission  that  advanced  rates  are  just  and  reason- 

able.    In  re  Advances  in  Rates— Western  Case,  307  (316). 
Under  English  act  burden  m  on  carrier  to  justify  ''the  increase  of  the  rate;"  under 
act  of  1910  burden  is  on  carrier  to  diow  that  the  "incroased  rate"  is  reaeottahle. 
In  re  Advances  in  Rates — Eastern  Case,  243  (255);  In  re  Advances  in  Rate»— 
Western  Case,  307  (312). 
BURDEN  OF  TRANSPORTATION. 
Cement  appears  to  be  bearing  its  proportion  of  the  transportation  boiden.    In  rt 

Investigation  of  Advances  in  Rates  on  Cement,  688  (592). 
Commodity  rates  involved  already  paying  their  due  share  of  value  of 
dered  by  carriers.    In  re  Advances  in  Rates — ^Western  Case,  307  (378). 
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CAB  STAND. 
Cab  offices  at  8tatioii8»  no  part  of  traoBportation  eervice.    Southimtani  Produce 
Distributen  i;.  W.  R.  R.  Co.  458  (460). 
CANADIAN  COMMISSION. 
Has  more  power  than  Intentate  Commerce  Commiadon.    In  re  Advances  in  Rates 
Western  Case,  307  (319). 
CANAL.    Se$  Ebib  Canal. 
CAPITALIZATION. 
Commission  can  not  accept  capitalization  as  representing  either  investmant  or 

value.    In  re  Advances  in  Rates— Western  Case;  307  (320). 
No  relation  between  capital  and  value  and  no  relation  between  stocks  representing 
value  and  bonds  representing  value.    In  re  Advances  in  Rates — ^Western  Case, 
307(335). 
CAR  DISTRIBUTION. 

Coal-car  distribution  rules  held  discriminatory.    Bulah  C<ml  Co.  v.  P.  R.  R.  Co.  52. 
CAR  FITTING. 
CairieiB  entitled  to  additional  compensation  for  keeping  ice  bunkers  in  repair. 

Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (120). 
Refrigerator  cars  are  equipped  with  slatB,  bulkheads,  and  false  doom  at  expense 
of  carriers.    Audley  HiU  &  Co.  v.  S.  Ry.  Co.  225  (227). 
CAR  FURNISHING.    Ste  aUo  Cab  Distbibutign. 
Car  fumiehing  is  part  of  transportation.    Arlington  Heights  Fruit  Exchange  v. 

S.  P.  Co.  106  (117). 
Carrier  may  insist  upon  furnishing  all  equipment  needed  for  movement  of  pre- 
cooled  (thipments;  but  it  can  not  refuse  to  furnish  proper  equipment  upon  fair 
terms.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  108  (U8). 
No  proof  of  being  placed  on  less  favorable  basis  than  competitors  because  of  alleged 
failure  to  place  cars  on  siding.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52  (54). 
CAR  SIZE. 
Cars  might  have  been  loaded  so  as  to  secure  lower  rate;  consignor  loaded  cars; 
carrier  not  responsible.    Consolidated  Water  Power  <fc  Pteper  Co.  v.  S.  P.  L.  A.  it 
8:  L.  R.  R.  (o.  169  (170). 
Larger  car  furnished  than  ordered.    No  tariff  allowing  chaiges  upon  basts  of  mini- 
mum fixed  for  car  ordered;  damages  awarded  because  of  failure  to  make  such 
tariff  provkion.    Noble  v.  B.  &  O.  R.  R.  Co.  72. 
Shipper  who  orders  and  uses*  car  of  a  certain  size  must  pay  rate  lawfully  applica- 
ble thereto;  had  shipment  been  delivered  to  carrier  for  loading,  carrier  would 
have  been  under  duty  of  shipping  in  such  manner  as  would  result  in  lowest  rate. 
Clinton  Bridge  A  Iron  Works  v.  C.  B.  &  Q.  R.  R.  Co.  416  (417). 
CARLOAD  EARNINGS. 
Carload  earnings,  not  excessive.    Truck  Growers  Asso.  v.  A.  C.  L.  R.  R.  Co.  190 

(195j. 
Carload  earnings  on  beans  &om  California  points.    Commercial  Club  of  Omaha  v. 

S.  P.  Co.  631  (635). 
Minimum  carload  weight  on  a  40-foot  refrigerator  car  of  about  15,000  or  16,000  pounds 
would  mean  unduly  low  car  earnings  under  existing   rates.    (Georgia  Fruit 
Exchange  v.  S.  Ry.  Co.  623  (628). 
CARLOAD  MINIMUM.    .Sm  Minocum,  Wbiobt. 
CARMACK  AMENDMENT. 
No  importance  attached  to  suggestion  that  undue  burden,  under  OmiMck  aaMAd- 
ment,  would  be  placed  upon  detendant  if  compelled  to  join  in  throu^  routes  and 
rates.   Cincinnati  A  Columbus  Tracticm  Co.  v.  B.  &  O.  S.  W.  R.  R.  Co.  486  (494). 
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CEXTBAUZERS. 

Centimlizer  method  of  opening  cmmeriee.    Cobb  ».  N.  P.  Ry.  Co.  100  (101). 
CERTIFICATE-PLAX  TICKET.    See  Excursion  Ticdt. 
CmCAGO  A  ALTON  K  R.  CO. 

Flnancua  history.    In  re  AdirBoces  in  Rates-Weatefn  Ctee,  907  (325>. 
CraCAGO  A  NORTHWESTERN  RY.  CO. 

Financial  history.    In  re  Advances  in  Rates— Westem  Cbse,  307  (325). 
CraCAGO,  BURLINGTON  A  QUINCY  R.  R.  CO. 

Financial  history.    In  re  Advances  in  Rates— Western  Case,  307  (325). 
CHICACK),  MILWAUKEE  A  ST.  PAUL  RY.  CO. 

Financial  history.    In  re  Advances  in  Rates— Western  Case,  307  (325). 
CHICACK),  ROCK  ISLAND  &  PAOFIC  RY.  CO. 

Financial  history.    In  re  Advances  in  Rates— Western  Case,  307  (325). 
CIRCUMSTANCES  AND  CONDITIONS. 
Circmnstances  and  ctmditions  under  which  d<Hnestic  and  import  rates  are  con- 
etnicted  are  fondamentally  dissimilar.    Fnmace  Run  Saw  Mill  &  Lumber  Co. 
V,  B.  A  M.  R.  R.    586  (587). 
Difference  in  transportation  conditions  must  be  substantial  in  order  to  remove 

application  of  secticm  2.    In  re  Reetricted  Rates,  426  (435). 
Difference  in  telephone  charges  for  same  service  not  justified  by  fact  that  lower 
rates  were  accorded  old  subscribers;  nothing  but  difference  in  services  rendered 
or  ^Knlities  furnished  wiU  justify  difference  in  rates.    Shoemaker  v.  €.  A  P. 
Tel.  Co.    614(621). 
Physical  and  financial  condition  of  carrier  considered.    Railroad  Comminiofi  of 

Tex.  V.  A.  T.A  S.  F.  Ry.  Co.  463  (485). 
Question  of  profits  of  shippers,  while  worthy  of  consideration,  is  by  no  means  coo- 

trolling.    Truck  Growers  Aseo.  r.  A.  C.  L.  R.  R.  Co.  190  (195). 
Rates  applicable  to  each  kind  of  traffic  necessarily  must  be  made  with  reference 
to  circumstances  governing  production,  transportation,  and  marketing  of  lesper- 
tive  products.    East  St.  Louis  Cotton  Oil  Co.  r.  St.  L.  A  S.  F.  R.  R.  Co.    37  r42). 
Rate  reasonable  when  established  may  become  imreasonable  by  virtue  of  changed 
circumstances.    Anadarko  Cotton  Oil  Co.  v.  A.  T.  A  S.  F.  Ry.  Co.  43  (50);  River- 
side Mills  V.  G.  R.  R.  423  (425);  Steinfeld  A  Co.  v,  I.  C.  R.  Co.  12  (14). 
CLAIMS.    See  also  Risk. 
Damage  claims  increase  expense  of  carriage  and  thus  affect  rates.   Millinery  Jobben 

AsBO.  V.  American  Express  O).  498  (502). 
Increase  in  amount  paid  in  damage  claims  in  Texas.   Railroad  Commisrioii  of  Tex. 
V.  A.  T.  A  S.  F.  Ry.  Co.  463  (478). 
CLASS  RATES. 
Class  rates,  long  in  effect,  forming  basis  of  rate  &bric,  to  which  business  has  adjuslied 
itself,  not  distiubed  upon  mere  suggestion  that  better  scheme  might  have  been 
originally  devised.    In  re  Advances  in  Rates — Eastern  Case,  243  (306). 
Naming  of  commodity  rate  takes  article  out  of  class  rates;  but  this  rule  does  not 
prevent  alternative  use  of  class  and  commodity  rates  in  same  tariff.    Wheeler  A 
Motter  Mercantile  Co.  v.  C.  B.  A  Q.  R.  R.  Co.  141  (145). 
Proportional  third  class  rate  applicable  only  on  shipments  firom  Atlantic  seaboard 
did  not  apply  to  movement  of  cotton  piece  goods  for  which  carriers  maintained 
commodity  rates.    Wheeler  A  Motter  Mercantile  O).  v.  C.  B.  d:  Q.  R,  R.  Co. 
141  (145). 
CLASSIFICATION. 
Chip-board  properly  classed  as  wood-pulp  cartoos.    Schuls  Co.  v.  0.  M.  A  St.  P. 

Ry.  Co.  403  (404). 
(Hassification  of  articles  should  be  plainly  and  clearly  stated.    Pacific  OoMt  Blacoit 
Co.  i;.  S.  P.  <k  S.  Ry.  Co.  546  (549). 
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CLASSIFICATION— Continued. 
CUaaification  rule  applying  minimum  weighta  on  shipmenta  in  corrugated  paper  or 

pulp  cartons  of  certain  sizee,  when  uncrated,  inatead  of  aaaeribing  on  actual  weighta, 

unreaaonable.    Millinery  Jobbers  Aaao.  v.  American  Express  Co.  498. 
Classification  will  not  be  changed  by  Commiasion,  in  absence  of  evidence  that  rate 

is  unlawful,  unlesa  it  fairly  appears  that  a  particular  article  ia  not  rated  with  other 

articles  similar  in  value,  weight,  and  other  essential  transportation  qualities. 

W.  E.  Caldwell  Co.  v.  C.  I.  &  L.  Ry.  Co.  412  (415). 
Classification  can  not  reflect  minute  variations  in  value.    W.  E.  Caldwell  Co.  v. 

C.  I.  A  L.  Ry.  Co.  412  (514). 
Empty  beer  bottles,  low  grade  commodity,  sometimes  classed  with  jimk.   Qumm  v. 

E.  P.  &  R.  I.  Ry.  Co.    237  (238). 
Felt,  dry  and  deadening.    Barrett  Mfg.  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  79. 
Gas-mantle  &bric  properly  classed  as  "dry  goods,  n.  o.  s.''    Western  Mantle  Co.  v. 

S.  P.  A  8.  Ry.  Co.  643  (645). 
Glue  stock:  fifth  class  rates  unreasonable  to  extent  that  they  exceeded  sixth  class 

rates  on  fleshings,  tanner's  or  slaughterhouse  offal.    Barr  Chemical  Worka  v.  P.  <fc 

R.  Ry.  Co.  77. 
Looking-glaaaea.    O'Brien  Commercial  Co.  v.  C.  &  N.  W.  Ry.  Co.  68  (69). 
Nucoa  butter  ahould  not  be  claaaed  aa  cocoanut  oil.    Nucoa  Butter  Co.  v,  £.  R. 

R,  Co.  174  (177). 
Nucoline  properly  claased  with  lard  and  lard  compound^    Nucoa  Butter  Co.  v. 

E.  R.  R.  Co.  174  (176). 
Peanut  roaatera  entitled    to  first  class  rates  under  classification.     Pacific  Coast 

Biscuit  Co.  V.  S.  P.  A  8.  Ry.  Co.  546  (549). 
Plows,  handles  and  braces  being  removed,*  properly  charged  agricultural-imple- 
ment rate.    Thompson  v.  L.  d  N.  R.  R.  Co.  161  (162). 
Sample-brick  rates  should  not  exceed  merchandise  pound  rates.    Ohio  Face  Brick 

Mfrs.  Aeeo.  v,  Adams  Express  Co.  582  (585).  * 

Triplex  cloth  not  entitled  to  cotton  piece  goods  rate  but  to  rate  applicable  to  "dry 

goods  n.  o.  s."    Rosenblatt  A  Sons  v.  C.  A  N.  W.  Ry.  Co.  447. 
Value,  as  element  in  determining  rating.    Barr  Chemical  Works  r.  P.  A  R.  Ry. 

Co.  77  (78). 
Waxed  biscuit  paper  properly  assessed  wax  paper  nte.    Pacific  Coast  Biscuit  Co. 

V.  O.  R.  R.  A  N.  Co.  178. 
Wei^t  and  thickness  of  article  considered  in  determining  reasonableneaa  of  classi- 
fication.    Barrett  Mfg.  Co.  v.  C.  M.  A  St.  P.  Ry,  Co.  79  (80). 
Wooden  tank  material:  application  of  fifth  class  rates.  Official  Claaaification,  not 

unreasonable.    W.  E,  CaldweU  Co.  v,  C.  1.  A  L.  Ry.  Co.  412  (416). 
CLASSIFICATION  TERRITORY. 
Official  Classification  territory:  its  location  and  boundaries.    In  re  Advances  in 

Rates— Eastern  Case,  243  (245). 
COAL.    5«FuiL. 
COMBINATION   RATE. 
Carrier  directed  to  establish  through  route  and  joint  rate,  unless  one  of  local  rates, 

forming  part  of  combination,  is  reduced.    Burton  r.  U.  V.  Ry.  Co.  75. 
Combination  rate,  one  factor  of  which  was  attacked,  not  found  unreasonable. 

Carstens  Packing  Co.  v.  S.  P.  Co.  165. 
COMMERCIAL  CONDITIONS. 
Claaa  rates,  long  in  effect,  forming  basis  of  rate  fabric,  to  which  buainefls  has  adjusted 

itself,  not  disturbed  upon  mere  auggestion  that  better  acheme  might  have  been 

originally  devised.    In  re  Advances  in  Rates—  Eastern  Case,  243  (30C^ 
Commercial  and  competitive  conditions  make  horisontal  readjustment  inadvia- 

able.    RaUroad  Commission  of  Tex.  t.  A.  T.  A  S.  F.  Ry.  Co.  463  (482). 
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CX)MMERCIAL  CONDITIONS— Continued. 

Commercial  and  -traffic  standpoint,  not  revenue  standpoint,  ocdinaiily  cooadered 
by  CommisBon  in  determining  rates.  In  re  Advances  in  Rates— Eastern  Cue, 
243(248). 

Commercial  conditions  not  to  be  overcome  by  rate  adjustments.  East  8t.  Lonii 
Cotton  Oil  Co.  V.  8t.  L.  A  8.  F.  R.  R.  Co.  37  (41). 

Commercial  conditions  considered.    Cobb  v.  N.  P.  Ry.  Co.  100. 

Rates  on  wheat  and  flour  are  ordinarily  the  same,  because  of  commercial  condi- 
tions.   National  Refining  Co.  v.  C.  C.  C.  <fc  8t.  L.  Ry.  Co.  649  (650). 
COMMISSARY  CAR. 

Unjustly  discriminatory  against  dealers  on  its  line  for  carrier  to  operate  i  iiinmiMTj 
car.    In  re  Restricted  Rates,  426  (428). 
COMMISSION.    See  Administrattve  Body. 
COMMISSION  MERCHANTS. 

Complaint  brought  by  commission  merchants  and  others;  reparation  to  be  awarded. 
National  League  of  Commission  Merchants  of  U.  8.  v.  A.  C.  L.  R.  R.  Co.  132  ^135.u 
COMMODITIES. 

Anthracite  coal.    Chicago,  111.,  to  Sturgis,  S.  Dak.  156. 

Apples.    Utah  to  North  Dakota,  136. 

Bananas.    Charieston,  8.  C,  to  Augusta,  Oa.  225. 

Beans.    California  to  Omaha,  Nebr.  631. 

Beans.    California  to  ^ew  Orleans,  La.,  and  other  points,  638. 

Beans.    Charleston  district,  S.  C,  to  northern  markets,  190. 

Beer,  bottled.    St.  Louis,  Mo.,  to  Cullman,  Ala.  550. 

Beer  bottles,  empty.    Capitan,  N.  Mex.,  to  £U  Paso,  Tex.  237. 

Blacksmith  coal.    West  Virginia  to  Los  Angeles,  Cal.  66. 

Bottled  beer.    St.  Louis,  Mo.,  to  Cullman,  Ala.  550.  I 

Bottles,  beer,  empty.    Oa^ntan,  N.  Mex.,  to  El  Paso,  Tex.  237. 

Boxes,  cheese.    Richmond  Center,  Wis.,  to  Dodgeville,  Wis.  104. 

Boxes,  paper.    Milwaukee,  Wis.,  to  Spokane,  Wash.  403. 

Brick.    Augusta,  Ga.,  to  Calhoun  Falls,  8.  C.  148 

Brick.    Moimd  Valley,  Kans.,  to  Tecumseh,  Nebr.  80. 

Brick,  paving.    Danville,  111.,  to  Cedar  Rapids,  Iowa,  239. 

Brick,  sample.    Columbus,  Ohio,  to  Chicago,  111.  582. 

Bridge  material,  iron.    Clinton,  Iowa,  to  St.  Blarys,  Iowa,  416. 

Building  paper.    Chicago,  111.,  to  Pueblo,  Colo.  79. 

Cabbage.    Charleston,  8.  C,  to  Buffalo,  N.  Y.,  and  Pittsburg,  Pa.  132. 

Cabbage,  Charleston  district,  8.  C,  to  northern  markets,  190. 

Cartons,  wood-pulp.    Milwaukee,  Wis.,  to  Spokane,  Wash.  403. 

Casing,  sausage.    Milwaukee,  Wis.,  to  Memphis,  Tenn.  64. 

Cattle,  £1  Paso,  Tex.,  to  Bakersfield,  Cal.  129. 

Cattle.    Gwynn's  Run,  Baltimore,  Md.  124. 

Cattle.    Klamath  Falls,  Oreg.,  via  Portland,  Oreg.,  to  Tacoma,  Wash.  165. 

Cement.    lola,  Kans.,  to  Texas,  91. 

diairs.    Malvern,  Ark.,  to  Milwaukee,  Wis.  496. 

Cement.    Martins  Creek,  Pa.,  to  Elizabeth  City,  N.  C.  640. 

Cement.    Trans-Missouri  territory,  588. 

Cement,  Portland.    New  Village,  N.  J.,  to  Williamstown  and  Enosbuig Falls,  Vt.  9S. 

Cheese  boxes.    Richland  Center,  Wis.,  to  Dodgeville,  Wis.  104. 

Chip-boaid.    Milwaukee,  Wis.,  to  Spokane,  Wash.  403. 

Citrus  fruits.    CaHfomia  to  eastern  markets,  106. 

Citrus  fruits.    California  to  Miles  City,  Mont.  421. 

Class  rates.    Eastern  points  to  Ashland,  Wis.  3. 

Class  rates.    Official  classification  territory,  243. 
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OOMMODITIES-Continued. 
Claas  rates.    St.  Louis,  Mo.,  to  Tefxas  cottnon  poiflta.  468. 
Coal.    Carbon  Hill,  Ala.,  to  Herbert  8Wit<^,  Tex,  167. 
Coal.    Chicago,  111.    Demarrage,  559. 
Coal.    Chicago,  111.,  to  Stargis,  S.  Dak.  166. 
Coal.    DiaBKMMlville,  Wyo.,  to  Anaconda,  Mont.  598. 
Coal.    Territory  east  of  Illinois  and  noHih  of  Ohio  River,  496. 
Coal.    West  Virginia  to  Los  Angeles,  Cal.  66. 
Cocoanut  oleine.    Official  classification  territory,  174. 
Commodity  rates.    Official  classification  territory,  243. 
Commodity  rates.    Northwestern  states,  907. 
Commodity  rates.    St.  Louis,  Mo.,  to  Texas  common  points,  463. 
Cooperage.    Bell  City,  Mo.,  to  Jacksonville,  Fla.  62. 
Cooperage.    Creston,  Ohio,  to  Windsor  Shades,  Va.  72. 
Cooperage.    Monette,  Ark.,  to  Jackson,  Mich.  520. 
Cooperage.    Mount  Clemens,  Mich.,  to  Ripplemead,  Va.  70. 
Cooperage,    Newport,  Mich.,  to  New  York  City,  60. 
Com.    Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.  15. 
Com.    Erath,  La.,  to  Miles,  Tex.  163. 
Com  shucks.    Alexandria,  La.,  to  Brown  wood,  Tex.  410. 
Cotton  fabrics.    Memphis,  Tenn.,  to  Junction  City,  Ark.  235. 
Cotton-knit  fabrics.    Chicopee  Falls  and  Springfield,  Mass.,  to  Portland,  Oreg.  643. 
Cotton  linters.    England,  Ark.,  to  Houston,  Tex.  646. 
Cotton  piece  goods.    Mississippi  River  to  Miflsouri  River,  from  Atlantic  seaboard, 

141. 
Cotton  waste.    Augusta,  Ga.,  to  Tonopah,  Nev.  423. 
Cottonseed.    East  St.  Louis,  111.,  from  Oklahoma  and  other  points,  37. 
Cottonseed.    Missouri,  Arkansas  and  Louisiana  to  Memphis,  Tenn.  33. 
Cottonseed  oil.    Oklahoma  to  Texas,  43. 
Cracked  com.    Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.  15. 
Cream  in  cans.    Interitato  points  within  a  distance  of  510  miles  from  St.  PtLul, 

Minn.  100. 
Cross-ties.    Harvey,  Va.,  to  Muskegon,  Mich.  86. 
Cucumbers.    Charleston  district,  S.  C,  to  northern  markets,  190. 
Cypress  lumber.    Minot  and  Rome,  Miss.,  to  Davenport,  Iowa,  19. 
Deadening  felt.    Chicago,  III.,  to  Pueblo,  Colo.  79. 
Deciduous  fmits.    Utah  to  North  Dakota,  136. 
Dry  felt.    Chicago,  111.,  to  Pueblo,  Colo.  79. 

Dry  goods.    Chicopee  Falls  and  Springfield,  Mass.,  to  Portland,  Oreg.  643. 
Elm  hoops.    Bell  City,  Mo.,  to  Jacksonville,  Fla.  62. 
Elm  hoops.    Creston,  Ohio,  to  Windsor  Shades,  Va.  72. 
Elm  hoops.    Mount  Cteraens,  Mich.,  to  Ripplemead,  Va.  70. 
Elm  hoops.    Newport,  Mich.,  to  New  York  City,  60. 
Empty  beer  bottles.    Capitan,  N.  Mex.,  to  El  Paso,  Tex.  237. 
Felt,  deadening,  dry,  and  tarred.    Chicago,  III.,  to  Pueblo,  Colo.  79. 
Fence  posts,  rough.    Devol,  Okla.,  to  Ohiey,  Vex,  197. 
Fertilizer.    Shreveport,  La.,  to  Hamburg,  and  Crossett,  Ark.  554. 
Fertilizer  material.    Ottnmwm,  Iowa,  to  Ohio  River,  destined  to  southeast,  400. 
Fir  lumber.    Olatskanie  Junction,  Oreg.,  to  DeBeque,  Colo.  151. 
Fir  lumber.    Rainier,  Oreg.,  to  Hartley,  Iowa,  10. 
Fmit,  citrus.    California  to  eastern  markets,  106. 
Fruit,  citrus.    California  to  MUes  City,  Mont.  421. 
Fmits,  deciduous.    Utah  to  North  Dakota,  136. 
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COMMODITIES— Continued. 
Furniture.    Malvern,  Ark.,  to  Milwaukee,  Wis.  496. 
Furniture.    Rockford,  111.,  to  San  Francisco,  Gal.  68. 
Furniture,  mixed.    Evansville,  Ind.,  to  £1  Paso,  Tex.  17. 

(jas-mantle  fabric.    Chicopee  Falls  and  Spriogfield,  Mass.,  to  Portland,  Oreg.  643. 
Glue  stock.    Boston,  Mass.,  to  Chicago,  lU.,  Philadelphia  to  Gowanda,  N.  Y.  77. 
Goat  skins.    Farmington,  N.  Mex.,  to  Chicago,  111.  93. 
Grain.    Buffalo,  N.  Y.,  to  eastern  points,  504. 
Grapes.    Paw  Paw,  Mich.,  to  Green  Bay,  Wis.  543. 
Gum  lumber.    Brilliant,  Ala.,  to  Thebes,  111.  98. 
Hardware.    Cleveland,  Ohio,  to  Memphis,  Tenn.  64. 

Hickory  rim  strips.    Fourteen  Mile  Switch,  Tenn.,  to  Miamisburg,  Ohio,  603. 
Hoops,  elm.    Bell  City,  Mo.,  to  JacksonviUe,  Fla.  62. 
Hoops,  elm.    Creston,  Ohio,  to  Windsor  Shades,  Va.  72. 
Hoops,  elm.    Moimt  Clemens,  Mich.,  to  Ripplemead,  Va.  70. 
Hoops,  elm.    Newjwrt,  Mich.,  to  New  York  City,  60. 
Horses.    £1  Paso,  Tex.,  to  Phoenix,  Ariz.,  and  other  points,  571.         « 
House  blocking.    Burkbumett,  Tex.,  to  Devol,  Okla.  197. 
Iron  bridge  material.    Clinton,  Iowa,  to  St.  Marys,  Iowa.  416. 
Iron  pipe.    Youngstown,  Ohio,  to  Liberal,  Kans.  139. 

Knit  dry  goods.    Chicopee  Falls  and  Springfield,  Mass.,  to  Portland,  Oreg.  643. 
Lath,  spruce.    Boston,  Mass.,  to  Toledo,  Ohio,  586. 
Laimdiy  soap.    St.  Louis,  Mo.,  to  Nogales,  Ariz.  12. 
Leaf  tobacco.    Ephrata,  Pa.,  to  Richmond,  Va.  81. 
Lima  beans.    California  to  Omaha,  Nebr.  631. 
Linters,  cotton.    England,  Ark.,  to  Houston,  Tex.  646. 
Live  stock.    El  Paso,  Tex.,  to  Bakersfield,  Cal.  129. 
Live  stock.    Gwynn's  Run,  Baltimore,  Md.  124. 

Live  stock.    Klamath  Falls,  Oreg.,  via  Portland,  Oreg.,  to  Tacoma,  Wash.  165. 
Looking-glasses.    Rockford,  111.,  to  San  Francisco,  Cal.  68. 
Lumber.    Alabama  to  Ohio  River,  Kentucky  and  Tennessee,  450. 
Lumber.    Boston,  Mass.,  to  Toledo,  Ohio,  586. 
Lumber.    Brilliant,  Ala.,  to  Thebes,  111.  98. 
Lumber.    Cairo,  111.,  to  Mississippi  and  other  points,  606. 
Lumber.    Clatskanie  Junction,  Oreg.,  to  DeBeque,  Colo.  151. 
Lumber.    Eddy,  Ala.,  to  Columbus,  Ohio,  milled  in  transit  at  Meridian,  Mies.  230. 
Lumber.    Gleason,  Ark.,  to  Missouri,  Kansas,  Nebraska,  Iowa,  and  Illinois,  612. 
Lumber.    Minot  and  Rome,  Miss.,  to  Davenport,  Iowa,  19. 
Lumber.    Mississippi  to  Cypress,  111.  228. 
Lumber.    Points  on  V.  S.  <k  P.  Ry.  575. 
Lumber.    Rainier,  Oreg.,  to  Hartley,  Iowa,  10. 
Lumber.    West  Edmeston,  N.  Y.,  to  New  Britain,  Conn.  75. 
Mantle  gauze.    Chicopee  Falls  and  Springfield,  Mass.,  to  Portland,  Oreg.  643. 
Merchandise.    Packing,  498. 
Millinery.    Packing,  498. 

Mirrors.    Rockford,  111.,  to  San  Francisco,  Cal.  68. 
Netting.    Chicopee  Falls  and  Springfield,  Mass. ,  to  Portland,  Oreg.  643. 
News-print  paper.    Combined  Locks,  Wis.,  to  Dallas,  Tex.  419. 
News  printing  paper.    Los  Angeles,  Cal.,  to  Grand  Rapids,  Wis.  169. 
Nucoa  butter.    Official  classification  territory,  174. 
Oil.    Flat  Rock,  lU..  to  Findlay,  Ohio,  649. 
Oil,  cottonseed.    Oklahoma  to  Texas,  43. 
Oleine,  cocoanut.    Official  classificatuHi  territory,  174. 
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COMMODITIES— Continued.   . 
Oranges.    California  to  eastern  markets,  106. 
Paper  hangings.    Worcester,  Mass.,  to  St.  Louis,  Mo.  1. 
Paper,  news-print.    Combined  Locks,  Wis.,  to  Dallas,  Tex.  419. 
Paper,  news  printing.    Los  Angeles,  Cal.,  to  Grand  Rapids,  Wis.  169. 
Paper,  wax.    Bennington,  Vt.,  to  Portland,  Oreg.  178. 
Paving  brick.    Danville,  111.,  to  Cedar  Rapids,  Iowa,  239. 
Peaches.    Geoigia  to  northern  destinaticms,  623. 

Peanut  roasters.    Peoria,  111.,  to  Portland,  Oreg.,  and  Seattle,  Wash.  546. 
Peas.    Charleston  district,  S.  C,  to  northern  markets,  190. 
Petroleum.    Flat  Rock,  111.,  to  Findlay,  Ohio,  649. 
Pipe,  wrou^t-iron.    Youngstown,  Ohio,  to  Liberal,  Kans.  139. 
Plows.    EvansviUe,  Ind.,  to  Huntsville,  Ala.  161. 
Portland  cement.    New  Village,  N.  J.,  to  Williamstown  and  Enoeburg  Falls,  Vt. 

95. 
Posts.    Devol,  Okla.,  to  Ohiey,  Tex.  197. 

Potatoes.    Charleston,  S.  C,  to  Buffalo,  N.  Y.,  and  Pittsburg,  Pa.  132. 
Potatoes.    Charleston  district,  S.  C,  to  northern  markets,  190. 
Printing  paper.    Los  Angeles,  Cal.,  to  Grand  Rapids,  Wis.  169. 
Rice.    Philadelphia,  Pa.    Storage  chaiges,  527. 

Rim  strips,  hickory.    Fourteen  Mile  Switch,  Tenn.,  to  Miamisburg,  Ohio,  603. 
Roofing  paper.    Chicago,  111.,  to  Pueblo,  Colo.  79. 
Salt.    Retsof,  N.  Y.,  to  Chicago,  111.  530. 
Salt.    Retsof,  N.  Y.,  to  Detroit,  Mich.  539. 
Sample  brick.    Columbus,  Ohio,  to  Chicago,  111.  582. 
Sash  weights.    Shreveport,  La.,  to  Marshall,  Tex.  159. 
Sausage  casing.    Milwaukee,  Wis.,  to  Memphis,  Tenn.  64. 
Scales,  warehouse.    North viUe,  Mich.,  to  Memphis,  Tenn.  64. 
Sheep.    Dryden  and  Sanderson,  Tex.,  to  Soldani,  Okla.  523. 
Sheep.    Vaughn,  N.  Mex.,  to  Kansas  City,  Mo.,  fed  in  transit  at  Pampa,  Tex.  171. 
Sheepskins.    Farmington,  N.  Mex.,  to  Chicago,  111.  93. 
Skins,  goat  and  sheep.    Farmington,  N.  Mex.,  to  Cliicago,  111.  93. 
Snapped  com.    Erath,  La.,  to  Miles,  Tex.  163. 
Soap,  laundry.    St.  Louis,  Mo.,  to  Nogales,  Arix.  12. 
Spruce  lath  and  lumber.    Boston,  Mass.,  to  Toledo,  Ohio,  586. 
Staves.    Monette,  Ark.,  to  Jackson,  Mich.  520. 
Stearin,  cocoanut.    Official  Classification  Territory,  174. 
Steel  tower  material.    Louisville,  Ky.,  to  West  Port  Arthur,  Tex.  412  (413). 
Strawberries.    Virginia  and  Maryland.    Refrigeration,  600. 
Sugar.    Lighterage  to  New  Jersey  terminals,  200. 

Sulphuric  acid.    Depue,  111.,  to  Uopatcong,  N.  J.,  and  Emporium,  Pa.  83. 
Switch  ties.    Harvey,  Va.,  to  Muske^^on,  Mich.  86. 
Tank  material.     Louisville,  Ky.,  to  West  Viiginia  and  Wisconsin,  412. 
Tankage.    Ottumwa,  Iowa,  to  Ohio  River,  destined  to  southeast,  400. 
Tarred  felt.    (Tiicago,  111.,  to  Pueblo,  Colo.  79. 
Ties.    Harvey,  Va.,  to  Muske^^n,  Mich.  86. 
Tobacco.    Ephrata,  Pa.,  to  Richmond,  Va.  81. 

Tower  material,  steel.     Louisville,  Ky.,  to  Wwt  Port  Arthur,  Tex.  412  (413). 
Triplex  cloth.    Fort  Wayne,  Ind.,  to  Belot,  Wis.  447. 
Vegetables.    Charleptoa,  8.  C,  to  Buffalo,  N.  Y.,  and  Pittsburg,  Pa.  132. 
Vegetabl<v«.    Charleston  district,  S.  C,  to  northern  markets,  190. 
Vehicle  wheel  material.     Fourteen  Mile  Switch,  Tenn.,  to  Miamisburg,  Ohio,  603. 
Warehouse  scales.    North ville,  Mich.,  to  Memphis,  Tenn.  64. 
Wax  paper.    Bennington,  Vt.,  to  Portland,  Oreg.  178. 
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COMMODITIES— Continued . 
Weights,  sash.    Shreveport,  La.,  to  Manball,  Tex.  159. 
Wheel  material.    Fourteen  Mile  Switch,  Tenn.,  to  MiaiiuBbuig,  (Miio,  M6. 
Wood-pulp  cartoBB.    Milwaukee,  Wis.,  to  Spokane,  Wash.  403. 
Wooden  tank  material.    Louisville,  Ky.,  to  Weet  Vnginia  and  Wibcodhbi,  412. 
Wrought-iron  pipe.    Youngatown,  Ohio,  to  Liberal,  KaiiB.  Id9. 
Yellow-pine  lumber.    Alabama  to  CMiio  River,  Kentucky  and  Tenneeeee,  4fO. 
Yellow-pine  lumber.    Eddy,  Ala. ,  to  CohmibuB,  Ohio,  aiilled  in  tziBBit  at  Meridian, 

MiBs.  230. 
Yellow-pine  lumber.    MiflBisBippi  to  CypreflB,  ni.  228. 
COMMODITY  RATES. 
Commodity  rates  involved  held  to  pay  due  share  of  value  of  service.    In  fe  Ad- 
vances in  Rates— Western  Case,  307  (378). 
Commodity  tariff  is  in  nature  of  exception  from  <^asBiied  list.    In  re  Advances  in 

Rates— Eastern  Case,  243  (306). 
Naming  of  a  commodity  rate  takes  article  out  of  dass  mto&;  bat  this  rale  does  not 

prevent  alternative  use  of  class  and  conuiiodity  rates.    Wheeler  d  Motter  Mer- 
cantile Co.  V,  C.  B.  &  Q.  R.  R.  Co.  141  (145). 
No  reason  why  rate  should  be  vriatively  higher  in  cane  of  article  geseimlty  giv^i 

commodity  rate  than  in  case  of  articles  carried  at  class  rates.    Scheuing  v,  L.  d 

N.  R.  R.  Co.  550  (552). 
COBIMON  CARRIER. 
While  logging  road  might  be  a  common  carrier  for  public,  it  was  held  a  plant-fiKality 

in  transportation  of  complainant's  logs.    Kaul  Lumber  Co.  v.  C.  oi  Q.  Ky.  Co. 

450  (455). 
COBmON-POINT  TERRITORY. 
Extension  of  common-point  territory  in  Texas  reduced  ton  per  aule  earnings. 

Railroad  Commission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  Co.  463  (478). 
COMMUTATION  RATES. 
Commutation  tickets  provided  for  only  52  tripe  per  month;  not  unreaaonaUe. 

Boyle  V.  G.  F.  &  O.  D.  R.  R.  Co.  232  (234). 
Conmiutation  rate  was  conditioned  upon  certain  number  attending  convention 

under  certain  conditions;  conditions  not  complied  with;  not  entitled  to  mianaon 

rate.    National  Asso.  of  Letter  Carriere  v.  k.T.  A  S,  F.  Ry.  Co.  6. 
Conditioning  refund  upon  return  of  lost  ticket,  unreasonaMe;  repamtion  awided. 

Moore  v.  N.  Y.  A  L.  B.  R.  R.  Co.  557. 
Jurisdiction  in  connection  with  commutation  tickets,  not  detenained.    Beyle  r. 

G.  F.  &  O.  D.  R.  R.  Co.  232  (234);  Moore  v.  N.  Y.  A  L.  B.  R.  R.  Co.  657  (658). 
Reduced  rates  restricted  to  school  children,  discriminatory.    In  re  Restricted  Rates, 

426  (428). 
COMPANY  MATERIAL. 
Carrier  has  unquestioned  right  to  haul  its  own  property  on  its  own  rails.    In  re 

Restricted  Rates,  426  (431). 
Coal  rates  resected  to  certain  consignors  or  when  coal  is  for  particular  uses,  con- 
demned.   In  re  Restricted  Rates,  426. 
Local  rate  to  junction  point  should  be  SMue  for  all  shippers  to  that  point,  and  thnmgh 

charge  on  shipments  going  beyond  junction  should  be  alike  for  all  sluppeiB  to  aame 

destination.    In  re  Restricted  Rates,  426  (434). 
Railroad  materials  and  supplies:  Increase  in  cost.    Railroad  Commission  of  Tex.  r. 

A.  T.  A  S.  F.  Ry.  Co.  463  (471). 
Railroad  materials  and  supplies  will  not  advance  much  in  cost.    In  re  Advances  in 

Ratee— Eastern  Case,  243  (285). 
Railroad  material  and  supplies,  with  exception  of  fuel  and  ties,  cost  less,  on  the 

average,  than  in  any  of  past  ten  years.    In  re  Advances  in  Rates — ^Western  C$m, 

307(368). 
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COMPARATIVE  RATE.    See  also  Classification. 

Bean  and  orange  rates  compared.    Commercial  Club  of  Omaha  v.  S.  P.  Co.  631  (685). 

Cottonseed  and  cottonseed  products  compared.  East  St.  Louis  Cotton  Oil  Co.  v, 
St.  L.  &  S.  F.  R.  R.  Co.  37  (42). 

Difficult  to  see  how  Commission  would  permit  a  rate  upon  grain  from  BuffiUo  materi- 
ally lower  than  rate  upon  flour  manufactured  from  that  grain.  Board  of  Trade  of 
Chicago  r.  A.  C.  R.  R.  Co.  604  (510). 

Express  rate  on  horses  in  special  equipment  in  passenger  trains  compared  with  rail- 
road passenger  rate.    Arizona  Railway  Commission  v.  Welb  Fargo  A  Co.  571  (573). 

Glue  stock  rate  (fifth  class)  should  not  exceed  rate  on  fleshings,  tanner's  or  slaughter- 
house ofial  (sixth  class).    Barr  Chemical  Works  v.  P.  &  R.  Ry.  Co.  77. 

Manufactured  products  generally  bear  higher  rates  than  raw  material.  East  St. 
Louis  Cotton  Oil  Co.  v.  St.  L.  A  S.  F.  R.  R.  Co.  37  (40);  National  Refining  Co.  v. 
C.  C.  C.  &  St.  L.  Ry.  Co.  049  (660). 

Mixture  of  com,  half  cracked  and  half  whole:  rate  unreasonable  to  extent  that  it 
exceeded  rate  on  cracked  or  chopped  com,  etc.  McCaull-Dinsmore  Co.  v.  C.  M. 
A  St.  P.  Ry.  Co.  16. 

No  reason  why  rate  should  be  relatively  higher  in  case  of  article  generally  given 
commodity  rate  than  in  case  of  articles  carried  at  class  rates.  Scheuing  v.  L.  & 
N.  R.  R.  Co.  550  (552). 

Petroleum  rate  same  as  for  petroleum  products;  not  improper.  National  Befining 
Co.  V.  C.  C.  C.  &  St.  L.  Ry.  Co.  649  (650). 

Sample  brick  and  other  sample  traffic  compared.  Ohio  Face  Brick  Mfn.  Asm>.  v. 
Adams  Express  Co.  582  (585). 

Sash  wei^its  compared  with  car  wkeelA»  axles,  and  castings.  Hoidenon  Iron 
Works  A  Supply  Co.  v.  T.  d  P.  Ry.  Co.  159. 

fflieep  rate  in  excev  of  cattle  rate:  CommisBion  prefers  to  pass  upon  question  of 
reasonnbleness  where  it  is  property  in  issue.  Big  Canon  Ranch  Co.  v.  Q.  H.  d 
S.  A.  Ry.  Co.  523  (526). 

Spruce  lath  and  lumber,  Boston  to  Toledo,  not  unreasonable  or  discriminatory  as 
compared  with  import  rate  on  mahogany  logs.  Furnace  Run  Saw  Mill  A  Lumber 
Co.  V.  B.  A  M.  R.  R.  586. 

Switch  tie  rate  should  have  not  exceeded  rate  on  lumber.  Fullerton  Powell  Hard- 
wood Lumber  Co.  v.  V.  A  S.  W.  Ry.  Co.  86  (88). 

Tariff  providing  for  more  advantageous  rates  and  mixed  carload  privileges  for  build- 
ing and  roofing  paper  than  for  building  and  roofing  fdt,  other  than  wool  felt,  un- 
reasonable.   Barrett  Wg,  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  79  (80). 

Tie  rate  ordinarily  should  not  exceed  lumber  rate.  Fullerton  Powell  Hardwood 
Lumber  Co.  v.  V.  A  S.  W.  Ry.  Co.  86  (87).  i 

Triplex  cloth  generally  may  properiy  take  rate  applied  to  other  dry  goods.  Rosen- 
blatt A  Sons  V.  C.  A  N.  W.  Ry.  Co.  447  (448). 

Wheat  and  flour  rates  ordinarily  the  same.    East  St.  Louis  Cotton  Oil  Co.  v.  St.  L. 
A  S.  F.  R.  R.  Co.  37  (41);  National  Refining  Co.  v.  C.  C.  C.  A  St.  L.  Ry.  Co.  649 
(650). 
COMPETING  UNE. 

Carrier  with  long  route  not  obliged  to  meet  rate  of  short-line  competitor.  Geofgia- 
CaroUna  Brick  Co.  v.  8.  Ry.  Co.  148  (149). 

Commission  ordinarily  will  not  asnst  one  carrier  to  secure  traffic  reasonably  tribu- 
tary to  another  road  by  requiring  through  routes  and  joint  rates.  Hncinnati  A 
Columbus  Traction  Co  r.  B.  A  O.  S.  W.  R.  R.  Co.  486  (492). 

Since  present  relation  of  rates  must  be  maintained,  if  any  single  route  be  required 
to  maintain  present  scale  between  New  York  and  Chicago,  no  advance  by  any 
line  can  be  made     In  re  Advances  in  Rates — Eastern  Case,  243  (272). 

There  is  but  little  danger  to  be  apprehended  from  constructipn  of  new  lines.  In  re 
Advances  in  Rates— Eastern  Case,  243  (264). 
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COMPETITION. 

Competition  among  carriers  has  become  less  intense,  or  perhaps,  more  rational.  In 
re  Advances  in  Kates — Western  Case,  307  (354). 

Competition  being  reflected  in  lower  rate  to  another  point  about  same  distance  from 
common  origin,  rate  held  not  imreasonable  nor  discriminatory.  Blake  &  Son  Hard- 
ware &  M!!g.  Co.  V.  B.  &  0.  R.  R.  Co.  139  (140). 

Competition  and  commercial  conditions  make  horizontal  readjustment  inadvisable. 
Railroad  Commission  of  Tex.  v,  A.  T.  &  S.  F.  Ry.  Co.  463  (482). 

Fact  that  there  was  a  lower  rate  from  another  point  was  of  no  importance,  as  competi- 
tion from  that  point  was  inconsiderable.  National  League  of  Commission  Mer- 
chants of  U.  S.  V.  A.  C.  L.  R.  R.  Co.  132  (134). 

Law  itself  practically  forbids  competition  in  rates.  In  re  Advances  in  Rates — ^E^ast- 
em  Case,  243  (264). 

Railroad  is  a  monopoly;  its  rates  are  not  made  under  influence  of  competition.  In 
re  Advances  in  Rates—^Eastem  Case,  243  (280). 

Reparation  denied  on  basis  of  rate  held  discriminatory  as  against  anoth^  shippo' 
and  in  favor  of  complainant,  complainant  not  being  damaged,  all  its  competiton 
from  same  field  having  paid  same  rate.    International  Salt  Co.  v,  P.  R.  R.  Co.  539. 

There  being  no  competition  and  no  damage  resulting  from  maintenance  of  lower  rate 
to  farther-distance  point,  intermediate  point  was  not  prejudiced  to  advantage  of 
forther^listance  point.    Scheuing  r.  L.  <fe  N.  R.  R.  Co.  550  (551). 

Wheat  rate  from  Chicago  to  Buffalo  is  subject  to  most  active  competition.    Board 
of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (506). 
COMPETITIVE  RATE. 

All-rail  rate  on  salt,  New  York  to  Chicago,  is  a  compelled  rate.  Int^national  Salt 
Co.  V,  G.  &  W.  R.  R.  Co.  530  (534). 

AU-rail  rate  on  grain,  Chicago  to  east,  competes  with  lake-and-rail  rate;  division 
of  line  east  of  Bu£^o  can  not  be  made  standard  by  which  to  fix  reasonable 
rate  from  Buffalo.    Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (508). 

Proportional  rate  reduced  to  basis  of  competitive  proportional  rate;  reparation  on 
basis  of  reduced  rate  denied.    Morrell  &  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  400. 

There  is  a  strong  presumption  that  rates  largely  result  of  competition  are  reasooable 
rates.    In  re  Advances  in  Rates — Eastern  Oeise,  243  (259). 
COMPETITIVE  TRAFFIC. 

Conmussion  ordinarily  will  not  assist  one  carrier  to  secure  traffic  reasonably  tribu- 
tary to  another  road  by  requiring  through  routes  and  joint  rates.    Cincinnati  A 
Columbus  Traction  Co.  v.  B.  &  O.  S.  W.  R.  R.  Co.  486  (492). 
COMPLAINT. 

Complaiflt  not  regarded  as  strictly  as  in  a  law  action  but  rather  as  an  appeal  against 
ill^al  action.    In  re  Advances  in  Rates— Western  Case,  307  (315). 

Complaint  may  not  be  dismissed  without  consent;  lack  of  interest  in  traffic  con- 
cerned does  not  ''put  shipper  out  of  coiut.*'  In  re  Advances  in  Rates — ^Westem 
Case,  307  <315). 

Complaint  showing  date  and  weight  of  shipment,  with  allegation  of  unreasonable- 
ness of  rate  charged,  is  sufficient.     Riverside  MiUs  v.  G.  R.  R.  423  (424). 

Inference  drawn  that  intention  was  to  attack  rates  in  both  directions,  though  com- 
plaint did  not  so  specify.    Beall  v.  W.  A.  A  M.  V.  Ry.  Co.  406  (409). 

Reasonableness  of  particular  rates  not  looked  into  upon  complaint  in  this  caae. 
Raibx)ad  Commission  of  Tex.  v,  A.  T.  &  S.  F.  Ry.  Co.  463  (468). 

Two  shipments  not  mentioned  in  petition;  included  in  case  by  agreement.    Gam- 
ble-Robinson Fruit  Co.  V.  N.  P.  Ry.  Co.  421. 
CONCERTED  ACTION.    Su  Antiteust  Act. 
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CONCURRENCE. 
Initial  carrier  liable  in  damages  to  shipper  where  it  named  joint  through  rate  in 
which  connecting  lines  had  not  concurred,  combination  rate  legally  applicable 
being  held  imreasonable.    Texico  Transfer  Co.  v.  L.  A  N.  R.  R.  Co.  17  (18). 
CONDITIONS  AND  LIMITATIONS. 
Carrier  may  demand  indemnity  against  losses  by  fire  on  premises  of  complainant 
as  condition  precedent  to  operation  of  private  track  to  complainant's  plant. 
Imperial  Wheel  Co.  v.  St.  L.  I.  M.  &  S.  Ry.  Co.  66  (58). 
Conditions  not  being  complied  with,  not  entitled  to  excursion  rate.    National 

Asso.  of  Letter  Carriers  v,  A.  T.  <fc  S,  F.  Ry.  Co.  6. 
Conditioning  refund  upon  return  of  lost  ticket,  unreasonable.    Moore  v.  N.  Y.  d: 

L.  B.  R.  R.  Co.  657. 
Tariff  provided  invoice  value  to  be  stated  in  bill  of  lading  in  order  to  secure  lower 
rate  dependent  upon  value;  condition  not  complied  with;  reparation  denied. 
Dells  Paper  &  Pulp  Co.  v.  C.  A  N.  W.  Ry.  Co.  419. 
What  conditions  may  properly  be  enforced  in  connection  with  reduced  rate  tickets, 
not  decided.    Moore  r.  N.  Y.  A  L.  B.  R.  R.  Co.  657  (568). 
CONFERENCE  RULING.    See  Administsativb  Ruuno. 
CONFISCATION. 
Constitution  guarantees  carrier  against  confiscation  of  their  property.    In  re  Ad- 
vances in  Rates— Western  Case,  307  (378). 
There  is  a  limit  below  which  revenue  of  railways  can  not  be  reduced  by  public 
authority.    In  re  Advances  in  Rates — Eastern  Case,  243  (248). 
CONSOLIDATED  SHIPMENTS. 
Rules  respecting  aggregation  of  packages  incidentally  modified  in  connection  with 
establishment  of  minimum   weights.    Millinery  Jobbers   Asso.   v.   American 
Express  Co.  498  (603). 
CONSTRUCTION. 
Burden  of  proof,  under  Englirfi  act,  is  on  carrier  to  justify  "the  increase  of  the 
rate;"  under  act  of  1910,  burden  is  on  carrier  to  show  that  "the  increased  rate"  is 
reasonable.    In  re  Advances  in  Rates — Eastern  Case,  243  (265);  In  re  Advances  in 
Rates— Western  Case,  307  (312). 
Old  tariff  issue  was  not  strictly  subject  to  rules  of  interpretation  subsequently 
promulgated.    Henry  v,  E.  Ry.  Co.  171  (172). 
CONSUMER. 
Commission  must  stand  for  entire  public,  having  in  mind  those  who  do  not  appear 

before  it.    In  re^Advances  in  Rates— Eastern  Case,  243  (250). 
Duty  of  Commission  is  to  see  that  rates  are  reasonable  to  all  parties,  manufacturms, 
carriers,  and  consumers.    East  St.  Louis  Cotton  Oil  Co.  v,  St.  L.  &  8.  F.  R.  R.  Co. 
37  (42). 
It  is  for  interest  of  consumer  and  producer  that  cost  of  carriage  should  be  reasonable. 
Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  604  (607). 
CONTRACT. 
Contracts  can  not  justify  violation  of  act.    Arizona  Railway  Commission  v.  Wells 
Faigo  A  Co.  671  (674);  Baltimore  Butchers  Live  Stock  Co.  v.  P.  B.  A  W.  R.  R.  Co. 
124  (128);  Shoemaker  v.  C.  A  P.  Tel.  Co.  614  («21). 
CONVERSION. 
Sale  by  carrier  of  alleged  misrouted  shipment.    Follertoa  Powell  Hardwood  Lum- 
ber Co.  V.  V.  A  S.  W.  Ry;  Co.  86  (87). 
COST  OF  CONSTRUCTION. 

As  measure  of  rate.    In  re  Advances  In  Ratae— Bistem  Case,  243  (257). 
COST  OF  OPERATION. 
Influences  tending  to  increase  coft  of  <yeration.    In  re  Advances  in  Rates — East- 
em  Case,  243  (276). 
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COST  OP  OPERATION-Oontmued. 

Labor  iieoa  waakm  up  Bfitrty  on»-b«tf  taHl  oost  oC  opflwitiini     In  i»  Ad^ 
Bales— I^fltem  C^e,  243  (253). 
COST  OP  REPRODUCTION- 

Cost  of  leproductkm  as  basis  of  valuatkm.  In  bb  Advaaoes  in  Balas  ■  WosleBa  Owe, 
307(344). 

P>Ment  cost  of  lepiDdactian  asan  etement  in  dataraaining  wanninbl  waaw  o<  rata.    In 
re  Advances  in  Rates— Eiwtem  Case,  243  (210). 
COST  OF  SERVICE. 

Cost  of  service  and  its  relajkion  to  leasonaUenesa  of  ntai^  la  m  Advaaoes  in 
Rates— Western  Case,  307  (357). 

Cost  of  movement  per  gross  ton,  as  basis  of  rates  on  i»eco(M[  MpmeoJlB*  Adiog- 
ton  Hfiig^  Fruit  Exchange  d.  S.  P.  Co.  106  (121). 

()ostofserviceisfairiy  tobeeonsiderodindeteaniningi^sooiiableneMoliate.  Ohio 
Face  Brick  Mfrs.  Asso.  v.  Adanw  Expres  Co.  582  (584). 

Cost  of  txansporting  wheat  by  water  is  less  than  cost  of  txansporting  flow  by  water. 
Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (518). 
COST  UNITS. 

Cost  units  in  railroad  operation.    In  re  Advances  in  Rates — Etstetn  Onsa,  243  (27S). 

Once  compwative  costs  for  various  services  are  leacaad,  a  achedule  of  lalaa  may 
possibly  be  made  which  will  approach  justice  as  between  services*  In  la  Ad* 
vances  in  Rates— Western  Case,  307  (362). 

S(»ne  cost  units  have  dec^Basad.    Raihnad  Conmianoa  ol  T^iu  a.  A.  T.  A  S.  Ry. 
Co.  463  (481). 
CREDIT  OF  RAILROADS. 

Financial  strwigth  ci  railroads  cooeidered  ia  detannining  roaocmabtoaow  of  rate. 
Raikoad  Commission  of  Tex.  v.  A.  T.  A  S.  F.  Ry.  Co.  463  (465). 

Railroads'  credit  not  impaired.    In  re  Advances  in  Rates — F<afltqga  Cfesa,  SIS  (261); 
In  re  Advances  in  Ratea— Westen  Case,  307  (332). 
CRIMINAL  PROSECUTION. 

Action  will  be  taken  to  enforce  compliance  wiJth  law,  if  tanff  defining  Kia^ni  privi- 
leges and  charges  is  not  filed.    (loldenbeig  v.  (3yde  8.  S.  Co.  527  (529). 

Wlksra  camem  willfully  require  an  illegal  anmint  to  be  paid  or  r^uae  to  aMka  res- 
titution, CommisHJon  will  regard  it  as  its  duty  to  enforce  law  by  inrlirtwamt 
National  Refrigerator  ^e  Butcher  Supply  Co.  v,  I.  C.  R.  R.  Co.  64  (65). 
DAMAGES.    iSse  oZio  Rhpabation. 

Carriers  imder  joint  rate  are  sevendly  liable  for  damages  from  violation  ol  law  ia 
which  they  participate.    Sondheimer  Co.  v,  I.  C.  R.  R.  C&.  606  (610). 

Commisaon  has  juriadictioa  to  award  rate  damages  resulting  tem  miswnfing. 
Noble  V.  J.  L.  C.  A  E.  R.  R.  Co.  520  (522). 

CommisBon  has  no  jurisdiction  to  award  damagea  lor  icwg  cfaai^aa  vemltac  Iran 
carrier's  delay.    Flatten  Pioduce  Co.  v.  K.  L.  S.  4  C.  Ry.  Co.  543  (545). 

Commission  not  justified  in  awarding  damages  except  on  a  basis  as  certain  and 
definite  as  essential  to  a  final  judgment  or  decree.  Anadark»  (Cotton  Oil  Oo.  v. 
A.  T.  &  8.  F.  Ry.  Co.  43  (49). 

Damages  awarded  for  demunage  and  for  expenaes  incmad  in  unloading  and 
reloading  part  of  carload  as  result  of  carrier's  refusal  to  deliver  ex0^  apo«  pay- 
ment of  excessive  chaigea.    SchuU  Co.  a.  C.  M.  &  St.  P.  By.  Ca.  406  (405). 

Damages  due  to  inability  to  compete  in  common  maritets  can  not  beaooM  anbject 
of  reparation.    Sondheimer  Co.  v,  I.  C.  R.  R.  Co.  606  (606)» 

Damages  denied  on  basia  ol  rate  held  disrrinwnatnry  aa  againnl  ano^Mr  aiiippgr 
and  in  favor  of  complainant,  complainant  not  being  damaged*  all  its  campHti^mt 
from  same  field  having  paid  same  late.    IntrwatioiMil  Salt  Co>  a.  P.  R.  K  On, »». 
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DAMAGES— Continued . 
Dunagw  denied  for  fiuluve  to  oelnbliiih  another  tlirotigh  roule  and  joint  rate  over 

which  shipment  could  have  moved.    Ekliaon  PortUind  Cement  Co.  n.  D.  L.  & 

W.  B.  R.  Co.  95  (97). 
Damages  denied  for  outlay  in  telegmph  charges  incurved  in  correspondeoce  over 

excessive  rate  demanded  at  destination.    Schulz  Co.  v.  C.  M.  <fc  St  P.  Ry.  Co. 

403  (405).  . 
Damages,  resulting  from  lighterage  allowance  discrimination,  to  be  awarded  upon 

filing  of  detailed  statement.    Federal  Sugar  Refining  Co.  v.  B.  A  O.  R.  R.  Co. 

200  (217). 
He  who  suffers  damage  by  his  own  &ult  is  not  held  to  suffer  damage.    National 

Asm),  of  Letter  Carriers  v.  A.  T.  <fc  S.  F.  Ry.  Co.  6  (9). 
Initial  carrier  responsible  to  shipper  in  damages  where  it  names  a  joint  through  rate 

in  which  connecting  lines  have  not  concurred,  where  rate  legally  in  effect  is 

unreasonable.    Texico  Transfer  Co.  v.  L.  <fc  N.  R.  R.  Co.  17  (18). 
Larger  car  furnished  than  ordered.    No  tariff  provision  allowing  charges  upon  basis 

of  minimum  fixed  for  car  ordered.    Damages  awarded  because  of  Mlure  to  make 

such  tariff  provision.    Noble  v.  B.  d  O.  R.  R.  Co.  72. 
Meaeure  of  damages  waa  differance  between  discriminatory  rate  charged  and  rate 

found  reasonable.    Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606  (611). 
Measure  of  damages  resulting  from  coal-car  distribution  discrimination  reserved 

for  further  argument.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52. 
Rate,  subsequently  reduced,  was  not  so  unreasonable  when  charged  as  to  entitle 

complainant  to  damages.    Riverside  Mills  v.  Q.  R.  R.  423  (425). 
Routing  instructions  can  not  be  disregarded  by  carriers  without  incurring  liability 

for  resulting  damages.    Noble  v.  J.  L.  C.  A  E.  R.  R.  Co.  520  (522). 
Whether  damages  mi^t  be  awarded  against  line  over  which  shipment  did  not  move 

upon  theory  that  there  should  have  been  a  rate  under  which  it  might  move» 

undecided.    Edison  PortUnd  Cement  Co.  v.  D.  L.  4  W.  R.  R.  Co.  96  (97). 
DELAY. 
Commission  has  no  jurisdiction  to  award  damages  for  icing  charges  resulting  from 

carrier's  delay.    Flatten  Produce  Co.  v.  K.  L.  S.  4  C.  Ry.  Co.  543  (545). 
Damages  awarded  for  demimage  and  for  expense  incunred  in  unloading  and 

reloading  part  of  carload  as  result  of  carrier's  refusal  to  deliver  except  upon  pay- 
ment of  excessive  charges.    Schuls  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  403  (405). 
Immaterial  that  longer  route  was  selected  as  same  rate  applied  by  both  routes. 

Browne  Grain  Co.  v,  F.  W.  &  R.  G.  Ry.  Co.  410. 
No  proof  of  being  put  on  less  favorable  basis  than  competitors  becauae  of  alleged 

kte  delivery  of  cars.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52  (54). 
Refrigerated  or  precooled  car  must  be  handled  with  diligence;  carrier  responsible 

if  fruit  injured  by  delay.    Arlington  Ilei(^ta  Fruit  Exchangev.  S.  P.  Co.  106  (117). 
Time  in  transitris  of  prime  and  more  than  ordinary  importance  in  shipment  ol  fruit. 

Stacy  &  Sons  v,  O.  S.  L.  R.  R.  Co.  136  (138). 
DELIVERY. 
Damages  awarded  for  demurrage  and  for  expense  incurred  in  anln^Hing  and 

reloading  part  of  carload  as  result  of  carrier's  refusal  to  deliver  except  upon  pay- 
ment of  exceasive  charges.    Schuli  Co.  *.  C.  M.  A  St.  P.  Ry.  Co.  408  (405). 
Delivery  has  not  been  effected  where  a  switching  service  is  yet  to  be  performed. 

Crescent  Coal  A  Mining  Co.  «.  B.  d  O.  R.  R.  Co.  550  (569). 
Delivery  of  live  stock  at  complaiiumt's  sidetrack  required.    Baltimore  Butchers 

Uve  Stock  Co.  v.  P.  B.  A  W.  R.  R.  Co.  124. 
No  disadvantage  shown  to  have  resulted  from  alleged  delay  in  deUvering  can  at 

mines.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52  (54). 
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DELIVERY— Continued. 
No  miarouting  to  forward  unrouted  shipment  via  one  route,  thougji  tenninal  deUrciy 

more  satis^tory  to  consignee  could  have  been  secured  without  additional  diaigee 

over  another  available  route.    Bookwalter  Wheel  Co.  v.  T.  C.  R.  R.  Co.  603. 
Shipeide  delivery  at  New  York  included  in  ex-lake  grain  rate.    Board  of  Trade 

of  Chicago  v.  A.  C.  R.  R.  Co.  604  (516). 
Whether  carrier  could  be  compelled  to  establish  reciprocal  switching  arrangement, 

not  decided;  but  where  it  has  done  so,  under  tariff  authority,  it  must  accept 

shipments  for  delivery  to  extent  of  its  capacity.    Crescent  Coal  <fc  Mining  Co.  r. 

B.  &  O.  R.  R.  Co.  559  (565). 
DEMURRAGE.    See  also  Storaqb. 
Demurrage  properly  collected  though  flood  caused  delay  in  unloading.    Ravenide 

Mills  V.  C.  &  W.  C.  Ry.  Co.  153. 
Demurrage  must  be  refunded  where  accruing  as  result  of  carrier's  wrongful  refusal 

to  deliver  imtil  excessive  charges  paid.    Schulz  Co.  i^.  C.  M.  &  St.  P.  Ry.  Go. 

403  (405). 
Demurrage  not  required  to  be  paid  imless  tariff  specifically  so  provides.    Creecent 

Coal  A  Mining  Co.  v.  B.  A  O.  R.  R.  Co.  559  (569). 
Demurrage  may  not  be  assessed  except  where  shipper  is  in  lauH.    descent  Coal 

&  Mining  Co.  v.  B.  A  O.  R.  R.  Co.  559  (569). 
Whether  tariff  authority  or  not,  it  is  unreasonable  to  assess  demunage  •g^l^^* 

shipper  because  of  delivering  line's  refusal  to  accept  shipment.    Crescent  Goal 

&  Mining  Co.  v,  B.  &  O.  R.  R.  Co.  559  (570). 
DENSITY. 
Density  of  traflic  as  element  to  be  considered  in  determining  reasonableiiesB  of 

rate.    Raikoad  Commission  of  Tex.  v.  A.  T.  A  8.  F.  Ry.  Co.  463  (485). 
It  is  reasonably  certain  that  business  will  increase.    In  re  Advances  in  Rates— 

Eastern  Case,  243  (262). 
Rate  should  decrease  as  density  of  traflic  increases.    In  le  Advances  in  Rates — 

Eastern  Case,  243  (275). 
DEPRECIATION. 
Under  present  system  of  accounting  railways  are  required  to  make  a  depreciatlati 

charge  with  respect  to  their  equipment.    In  le  Advances  in  Rates — Eastern  Cbse, 

243  (271). 
DIFFERENTIAL. 
Application  for  wider  differential  on  ex-lake  grain  in  favor  of  Baltimore  dimiiMud, 

pending  case  presenting  same  subject.    Board  of  Trade  of  Chicago  v.  A.  C.  R.  R. 

Co.  504  (518). 
DISADVANTAGE.    See  also  Discrimination,  Pbbfbbbncb. 
No  disadvantage  shown  as  result  of  alleged  fatilure  to  place  cars  on  siding  at  because 

of  late  delivery  thereof.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52  (54). 
No  undue  disadvantage  where  competition  compelled  lower  rate'  to  nei^boring 

point.    American  Cigar  Co.  v,  P.  A  R.  Ry.  Co.  81  (82). 
No  violation  of  act  to  maintain  joint  rail-lake-and-rail  rates  higher  than  rail-and- 

lake  rates  to  ferther^listance  point,  where  lake  boats  did  not  stop  at  complaining 

point.    City  of  Ashland  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  3. 
Suggestion  of  disadvantage  by  comparison  with  another  point  not  given 

consideration  as  competition  to  that  point  was  inconsiderable.    Natiooal 

of  Commission  Merchants  of  U.  S.  v,  A.  C.  L.  R.  R.  Co.  132  (134). 
DISCLOSING  INFORMATION. 
Unlawful  for  carrier  to  disclose  information  of  shipper's  business  tranaactiotis  to 

shipper's  competitcnr.    Federal  Sugar  Refining  Co.  v.  B.  A  O.  R.  R.  Co.  200  (211). 
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DISCRIMINATION. 

Application  for  same  fecilitiee  for  conducting  auction  businefls  at  carrier's  terminals, 
as  accorded  exclusively  to  rival  concern,  denied.  Southwestern  Produce  Dis- 
tributers V,  W.  R.  R.  Co.  458. 

Brick  rates,  Danville,  111.,  to  Cedar  Rapids,  Iowa,  not  found  discriminatory.  Dan- 
ville Brick  Co.  V.  C.  &  N.  W.  Ry.  Co.  239  (242). 

Class  rates,  8t.  Louis  to  Texas  common  points,  held  unduly  discriminatory.  Rail- 
road Commission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  Co.  463  (485). 

Coal-car  distribution  rules  held  discriminatory.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52. 

Contracts  can  not  justify  imjust  discrimination.  Baltimore  Butchers  Live  Stock 
Co.  v.  P.  B.  A  W.  R.  R.  Co.  124  (128);  Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (621). 

Damages  denied  on  basis  of  rate  held  discriminatory  as  against  another  shipper  and 
in  favor  of  complainant,  complainant  not  being  damaged,  all  competitors  from 
same  field  having  paid  same  rate.    International  Salt  Co.  v.  P.  R.  R.  Co.  539. 

Discrimination  did  not  exist  because  a  lower  rate  was  charged  to  another  destination 
of  substantially  same  distance  from  a  common  point  of  origin,  competition  influenc- 
ing rate  to  that  point.  Blake  A  Son  Hardware  &  Wg.  Co.  v.  B.  A  O.  R.  R.  Co. 
139  (140). 

Discrimination  resulted  from  payment  of  lighterage  allowance  to  one  shipper  while 
refusing  such  allowance  to  another  shipper  performing  same  service;  damages 
to  be  awarded.    Federal  Sugar  Refining  Co.  v.  B.  &  O.  R.  R.  Co.  200. 

Discrimination,  it  seems,  will  not  result  in  favor  of  large  shipper  from  allowing 
shippers  to  precool  their  own  shipments.  Arlington  Heights  Fruit  Exchange  v. 
S.  P.  Co.  106(121). 

Discrimination  would  result  from  granting  lower  rate  to  large  shipper  providing 
&u:ilities  for  prompt  unloading  than  accorded  smaller  competitor  unable  to  pro- 
vide such  facilities.    In  re  Restricted  Rates,  426  (435). 

Discrimination  would  result  from  rule  requiring  higher  rate  upon  shipments  not 
properly  marked.    C.  H.  Algert  Co.  v.  D.  &  R.  G.  R.  R.  Co.  93  (94). 

Discrimination  alleged  as  result  of  application  of  so-called  table  of  graduated  weights; 
point  not  decided.    Millinery  Jobbers  Asso.  v.  American  Express  Co.  498  (503). 

Discrimination  would  necessarily  result  from  lease  by  interstate  carrier  of  trackage 
rights  over  connecting  line  to  a  quarry  for  purpose  of  hauliil^  with  its  own  crew 
ballast  for  use  on  its  line.    In  re  Restricted  Rates,  426  (428). 

Discrimination  can  not  well  be  avoided  if  competing  electric  line  is  not  given  same 
fuel  rate  as  accorded  steam  railroad.    In  re  Restricted  Rates,  426  (431). 

Discrimination  alleged  because  of  refusal  to  permit  complainant  to  purchase  some 
cant,  in  refujAl  to  permit  use  of  cars  by  complainant  while  permitting  such  use 
by  other  shippers,  and  in  temporarily  keeping  out  of  service  other  can  of  com- 
plainant pending  dispute  as  to  terms  of  contract.  Bulah  Coal  Co.  t>.  P.  R.  R. 
Co.  52  (55). 

Discrimination  resulted  from  granting  transit  privilege  on  lumber  at  Memphis 
and  denying  it  at  Cairo  under  existing  rate  adjustment;  damages  awarded. 
Sondheimer  Co.  r.  I.  C.  R.  R.  Co.  606. 

DL->crimination  resulted  from  refusal  to  deliver  live-stock  shipments  to  complain- 
ant's sidetrack.     Baltimore  Butchere  Live  Stock  Co.  v.  P.  B.  &  W.  R.  R.  Co.  124. 

Di:*crimination  resulted  from  demanding  higher  charges  from  new  than  from  old 
subscribers  for  same  telephone  service  and  facilities.  Shoemaker  r.  C.  &  P. 
Tel.  Co.  614. 

Discrimination  resulted  from  advancing  rate  at  one  point  and  maintaining  lower 
rate  at  points  just  across  river,  with  which  former  point  had  been  grouped.  Dav- 
enport Commercial  Club  v.  Y.  A  M.  V.  R.  R.  Co.     19  (20). 
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DISCRIMINATION— Continued. 
Dificriminatory  ta  condition  refund  upon  return  o£  lost  ticket;  r^Mgntioii  avaidsd. 

Moore  v.  N.  Y.  A  L.  B.  R.  R.  Co.  557  (558.) 
Domestic  ratee  on  spruce  lath  and  lumber,  Boston  to  Toledo,  not  &)uad  miduly 

discriminatory.    Furnace  Bun  Saw  Mill  &  Lumber  Co.  v.  B.  d  M.  R.  R.  586. 
Memphis,  Tenn.,  imduly  discriminated  against  by  maintaining  lates  on  cotton- 
seed from  Missouri,  Arkansas  and  Louisiana  tJbat  are  lower  to  East  St.  Louu,  a 

farther-distance  point.    Memphis  Freight  Bureau  v.  St.  L.  S.  W.  Ry.  Ca.  23w 
No  discrimination  found  against  cottonseed  in  fervor  of  cottonseed  pioductB.    Eatd 

St.  Louis  Cotton  Oil  Co.  v,  St.  L.  <&  S.  F.  R.  R.  Co.  37. 
No  unjust  discrimination  resulted  from  maintenance  of  lower  commodity  rate  from 

neighboring  point,  because  of  competition.    American  Cigar  Co.  v.  P.  4  R.  Ry. 

Co.  81  (82). 
No  undue  discrimination  in  application  of  fifth  class  rate  to  wooden  timk  BUbteriaL 

W.  E.  CaldweU  Co.  v.  C.  I.  &  L.  Ry.  Co.  412  (415). 
Nucoline  is  entitled  to  be  classified  with  lard  and  lard  compounds,  and  any  dis- 
crimination in  rates  applied  to  these  commodities  is  undue.    Nocoa  Butter  Co.  v. 

E.  R.  R.  Co.  174  (176). 
No  violation  of  act  to  maintain  joint  rail-lake-and-ndl  rates  higher  than  rail-«iul- 

lakes  to  farther-distance  point  where  boats  do  not  stop  at  complaining  point. 

City  of  Ashland  v.  N.  Y.  C.  <k  H.  R.  R.  R.  Co.  3. 
Prohibition  of  discrimination  as  tending  to  increase  carrie»'  revenue.    ShoeoMker 

V.  C.  <Sc  P.  Tel.  Co.  614  (618). 
Railroad  passenger  fare  across  bridge  not  found  unduly  discriminalxiry.    Railroad 

CommissioniOTs  of  Iowa  v,  I.  C.  R.  R.  Co.  181. 
Rate  chaiged  not  unduly  discriminatory,  where  rate  via  shorter  route  waa  reduced 

after  shipment  had  moved.    Browne  Grub  Co.  v.  F.  W.  d  R.  G.  Ry.  Co.  410 

(411). 
Reparation  not  denied  merely  because  on  other  traffic  complainant  received  ates 

to  which  he  was  fairly  entitled.    Sondheimer  Co.  v,  I.  0.  R.  R.  Co.  60$  (60^). 
Restricting  rates  to  certain  ccHisignees  or  when  commodity  ia  put  to  a  particular 

use  constitutes  unjust  discrimination.    In  re  Restricted  Rates,  426  (437). 
Suggestion  oi  disadvantage  by  comparison  with  another  point  not  given  serious 

consideration  as  competition  to  that  point  was  inconsiderable.    Natkxial  League 

of  Commission  Merchants  of  U.  S.  v.  A.  C.  L.  R.  R.  Co.  132  (134). 
Tariff  providing  more  advantageous  rates  and  mixed  carioad  privileges  for  building 

and  roofing  paper  than  for  building  felt,  other  than  wo^,  was  unrateoaable. 

Barrett  Mig.  Co.  v.  C.  M.  d  St.  P.  Ry.  Co.  79  (80). 
There  being  no  competition  and  no  damage  from  maintenance  of  lower  rate  to 

farther-distance  point,  intermediate  point  was  not  prejudiced  to  adranlage  ci 

farther-distance  point.    Scheuing  v.  L.  A  N.  R.  R.  Co.  550  (551). 
Throu^  route  and  joint  rate  via  another  route  required.    Stacy  d  Scma  v.  O.  S. 

L.  R.  R.  Co.  136. 
Zone  sysem  of  commutation  rates  not  found  discriminatory.    Boyle  v.  G.  F.  dt 

0,  D.  R.  R.  Co.  232. 
DISCRIMINATION— CLASSIFIED  LIST. 
Allowancbs: 

Federal  Sugar  Refining  Co.  v.  B.  &  0.  R.  R.  Co.  200. 
Abticles: 

Barrett  Mig.  Co.  v,  C.  M.  &  St.  P.  Ry.  Co.  79  (80). 

Nucoa  Butter  Co.  v,  E.  R.  R.  Co.  174  (176). 
Facilities: 

Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52. 
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DISCRIMINATION— Classifibd  Liot— Continued. 

Logautibb: 
Anadarko  Cotton  Oil  Co.  v.  A.  T.  A  S.  F.  Ry.  Co.  43. 
Davenport  Commercial  Club  v.  Y.  &  M.  V.  R.  R.  Co.  19. 
Memphis  Freight  Bureau  v,  St.  L.  S.  W.  Ry.  Co.  33. 
Railroad  Commiasioii  of  Tex.  v.  A.  T.  d  S.  F.  Ry.  Co.  463  (465). 
Sondheimer  v.  I.  C.  R.  R.  Co.  606. 

Pbrsons: 
Baltimore  Butchers  Live  Stoc^  Co.  v,  P.  B.  &  W.  R.  R.  Co.  124. 
In  re  Reatricted  Rates,  426  (427). 
Moore  v.  N.  Y.  A  L.  B.  R.  R.  Co.  557  (588). 
Shoemaker  v.  C.  A  P.  Tel.  Co.  614  (621). 
DIVIDENDS. 

Dividends  of  western  carriers.    In  re  Advances  in  Rates — Western  Cue,  307  (324). 

Dividends  of  eastern  carriers  in  1910  higher  than  ever  before.  In  re  Advances  in 
Rates—Eastern  Case,  243  (252). 

Little  importance  attached  to  question  of  dividends  apart  from  accurate  under- 
standing of  real  value  of  investment.     Railroad  Commisaicm  of  Tex.  v.  A.  T.  d 
S.  F.  Ry.  Co.  463  (483). 
DIVISIONS. 

Arbitrary  basis  of  divisions  ignores  differences  in  length  of  haul;  mileage  prorate 
basis  of  divisions  divides  earnings  according  to  service  performed.  Stacy  A  Sons 
v.  O.  S.  L.  R.  R.  Co.  136  (139). 

Commission  can  always  require  filing  of  divisions,  and  a  joint  rate  under  agreed 
divisions  definitely  fixes  lawful  earnings  of  parties  to  that  rate.  In  re  Restricted 
Rates,  426  (432). 

Divisions  of  joint  rate  are  subject  of  agreement  between  parties  thereto,  but  each  is 
bound  by  law  to  collect  and  retain  neither  more  nor  less  nor  different  compensa- 
tion than  its  established  divisions.     In  re  Restricted  Rates,  426  (429). 

Divisions  of  joint  rates  are  ordinarily  not  published  and  are  subject  to  change  by 
mutual  agreement  of  carrien.    In  re  Restricted  Rates,  426  (429). 

Division  of  rate  is  not  matter  of  public  concern  and  ordinarily  should  not  be  made 
standard  of  reasonableness  of  rate  or  measure  of  discrimination.  Board  of  Trade 
of  Chicago  v.  A.  C.  L.  R.  R.  Co.  504  (508). 

Factor  of  combination  rate  attacked  as  unreasonable.    Canteas  Packing  Co.  v,  8. 
P.  Co.  165. 
DOMESTIC  RATES. 

Fundamental  dissimilarity  of  conditions  under  which  domestic  and  import  rates  are 
constructed.     Furnace  Run  Saw  Mill  A  Lumber  Co.  v.  B.  A  M.  R.  R.    586  (587). 
EARNINGS.    See  Revenue. 
EATING  HOUSE. 

Peieone  and  commodities  transported  for  use  in  serving  others  than  passengeni  and 
employees  may  not  be  carried  except  under  regular  tariff  rates.     In  re  Re- 
stricted Rate«i,  426  (428). 
ECONOMY.    See  Manaoement. 
EFFiriENCnr.    See  Manaoement. 
ELECTRIC  LINE. 

Electric  line,  operating  between  Washington,  D.  C,  and  Viiginia  points,  Md  sub- 
ject to  act;  passenger  rate  reduction  required.  Beall  r.  W.  A.  A  M.  V.  Ry. 
Co.  406  (409). 

Intemrban  electric  line's  system  of  commutation  (ares,  Washington,  D.  C,  to  Vir- 
ginia points,  not  found  unduly  prejudicial  or  discriminatory.  Boyla  v.  G.  F.  A 
O.  D.  R.  R.  Co.  232. 
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ELECTRIC  LINE— Continued. 
Switch  connection  and  through  routes  and  joint  rates  between  electric  line  and 
steam  roads,  required.    Cincinnati  &  Columbus  Traction  Co.  v.  B.  A  O.  S.  W. 
R.  R.  Co.  486. 
ELEVATION. 
Elevation  at  Buf^o  is  included  in  ex-lake  rate,  Buffalo  to  Boston.    Board  of  Trade 
of  Chicago  v.^.  C.  R.  R.  Co.  504  (505). 
EMBARGO. 
Embargo  placed  on  cars  of  coal  for  delivery  within  Chicago  switching  district. 
Question  of  lawful  right  to  maintain  r^ulating  embargo,  not  decided.    Crescent 
Coal  &  Mining  Co.  v.  B.  &  O.  R.  R.  Co.  559  (561,  566). 
Shipper  not  liable  for  demmrage  where  delivering  carrier  refused  to  accept  sh^ 
ment.    Crescent  Coal  &  Mining  Co.  v.  B.  &  O.  R.  R.  Co.  559. 
ENGLISH  LAW. 
Under  English  law,  burden  is  on  carrier  to  justify  *  'the  increase  of  the  rate; "  under 
amended  act  of  1910,  burden  is  on  carrier  to  show  that  ''the  increased  rate"  is 
reasonable.    In  re  Advances  in  Rates — Eastern  Case,  243  (255);  In  re  Advances 
in  Rates— Western  Case,  307  (312). 
EQUALITY. 
Duty  of  Government  is  to  assure  to  all  the  right  to  use  railroads  on  fair  and  equal 
.  terms.    Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (619). 
If  railroad  is  entitled  to  low  rate  because  of  its  ^ilities,  any  shipper  providing  like 

focilities  must  be  accorded  same  rate.    In  re  Restricted  Rates,  426  (435). 
Law  assures  telephone  patrons  equality  in  rates  and  service.    Shoemaker  v.  C.  A 

P.  Tel.  Co.  614  (621). 
Lower  rate  not  permitted  to  laige  shipper  providing  imloading  facilities  than  accorded 
to  smaller  shipper  unable  to  provide  such  facilities.    In  re  Restricted  Rates 
426  (435). 
Payment  of  lighterage  allowance  to  one  shipper  and  refusal  to  pay  such  allowance  to 
another  shipper  performing  same  service  constitutes  unlawful  inequality.    Federal 
Sugar  Refining  Co.  v,  B.  &  O.  R.  R.  Co.  200  (216). 
Prohibition  of  inequalities  among  shippers  is  perhaps  more  fimdamental  and  vital 
than  any  other  feature  of  the  act.    Federal  Sugar  Refining  Co.  v.  B.  O.  R.  R.  Co. 
200  (214). 
EQUIPMENT.    See  FACiunBS. 
ERIE  CANAL. 
Competitive  influence  of  Erie  Canal  has  to  considerable  extent  disappeared;  but 
it  still  produces  profound  effect  upon  grain  rates,  Chicago  to  Atlantic  seaboard 
Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (507). 
Erie-Canal-lake-and-rail  rates  considered.    City  of  Ashland  v.  N.  Y.  C.  A  H.  R. 

R.  R.  Ck).  3  (4). 
Erie  Canal  competition  considered.    International  Salt  Go.  v,  G.  &  W.  R.  R.  Go. 
530  (531). 
ERROR.    See  Misquotation. 
ESTIMATED  WEIGHT.    See  Weight. 
ESTOPPEL. 
Difficult  to  award  damages  to  complainant  carrier  on  account  of  rate  in  establiab- 
ment  and  division  of  which  it  was  a  party.    Kaul  Lumber  Co.  v.  C.  of  G.  Ry.  Co. 
450  (454). 
EVIDENCE. 

Beet  knowledge  and  belief'  evidence,  considered.    Clinton  Bridge  d  Iron  Worki 
V.  C.  B.  &  Q.  R.  R.  Co.  416  (417). 
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EVIDENCE— Continued. 
Entries  in  daily  order  book  of  carrier's  agent  as  evidence  of  kind  of  eqoipment 

ordered  by  shipper.    Clinton  Bridge  &  Iron  Works  v.  C.  B.  &  Q.  R.  R.  Co.  416 

(417). 
Evidence  so  vague  and  unsatisfactory  that  no  definite  finding  could  safely  be 

predicated  thereon.    lola  Portland  Cement  Co.  v,  M.  K.  <&  T.  Ry.  Co.  91  (92). 
In  awards  of  reparation  there  must  be  that  degree  of  certainty  and  satisfactory 

conviction  in  the  mind  and  judgment  of  Commission  as  would  be  necessary 

under  well-established  principles  of  law  as  basis  for  judgment  in  a  court.  Anadarko 

Cotton  Oil  Co.  V.  A.  T.  <k  S.  F.  Ry.  Co.  43  (51). 
Positive  evidence  of  incorrectness  of  carrier's  scaling  is  necessary  before  another 

weight  can  be  substituted.    Browne  Grain  Co.  v.  G.  C.  &  S.  F.  Ry.  Co.  163  (164); 

Noble  V.  D.  &  T.  S.  L.  R.  R.  Co.  60  (61). 
EXCLUSIVE  PRIVILEGE.    See  Privileoe. 
EXCURSION  RATE.    See  also  Commutation  Rate. 
Round-trip  ticket  conditioned  upon  presentation  of  1,000  certificates;  888  pre- 
sented; not  entitled  to  reduced  rate.    National  Asso.  of  Letter  Carriers  v.  A.  T.  d 

S.  F.  Ry.  Co:  6. 
EX-LAKE  GRAIN. 
Ex-lake  grain  rate,  Buffalo  to  New  York,  not  unreasonable.    Board  of  Trade  of 

Chicago  V.  A.  C.  R.  R.  Co.  604  (505). 
EXPORT  RATE. 
Export  rates  are  open  and  available  alike  for  all  shippers.    In  re  Restricted  Rates, 

426  (434). 
Lower  rate  upon  export  grain  during  period  of  navigation  suggested  but  not  required, 

present  rate  being  low.    Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (518). 
EXPRESS  RATE. 
Express  company's  packing  rules  found  imreasonable.    Millinery  Jobbers  Asso.  v, 

American  Express  Co.  498. 
Express  rate  on  horses  required  to  be  reduced.    Arizona  Railway  Commission  v. 

Wells,  Fargo  &  Co.  571  (574). 
Express  rates  on  cream  in  cans  held  unreasonable.    Cobb  v.  N.  P.  Ry.  Co.  100. 
Express  rates  on  sample  brick,  unreasonable.    Ohio  Face  Brick  Mfrs.  Asso.  v.  Adams 

Express  Co.  582. 
Putting  in  by  express  company  of  prescribed  reduced  rates  will  exempt  railroad 

from  requirement  to  do  so.    Cobb  v.  N.  P.  Ry.  Co.  100  (104). 
FACILITIES. 
Carrier  is  not  obliged  to  furnish  facilities  to  patrons  competing  with  carrier;  whether 

carrier  can  be  required  to  furnish  facilities  for  precooling  service  which  renders 

useless  carrier's  facilities   for  refrigeration,    not  decided.    Arlington    Heights 

Fruit  Exchange  v.  S.  P.  Co.  106  (118,  119). 
Carrier  may  decline  use  of  equipment  furnished  by  shippers  for  movement  of  pre- 

cooled  shipments  but  it  can  not  refuse  to  furnish  proper  equipment  upon  fair 

terms.    Arlington  Heights  Fruit  Exchange  v.  8.  P.  Co.  106  (118). 
Carrier's  duty,  under  circumstances,  is  to  furnish  refrigeration,  and  carrier  may 

insist  upon  furnishing  that  service  exclusively.    Arlington  Heights  Fruit  Ex- 
change V.  8.  P.  Co.  106  (116). 
Carriers  ou^t  to  be  prepared  to  handle  sugar  traffic  from  New  York  to  N^w  Jersey 

with  their  own  facilities.    Federal  Sugar  Refining  Co.  v.  B.  d  O.  R.  R.  Co.  200 

(207). 
Ourier  may  not  permit  one  shipper  to  provide  a  facility  and  perform  a  service  and 

compensate  it  th««for  while  refusing  similar  privilege  to  another  shipper.    Fed- 
eral Sugar  Refining  Co.  v.  B.  St  O.  R.  R.  Co.  200  (213). 
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FACrLITIES— Cwitinued. 
Lo««r  imte  to  luge  ^pper  piovidHig  tMrOideB  for  pfompt  nnln>dtng  than  accorJed 

nun  competitor  muU^  Co  ptoride  such  iMilitieB  would  constitiite  tmjivl  diB- 

cnminatioii.    In  re  Reetricted  Rates,  426  (435). 
No  imlawful  diacriminadon  ra  gnuatiBg  excloerve  warohoose  &cflitiee  at  earner's 

termiBal  to  a  taa^  a«iction  company;  exdiBiye  i^vOeges,  in  genend,  con- 

sintered.    Southwestern  Produce  Distributon  v.  W.  R.  R.  Co.  458. 
PaMic  not  required  to  make  good  carrier's  blunders  in  erecting  feciUties.    Ariing- 

t<m  Hei^to  Fruit  Exchuige  v.  8.  P.  Co.  106  (122). 
Receiving  station  operated  by  competitor  is  not  a  reasonable  facility  to  offer  any 

shipper.    Federal  Sugar  Refining  Co.  r.  B.  &  O.  R.  R.  Co.  200  (211). 
Unjost  discrimination  resulted  from  coal-car  distribution  rules.    Bulah  Cdsl  G6.  v. 

P.  R.  R.  Co.  52. 
FARES.    See  Passbnobr  Rate. 
FEEDING  IN  TRANSIT. 
Feeding-in-transit  privilege  hdd  applicable  from  stations  not  speciiScally  mentioned 

in  tariff;  reparation  awarded.    Henry  v.  E.  Ry.  Co.  171  (172). 
FILING  TARIFF. 
Not  required  to  pay  demurrage  unless  provided  for  in  tariff.    Crescent  Coal  A 

Mining  Oo.  v.  B.  A  O.  R.  R.  Co.  559  (569). 
Reparation  denied  for  public  warehouse  charges,  though  there  was  no  tariff  limiting 

free  time.    Goldenberg  v.  Clyde  S.  S.  Co.  527. 
lliougli  under  no  obligation  to  secure  permission  for  ritort-nodce  tariff,  carrier's  duty 

is  to  provide  a  rate  via  reasonably  direct  route  as  soon  as  lawful  publication  caji  be 

made.    Samuels  &  Co.  v.  St.  L.  S.  W.  Ry.  Co.  646  (648). 
Unlawful  not  to  file  tariff  stating  storage  charges  and  privileges.    Goldenberg  v. 

ayde  S.  S.  Co.  527  (529). 
Unlawfully  engaged  in  interstate  commerce  by  carriage  of  traffic  in  respect  of  whidi 

no  rate  had  been  publidied  and  filed.    Maxwell  r.  W.  F.  A  N.  W.  Ry.  Co.  197 

(198). 
Where  shipper  has  paid  charges  for  transportation  service,  without  tariff  authority 

therefor,  jurisdiction  exists  to  determine  reasonableness  of  charges  and  to  award 

reparation.    Goldenberg  v.  Clyde  S.  S.  Co.  527  (528);  Maxwell  r.  W.  F.  &  N.  W. 

Ry.  Co.  197  (198). 
FINDINGS  OF  FACT. 
Within  broad  lines  of  discretion  courts  regard  Commission's  conclusions  on  queetioot 

of  fact  as  final.    In  re  Advances  in  Rates — Weetem  Case,  307  (317). 
FIRE. 
If  carrier  goes  beyond  its  common-law  liability,  as  to  8T>ot  cars  at  a  factory,  it  may 

predicate  its  undertaking  upon  condition  that  it  will  not  be  liable  to  the  factory 

for  losses  occasioned  by  sparks  from  its  locomotives.    Imperial  Wheel  Co.  r.  St. 

L.  I.  M.  A  S.  Ry.  Co.  56  (58). 
FLOOD. 
Demurrage  chaises  not  um'easoiiable;  flood  caused  delay  in  unloading.    Rrrenide 

MiUs  r.  C.  A  W.  C.  Ry.  Co.  153. 
FOREIGN  RATE. 
F<Heign  government-compelled  rate  as  a  factor  in  determining  reasonablMieai  d 

joint  rate.    Steinfeld  A  Co.  v.  I.  C.  R.  R.  Co.  12  (13). 
"Tranfflt  rate"  used  in  sense  of  rate  applicable  to  business  originating  in  United 

States,  transported  to  Mexico,  destined  to  points  in  United  States.    Steinlsld  A 

Co.  r.  I.  C.  R.  R.  Co.  12  (13). 
FOURTH  SECTION.    See  Long  and  Short  IIaul. 
FRAGILITY. 
Fragility  of  commodity  is  an  element  to  be  considered  in  determining  reasonable- 

nesB  of  rate.    In  re  Advances  in  Rates— Western  Case,  307  (355). 
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FREE  TRANSPORTATION. 

Oarrier  may  carry  its  own  property  on  its  own  road.  In  re  Restricted  Rates,  426 
(431). 

Carrier  may  not  lawfully  transport  free  or  at  reduced  rates  materials  for  building,  or 
repairs  on,  a  refrigeration  plant  built  under  contract  with  carrier,  but  which  also 
engages  in  commercial  ice  business.    In  re  Restricted  Rates,  426  (428). 

Commission  would  not  sanction  arrangement  for  lease  by  carrier  of  trackage  right 
over  connecting  line  to  quarry  for  purpose  of  hauling  from  that  quarry  with  its 
own  crew  and  equipment  ballast  for  use  on  its  line,  such  arrangement  being  re- 
garded as  device  to  evade  lawful  rates.    In  re  Restricted  Rates,  426  (428). 

Persons  and  commodities  transported  for  use  in  serving  others  than  passengers 
and  employees  may  not  lawfully  be  carried  except  under  regular  tariff  rates.  In 
re  Restricted  Rates,  426  (428). 

State  passes  issued  under  conditions  that  shock  moral  sense.  Shoemaker  v.C.&F. 
Tel.  Co.  614  (618). 

Unjustly  discriminatory  against  dealers  on  its  line  for  interstate  carrier  to  operate 
commissary  car.    In  re  Restricted  Rates,  426  (428). 

Where  stock  in  one  railway  company  is  owned  by  another  railway  company,  but 
both  maintain  separate  oi^ganizations  and  report  separately  to  Commission,  they 
may  not  carry  freight  free  for  each  other.    In  re  Restricted  Rates,  426  (427). 
FUEL. 

Fuel  cost  for  1910,  for  western  carriers,  was  higher  than  for  several  preceding  years. 
In  re  Advances  in  Rates—Western  Case,  307  (368). 

There  is  likely  to  be  some  gradual  advance  in  price  of  coal,  and  this  is,  of  all  items, 
the  most  important  to  the  railway.    In  re  Advances  in  Rates— Eastern  Case, 
243  (277). 
FUEL  RATE. 

Coal  rates  restricted  to  certain  consignees  or  when  coal  is  for  particular  use,  con- 
demned.   In  re  Restricted  Rates,  426. 

Local  rate  to  junction  point  should  be  same  for  all  shippers  to  that  point,  and  through 
chaige  on  shipments  going  beyond  junction  should  be  alike  for  all  shippers  to  same 
destination.    In  re  Restricted  Rates,  426  (434). 
GOVERNMENT  GUARANTY. 

It  would  be  much  better  for  Government  to  guarantee  railroad  bonds  than  to  permit 
people  to  bear  burden  of  unreasonable  rates.    In  re  Advances  in  Rates — EU^tem 
Case,  243  (253). 
G0VERN3£ENT  OWT^ERSHIP. 

Government  ownership  of  railways  referred  to.  In  re  Advances  in  Rates — Eastern 
Case,  243  (262);  In  re  Advances  in  Rates— Western  Case,  307  (340). 

Government  regulation  involves  proposition  that  construction  and  conduct  of 
highways  is  e«ientially  a  matter  for  Government  and  not  purely  private  initia- 
tive.   Shoemaker  v.  C.  A  P.  Tel.  Co.  614  (619). 
GOVERNMENT  RATE. 

Coal  sold  at  price  which  included  delivery  at  Government  fort  was  not  entitled  to 
Government  rate  subsequently  made  applicable.  Havens  &  Co.  v.  C.  A  N.  W. 
Ry.  Co.  166. 

Improper  to  permit  benefit  of  Government  rate  to  accrue  to  anyone  other  than 
Government.    Havens  A  Co.  r.  C.  A  N.  W.  Ry.  Co.  156  (158). 
GOVERNMENT  REGULATION. 

Carrier's  property  is  subject  to  public  use  which  may  be  regulated  for  public  interest. 
Bouthweotem  Produce  Distributers  v.  AV.  R.  R.  Co.  458  (461). 

Government  regulation,  in  some  respect,  has  laigely  increased  carriers'  revenues. 
Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (618). 
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GOVERNMENT  REGULATION— Continued. 

Government  regulation  involves  proposition  that  construction  and  conduct  of  high- 
ways is  essentially  a  matter  for  Government  and  not  purely  private  initiative. 
Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (619). 

Government  regulation's  effect  upon  railroads,  considered.  In  re  Advances  in 
Rates— Western  Case,  307  (317,  354);  RaiLroad  Commission  of  Tex.  v.  A.  T.  &  S. 
F.  Ry.  Co.  463  (479). 

Our  laws  do  not  seek  dominion  over  private  capital  except  to  insure  public  against 
injustice  and  thus  make  such  capital  more  secure.    In  re  Advances  in  Rates — 
Western  Case,  307  (379). 
GRADES. 

Steep  grades  considered  in  determining  reasonableness  of  rate.    Carstens  Packing 
Co.  V.  S.  P.  Co.  165  (166). 
GRADUATED  RATES. 

Merchandise  graduated  rates  on  sample  brick  held  unreasonable  to  extent  that 
they  exceeded  merchandise  pound  rates.    Ohio  Face  Brick  Mfrs.  Asso.  v.  Adams 
Express  Co.  582. 
GROUP  RATE.    See  also  Blanket  Rate,  Zone  Rate. 

All  points  in  group  considered  in  determining  reasonableness  of  group  rate.  Beall 
V.  W.  A.  &  M.  V.  Ry.  Co.  406  (407). 

Group  rates  must  be  reduced  or  grouping  changed.  Anadarko  Cotton  Oil  Co.  r. 
A.  T.  &.  S.  F.  Ry.  Co.  43  (49). 

Passenger  fares,  on  intenu-ban  electric  line,  based  on  group  system  held  unreason- 
able.   Beall  V.  W.  A.  &  M.  V.  Ry.  Co.  406  (407). 
HEARING. 

Rates  established  by  carriers  can  not  be  condemned  except  upon  full  hearing. 
Anadarko  Cotton  Oil  Co.  v,  A.  T.  &  S.  F.  Ry.  Co.  43  (50). 

Reasonableness  of  individual  rates  not  looked  into  upon  complaint  in  this  case. 
Raibx)ad  Commission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  Co.  463  (468). 
IMPORT  RATE. 

Fifth  class  import  rate  on  glue  stock,  Boston  to  Chicago,  held  unreasonable.  Bair 
Chemical  Works  v.  P.  &  R.  Ry.  Co.  77  (78). 

Fimdamental  dissimilarity  exists  between  domestic  and  import  rates;  domestic 
rate  not  foimd  discriminatory  in  relation  to  lower  import  rate.  Furnace  Run 
Saw  Mill  &  Lumber  Co.  v.  B.  &  M.  R.  R.  586  (587). 

Import  rates  are  open  to  all  shippers.    In  re  Restricted  Rates,  426  (434). 
IMPROVEMENTS. 

Cost  of  permanent  improvements  or  extensions  ought  not  to  be  treated  as  part  of 
operating  expense.    In  re  Advances  in  Rates — Eastern  Case,  243  (266). 

Surplus  may  be  accumulated  to  supply  nonrevenue  producing  fau;ilities.    In  re 
Advances  in  Rates— Western  Case,  307  (336). 
INDICTMENT.    See  Criminal  Pbosecution. 
INDIVIDUAL  RATES. 

Individual  rates  not  looked  into  upon  complaint  in  this  case.   Railroad  CommiaBkn 
of  Tex.  V.  A.  T.  &  S.  F.  Ry.  Co.  463  (468). 
INDUSTRIAL  RATE. 

Class  rates,  long  in  effect,  forming  basis  of  rate  fatbric,  to  which  business  has  ad  jueCed 
itself,  not  disturbed  by  Commission  upon  mere  suggestion  that  better  scheme 
might  have  been  originally  devised.  In  re  Advances  in  Rates — Eastern  Cue, 
243  (306). 

Difficult  to  see  how  Commission,  if  it  is  to  maintain  parity  of  rate  between  whest 
and  flour,  upon  strength  of  which  mills  have  been  erected  at  Buffalo  and  through- 
out the  country,  would  enforce  or  even  permit  a  rate  upon  grain  from  Bufbilo 
materially  lower  than  rate  upon  flour  manufactured  ^t  Bufiialo  from  that  grain. 
BoMd  of  Trade  of  Chicago  «.  A.  C.  R.  R.  Co.  504  (810). 
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INDUSTRIAL  RATE— Continued. 
State  rates  made  for  purpoee  of  assisting  local  creameries  in  competition  with  centnd- 
izers.    Cobb  v.  N.  P.  Ry.  Co.  100  (102). 

INDUSTRIAL  ROAD. 
While  log;ging  road  might  be  a  common  carrier  for  public,  it  was  held  a  plant-^unlity 
in  transportation  of  logs  of  complainant.    Kaul  Lumb^  Co.  v.  C.  of  Q.  Ry.  Co. 
450(466). 

INFORMAIt  COMPLAINT. 

Informal  complaint  showing  date  and  weight  of  shipment,  with  allegation  of  un- 
reasonableness of  rate  collected,  is  sufficient.  Riverside  Mills  v.  G.  R.  R.  423 
(424). 

Rule  that  ordinarily  reparation  will  not  be  awarded  upon  informal  proceedings 
unless  complaint  is  filed  or  rate  complained  of  is  reduced  within  six  months  after 
traffic  moves  is  confined  to  informal  matters.  Riverside  Mills  v,  G.  R.  R.  423 
(424). 

INITIAL  CARRIER. 
Reparation  awarded  against  initial  carrier  which  published  joint  throogh  rate  in 
which  connecting  lines  named  therein  had  not  concurred,  combination  rate  legally 
applicable  being  found  unreasonable.    Texico  Transfer  Co.  v.  L.  A  N.  R.  R.  Co. 
17  (18). 

INTENTION. 
Rate  restricted  to  shipments  destined  beyond  Thebes  was  inapplicable  to  shipment 

billed  to  Thebes  proper,  despite  intention  to  reconsign  beyond  Thebes.    Beek- 

man  Lumber  Co.  v.  I.  C.  R.  R.  Co.  98. 
Released  valuation  omitted  from  bill  of  lading  through  inadvertence;  reparation 

awarded  on  basis  of  released  rate,  insertion  of  such  rate  showing  intention  to  release 

valuation.    Miller  A  Lux  v.  S.  P.  Co.  129. 
Shipment  billed  from  one  point  to  another  in  same  state  and  delivered  to  shipper's 

agent  was  intrastate,  though   it  was  intended  to  be,  and  subsequently  was, 

shipped  beyond  state.    Big  Canon  Ranch  Co.  v.  G.  H.  A  S.  A.  Ry.  Co.  523. 

INTERCHANGE. 
Electric  line  entitled  to  switch  connection  with  steam  road.    Cincinnati  A  Columbus 

Traction  Co.  v.  B.  A  O.  S.  W.  R.  R.  Co.  486. 
Whether  carrier  could  be  compelled  to  establish  reciprocal  switching  arrangement, 

not  decided;  but,  having  entered  into  such  arrangement,  carrier  must  accept 

shipments  for  delivery  to  extent  of  its  capacity.    Crescent  Coal  &  Mining  Co.  v, 

B.  d  O.  R.  R.  Co.  559  (565). 

INTEREST. 
Interest  upon  funded  debt  is  a  fixed  charge  in  nature  of  operating  expense.    In  re 
Ad>'ances  in  Rates— Eastern  Case,  243  (261). 

INTERMEDIATE  POINT. 
Blanket  rate  on  lima  beans,  California  to  Omaha  and  points  east  thereof,  not  found 

unlawful.    Commercial  Club  of  Omaha  v.  S.  P.  Co.  631. 
Competitive  rate  on  salt.  New  York  to  Chicago,  need  not  be  scaled  by  percentages 

to  intermediate  points  in  C.  F.  A.  territory.    International  Salt  Co.  v.  G.  d  W. 

R.  R.  Co.  650. 
Lower  rate  to  more  distant  point  on  same  line;  no  unjust  discrimination  because  ci 

competition;  fourth  section  feature  not  determined.   Nebraska  Material  Co.  v.  C. 

B.  A  Q.  R.  R.  Co.  89. 
No  violation  of  act  to  maintain  joint  rail-lake-and-rail  rates  higher  than  rai]-«nd« 

lake  rates  to  futher-distance  point  where  boats  do  not  stop  at  complaining  point. 

City  of  Ashland  v,  N.  Y.  C.  <fe  H.  B.  R.  R.  Co.  3. 
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INTERSTATE  COMMERCE. 
Local  law  under  which  electric  line  has  no  right  to  demand  switch  coinnecti<m  with 
steam  roads  can  not  operate  as  impediment  to  interstate  traflSc.    Cincinnati  d 
Columbus  Traction  Co.  v.  B.  <&  O.  S.  W.  R.  R.  Co.  486  (487). 
State  policy  not  respected  where  it  interferes  with  application  of  reasonable  rates 
for  interstate  service.    Cobb  v.  N.  P.  Ry.  Co.  100  (103). 
INTERURBAN  LINE.    See  Electric  Line. 
INTRASTATE  TRAFFIC.    See  State  Traffic. 
INVESTIGATION  AND  SUSPENSION. 
Carriers  asked  to  withdraw  advanced  rate  schedules  in  eastern  and  western  tern- 
tories;  if  not  withdrawn,  order  of  suspension  will  be  entered.    In  re  Advances  in 
Rates— Eastern  Case,  243  (306);  In  re  Advances  in  Rates— Western  Case,  307  (379). 
Cement  rate  advances,  trans-Missouri  territory;  some  permitted;  others  condemned. 

In  re  Investigation  of  Advances  in  Rates  on  Cement,  588. 
Construction  of  amended  law  concerning  suspension  of  rates.    In  re  Advances  in 

Rates— Western  Case,  307  (310). 
Lumber  rates,  V.  S.  &  P.  Ry.  Co.  Tariff  No.  610-B:  order  entered  vacating  lonner 
order  of  suspension.    In  re  Proposed  Schedules  of  Rates  on  Lumb^,  575. 
INVESTMENT. 
Dividends  of  little  importance  apart  for  understanding  of  value  of  investment 

Raihx)ad  Commission  of  Tex.  v.  A.  T.  A  S.  F.  Ry.  Co.  463  (483.) 
Investment  as  basis  of  value  in  determining  reasonableness  of  rates.    In  re  Ad- 
vances in  Rates — ^Eastern  Case,  243  (258);  In  re  Advances  in  Rates — ^Western  Cbse, 
307  (347). 

Investment  not  represented  by  capitalization.  In  re  Advances  in  Rates— Westeni 
Case,  307  (320). 

JOINT  RATE.    See  Thbouoh  Roxttb  and  Joint  Rate. 

JURISDICTION. 

Commission  has  much  less  of  power  than  Canadian  Commission.  In  re  Advances  in 
Rates— Western  Case,  307  (319). 

Commission  alone  has  power  to  determine  reasonableness  of  a  rate.  In  re  Advances 
in  Rates— Western  Case,  307  (313). 

Commission's  jurisdiction,  in  a  general  sense,  extends  only  to  relations  between 
carrier  and  passenger  and  carrier  and  shipper.  Southwestern  Phxluce  Distrib- 
uters V.  W.  R.  R.  Co.  458  (461). 

Commission  in  establishing  through  routes  and  joint  rates  can  act  only  under 
authority  vested  in  it  at  that  time.  Cincinnati  A  Columbus  Traction  Go.  «.  B. 
A  O.  S.  W.  R.  R.  Co.  486  (490). 

Commission  has  no  authority  to  say  what  amount  these  carriers  shall  earn,  nor  to 
establish  a  schedule  which  will  permit  them  to  earn  that  amount.  In  re  Ad- 
vances in  Rates— Eastern  Case,  243  (247). 

Commission  can  not  place  control  on  railroad  expenditures,  nor  direct  impioTa* 
ments,  nor  enforce  economies,  no  matter  what  revenue  may  be  received.  In  re 
Advances  in  Rates — Western  Case,  307  (317). 

Jurisdiction  exists  to  determine  reasonableness  of  rate  and  award  reparation,  thou^ 
rate  charged  was  not  a  tariff  rate.  Goldenberg  v.  Clyde  S.  S.  Co.  527  (528);  Max- 
well r.  W.  F.  &  N.  W.  Ry.  Co.  197  (198). 

Jurisdiction  does  not  exist  over  shipment  moving  from  one  point  to  another  in 
same  state,  though  intended  to  go  beyond  state  and  subsequently  rebilled  beyond 
state.    Big  Canon  Ranch  Co.  v.  G.  H.  &  S.  A.  Ry.  Co.  523. 
KNOCKED  DOWN. 

Tariff  was  ambiguous  in  not  defining  what  was  meant  by  "knocked  down,'* 
''knocked  down  flat,''  and  ''completely  knocked  down."  FlMdfic  Coast  fiiacnl 
Co.  V.  S.  P.  &  S.  Ry.  Co.  546  (548). 
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LABOR. 
Wages^  efficiency,  and  relation  to  cost  of  operation.    In  re  Advances  in  IUte&— 
Eastern  Case,  243  (253,276,  278);  In  re  Advances  in  Rate&— Western  Case,  307 
(333,  362). 

LAKE-AND-RAIL  RATE. 

No  violation  of  act  to  maintain  joint  ndl-lake-and-ndl  rates  higher  than  ndl-and- 
lake  rates  to  farther-distance  point,  where  boats  do  not  stop  at  complaining  point. 
City  of  Ashland  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  3. 

Through  rate,  on  ex-lake  grain,  Chicago  to  Boston,  is  a  reasonable  rate  and  mate- 
rially lower  than  all-rail  rate.  Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co. 
504(607). 

LAKE  SHORE  A  MICHIGAN  SOUTHERN  RY.  CO. 
History  and  operation.    In  re  Advances  in  Rates— Eastern  Case,  243  (303). 

LAND  GRANT. 
Discussion  of  land  grants  to  railroads.    In  re  Advances  in  Rates— Western  Case,  307 

(318). 

LAND  GRANT  RATE.    See  Govsrnmbnt  Ratb. 

LEASE. 
Carrier  may  doubtless  wrongfully  give  great  shipper  substantial  advantage  by  buy- 
ing or  renting  his  warehouse  adjoining  his  factory  and  making  it  a  public  receiv- 
ing station,  and  possibly  under  present  act  Commission  would  be  powerless  to 
redress  the  wrong,  if  public  made  actual  use  of  station,  unless  price  paid  or  rent 
reserved  was  excessive  and  transaction  was  therefore  intended  as  an  unlawful 
rebate.  Federal  Sugar  Refining  Co.  v.  B.  &  O.  R.  R.  Co.  200  (208). 
Lease  by  carrier  of  trackage  rights  over  connecting  line  to  a  quarry  for  hauling  bal- 
last for  use  pn  its  own  line,  not  sanctioned;  would  result  in  discrimination.  In 
re  Restricted  Rates,  426  (428). 

LEGAL  RATE. 

Concurrence  in  guide  book,  but  no  concurrence  in  rate,  though  such  was  intended; 
not  legal  rate  nor  basis  of  reparation,  tariff  rate  charged  not  being  unlawful. 
Noble  V.  G.  T.  W.  Ry.  Co.  70  (71). 

Instructions  were  to  use  most  direct  route  with  through  rate;  no  rate  applicable 
from  origin  to  destination;  though  under  no  obligation  to  secure  permission  for 
short-notice  tariff,  carrier's  duty  is  to  provide  a  rate  via  a  reasonably  direct  route 
as  soon  as  lawful  publication  can  be  made.  Samuels  &  Co.  r.  St.  L.  S.  W.  Ry. 
Co.  646  (648). 

Joint  rate,  filed  with  Commission  but  not  posted,  held  unreasonable  to  extent  that 
it  exceeded  combination  rate.  Alpha  Portland  Cement  Co.  v.  P.  R.  R.  Co.  640 
(642). 

Jurisdiction  exists  to  determine  reasonableness  and  award  reparation  though  rate 
charged  was  not  a  tariff  rate.  Goldenberg  v.  Clyde  S.  S.  Co.  527  (528);  Maxwell 
V.  W.  F.  A  N.  W.  Ry.  Co.  197  (198). 

Law  requires  publication,  observance,  and  maintenance  of  definite  transportation 
charges.    In  re  Restricted  Rates,  426  (429). 

Naming  of  commodity  rate  takes  article  out  of  class  rates;  this  rule  does  not  pre- 
vent alternative  use  of  class  and  commodity  rates.  Wheeler  A  Hotter  Mercan- 
tUe  Co.  V.  C.  B.  &  Q.  R.  R.  Co.  141  (145). 

No  increase  in  revenue  can  be  hoped  for  in  futile  from  more  thorough  maintenance 
of  published  rate,  since  that  rate  is  now  maintained.  In  re  Advances  in  Rates — 
Eastern  Case,  243  (285). 

No  joint  rate  lawfully  applicable;  duty  is  to  apply  lowest  combination  of  interme- 
diate imtee..    Alpha  Portland  Cement  Co.  v.  P.  R.  R.  Co.  640  (642). 
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LEGAL  RATE— Continued. 

No  lawful  authority  for  tariff  provision  establishing  two  rates  for  same  transport*- 
tion  service  and  same  liability  in  connection  therewith.  G.  H.  Algert  Co.  v.  D. 
&  R.  G.  R.  R.  Co.  93  (94). 

No  rate  in  effect  to  destination;  rate  chained  found  unreasonable;  reparation 
awarded.    Beekman  Lumber  Co.  v.  I.  C.  R.  R.  Co.  98  (99). 

Proportional  third  class  rate  applicable  only  on  shipments  from  Atlantic  seaboard 
did  not  apply  to  movement  of  cotton  piece  goods  for  which  carrier  maintained  a 
commodity  rate.    Wheeler  &  Motter  Mercantile  Co.  v,  C.  B.  &  Q.  R.  R.  Co.  141. 

Published  rate  must  be  paid  and  collected,  regardless  of  rate  quoted.  Scott  v.  T.  d 
N.  O.  R.  R.  Co.  167  (168). 

Rate  restricted  to  shipments  destined  beyond  Thebes  was  inapplicable  to  shipment 
billed  to  Thebes  proper,  despite  intention  to  reconsign  beyond  Thebes.  Beekman 
Lumber  Co.  v.  I.  C.  R.  R.  Co.  98  (99). 

Reparation  awarded  against  initial  carrier  which  published  joint  through  rate  in 
which  connecting  lines  named  therein  had  not  concurred,  combination  rate 
l^ally  applicable  being  found  unreasonable.  Texico  Transfer  Co.  v.  L.  &  N. 
R.  R.  Co.  17  (18). 

Specific  rate  being  established  on  wax  paper,  such  rate  must  be  applied  to  all  grades 
and  qualities  to  wax  paper  regardless  of  use  to  which  it  is  put.  Pacific  Coast 
Biscuit  Co.  V,  O.  R.  R.  &  N.  Co.  178  (180). 

Tariffs  could  not  be  used  until  Commission's  rules  were  complied  with.  Noble  v. 
G.  T.  W.  Ry.  Co.  70  (71). 

Terms  of  tickets  and  provisions  of  tariffs  and  of  law  detennine  obligations  of  the 
parties.    National  Asso.  of  Letter  Carriers  v.  A.  T.  &  S.  F.  Ry.  Co.  6  (9). 
LIGHTERAGE. 

Carrier  must  lighter  sugar  itself  or  allow  each  shipper  to  do  it  in  his  own  way,  and 
if  allowance  is  paid  to  one  shipper  it  should  be  paid  to  another  performing  same 
service.    Federal  Sugar  Refinhig  Co.  v.  B.  A  0.  R.  R.  Co.  200  (215). 

Lighterage  regarded  as  an  accessorial,  not  a  transportation,  service.  Federal 
Sugar  Refining  Co.  v.  B.  &  O.  R.  R.  Co.  200  (211). 

Little  ground  for  denying  lighterage  privil^^e  and  allowance  to  complainant  where 
its  sugar  crosses  lighterage  limits,  while  according  such  privilege  and  allowance 
to  another  shipper  within  lighterage  limits.  Federal  Sugar  Refining  Co.  *. 
B.  &  O.  R.  R.  Co.  200  (213). 

Unjust  discrimination  resulted  ht)m  paying  lighterage  allowance  to  one  shipper 
and  refusing  such  allowance  to  another  shipper  performing  similar  service. 
Federal  Sugar  Refining  Co.  v.  B.  A  O.  R.  R.  Co.  200. 
LIMITATION  OF  ACTION. 

Complaint  filed  within  one  year  after  passage  of  1906  act  not  limited  to  claims  accru- 
ing within  2  years  prior  to  filing  complaint,  all  claims  herein  involved  being 
within  state  statute  of  limitations.    Sondheimer  v.  I.  C.  R.  R.  Co.  606  (610). 

Informal  complaint,  showing  date  and  weight  of  shipment,  with  allegation  of  un- 
reasonableness of  rate,  is  sufficient.    Riverside  Mills  v,  G.  R.  R.  423  (424). 

Rule  that  ordinarily  reparation  will  not  be  awarded  upon  informal  proceedings 
unless  complaint  is  filed  or  rate  complained  of  is  reduced  within  6  months  after 
traffic  moves,  is  only  an  expression  of  administrative  discretion  and  is  confined 
to  informal  matters.    Riverside  Mills  v,  G.  R.  R.  423  (424). 
LIMITATION  OF  LIABILITY.    See  also  Rblbasbd  Rate. 

If  carrier  goes  beyond  common-law  duty,  such  as  to  spot  cars  at  a  bctory,  it  may 
predicate  its  undertaking  upon  condition  that  it  will  not  be  liable  for  firee  occa- 
sioned by  sparks  from  its  locomotives.  Imperial  Wheel  Co.  v.  St.  L.  I.  M.  A  S. 
Ry.  Co.  56  (58). 
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LOADING  AND  UNLOADING. 

Cars  might  have  been  loaded  so  as  to  secure  lower  rate;  consignor  loaded  cars; 
carrier  not  liable.  Consolidated  Water  Power  &  Paper  Co.  v,  S.  P.  L.  A.  d 
S.  L.  R.  R.  Co.  169  (170). 

Damages  awarded  lor  expenditure  incurred  in  unloading  and  reloading  part  of 
car,  due  to  carrier's  unlawful  act  in  refusing  to  deliver  carload  until  excessive 
rate  was  paid.    Schulz  Co.  v,  C.  M.  A  St.  P.  Ry.  Co.  403  (405). 

Shipper,  who  orders  and  uses  car  of  a  certain  size,  must  pay  rate  applicable  thereto, 
though  lower  rate  would  have  been  available  by  loading  in  another  kind  of  car; 
had  shipment  been  delivered  to  carrier  for  loading,  carrier  would  have  been 
imder  duty  of  loading  in  manner  which  would  result  in  application  of  lowest 
rate.  Clinton  Bridge  A  Iron  Works  v.  C.  B.  &  Q.  R.  R.  Co.  416  (417). 
LOCALITIES. 

Alabama  to  Ohio  River,  Tennessee  and  Kentucky.    Yellow-pine  lumber,  450. 

Alexandria,  La.,  to  Brownwood,  Tex.    Com  shucks,  410. 

Allensburgh,  Ohio.    Through  routes  and  joint  rates,  487  (492). 

Anaconda,  Mont.,  from  Diamond ville,- Wyo.    Coal,  598. 

Anaconda,  Mont.,  trom  Elk  Point,  S.  Dak.    Cracked  and  whole  com,  15. 

Ardmore,  Okla.,  to  Galveston,  Tex.    Cottonseed  oil,  43. 

Arkansas  to  East  St.  Louis,  111.    Cottonseed,  37. 

Arkansas  to  Memphis,  Tenn.    Cottonseed,  33. 

Arkansas  to  and  from  various  points.    Sleeping-car  rates,  25. 

Arlington,  Cal.,  to  Miles  City,  Mont.    Citrus  fruit,  421. 

Ashland,  Wis.,  from  eastern  points.    Class  rates,  3. 

Atlantic  seaboard  to  Missouri  River.    Cotton  piece  goods,  141. 

Augusta,  Ga.    Demiurage,  153. 

Augusta,  Ga.,  to  Calhoun  Falls,  8.  G.    Brick,  148. 

Augusta,  Ga.,  from  Charleston,  S.  G.    Bananas,  225. 

Augusta,  Ga.,  to  Tonopah,  Nev.    Cotton  waste,  423. 

Bakersfield,  Cal.,  from  El  Paso,  Tex.    Live  stock,  129. 

Baltimore,  Md.    Delivery  to  private  sidetrack,  124. 

Bell  City,  Mo.,  to  Jacksonville,  Fla.    Elm  hoops,  62. 

Beloit,  Wis.,  from  Fort  Wayne,  Ind.    Triplex  cloth,  447. 

Bennington,  Vt.,  to  Portland,  Oreg.    Wax  paper,  178. 

Bethesda  district,  Md.    Telephone  bicillties,  614. 

Bismarck,  N.  Dak.,  from  Utah.    Apples  and  deciduous  fmits,  136. 

Boston,  Mass.,  from  Charleston,  S.  C.    Vegetables,  190. 

Boston,  Mass.,  to  Chicago,  111.    Glue  stock,  77. 

Boston,  Mass.,  to  Toledo,  Ohio.    Spruce  lath  and  lumber,  586. 

Boston,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

Brady,  Tex.,  from  lola,  Kans.    Cement,  91. 

Brigham,  Utah,  to  Ncnrth  Dakota.    Apples  and  deciduous  fruits,  136. 

Brilliant,  Ak.,  to  Thebes,  111.    Gum  lumber,  98. 

Brownwood,  Tex.,  from  Alexandria,  La.    Com  shucks,  410. 

Buffalo,  N.  Y.,  from  Charleston,  S.  C.     Vegetables,  132. 

Buffalo,  N.  Y.,  to  eastern  points.    Grain,  504. 

Burkbumett,  Tex.,  to  Devol,  Okla.     House  blocking,  197. 

Butte,  Mont.,  en  route  from  Utah  to  North  Dakota.  Apples  and  deciduous  fruits, 
136. 

Cairo,  111.,  to  Mississippi  and  other  points.    Lumber,  606. 

Calhoun  FalK  S.  C,  from  AugusU,  Ga.    Brick,  148. 

California  to  eastern  markets.    Citrus  fruit,  106. 

OdilorDia  to  Miles  aty,  Mont.    Citnis  frtdt,  421. 
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LOCALITIES—Continued. 
Galifomia  to  New  Orleans,  La.,  Texas,  Oklahoma,  Colorado  and  New  Mexico. 

Beans,  639. 
Galifomia  to  Omaha,  Nebr.    Lima  beans,  631. 
Capitan,  N.  Mex.,  to  El  Paso,  Tex.    Empty  beer  bottles,  237. 
Carbon  Hill,  Ala.,  to  Herbert  switch,  Tex.    Coal,  167. 
Cedar  Rapids,  Iowa,  from  Danville,  111.    Paving  brick,  239. 
Charleston,  S.  C,  to  Augusta,  Ga.    Bananas,  225. 
Charleston,  S.  C,  to  Buffalo,  N.  Y.,  and  Pittsburg,  Pa.    Vegetables,  132. 
Charleston  district,  S.  C,  to  northern  markets.    Vegetables,  190. 
Chicago,  111.    Coal.    Demujrrage,  559. 
Chicago,  111.,  from  Boston,  Mass.    Glue  stock,  77. 
Chicago,  111.,  hom  Columbus,  Ohio.    Sample  brick,  582  (583). 
Chicago,  111.,  from  Farmington,  N.  Mex.    Goat  and  sheep  skins,  93. 
Chicago,  111.,  to  Pueblo,  Colo.    Building  and  roofing  paper,  79. 
Chicago,  111.,  from  Retsof,  N.  Y.    Salt,  530. 
Chicago,  III.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  21. 
Chicago,  111.,  to  Sturgis,  S.  Dak.    Anthracite  coal,  156. 
Chicopee  Falls,  Mass.,  to  Portland,  Oreg.    Gas-mantle  fabric,  643. 
Clatskanie  Jimction,  Oreg.,  to  DeBeque,  Colo.    Fir  lumber,  151. 
Cleveland,  Ohio,  to  Memphis,  Tenn.    Hardware,  64  (65). 
Clinton,  Iowa,  to  St.  Marys,  Iowa.    Iron  bridge  material,  416. 
Clinton,  Iowa,  from  Thebes,  111.,  originating  at  Brilliant,  Ala.    Gum  lumb^,  9ft 
Colorado  from  California.    Beans,  638. 
Columbus,  Ohio,  to  Chicago,  111.    Sample  brick,  582  (583). 
Columbus,  Ohio,  from  Eddy,  Ala.,  YeJ low-pine  lumber,  230. 
Comanche,  Tex.,  from  lola,  Kans.    Cement,  91. 
Combined  Locks,  Wis.,  to  Dallas,  Tex.    News-print  paper,  419. 
Combined  Locks,  Wis.,  from  Louisville,  Ky.    Wooden  tank  material,  412  (413). 
Creston,  Ohio,  to  Windsor  Shades,  Va.    Elm  hoops,  72. 
Cresset,  Ark.,  from  Shreveport,  La.    Fertilizer,  554. 
Cullman,  Ala.,  from  St.  Ix)uifi,  Mo.    Bottled  beer,  550. 
Cypress,  111.,  from  Mississippi.    Yellow-pine  lumber,  228. 
Dallas,  Tex.    Cottonseed  oil.    Transit  privilege,  43. 
Dallas,  Tex.,  from  Combined  Locks,  Wis.    News-print  paper,  419. 
Davenport,  Iowa,  from  Minot  and  Rome,  Miss.    Cypress  lumber,  19. 
Danville,  111.,  to  Cedar  Rapids,  Iowa.    Paving  brick,  239. 
DeBeque,  Colo.,  from  Clatskanie  Junction,  Oreg.    Fir  lumber,  151. 
Del  Ray,  Va.,  from  Washington,  D.  C.    Electric  line  passenger  rate,  406. 
Depue,  111.,  to  Hopatcong,  N.  J.,  and  Emporium,  Pa.    Sulphuric  acid,  83. 
Detroit,  Mich.,  from  Retsof,  N.  Y.    Salt,  539. 
Devol,  Okla.,  from  Burkbumett,  Tex.    House  blocking,  197. 
Devol,  Okla.,  to  Olney,  Tex.    Rough  fence  posts,  197. 
Diamond viUe,  Wyo.,  to  Anaconda,  Mont.    Coal,  598. 
District  of  Columbia  from  Charleston  district,  S.  C.    Vegetables,  190. 
District  of  Columbia  to  McLean,  Va.    Electric  line  passenger  rate,  232. 
District  of  Columbia  to  Virginia.    Electric  line  passenger  rate,  406. 
Dodgeville,  Wis.,  from  Richland  Center,  Wis.    Cheese  boxes,  104. 
DodsonviUe,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Dryden,  Tex.,  to  Soldani,  Okla.    Sheep,  523. 
IMimmon,  Md.    Telephone  ^ilities,  614. 

Dubuque,  Iowa,  to  and  from  Dimleith  or  East  Dubuque,  111.    Passenger  rate,  18L 
Dimleith,  111.,  to  and  from  Dubuque,  Iowa.    Passenger  rate,  181. 
Durant,  Okla.,  to  Galveston,  Tex.    Cottonseed  oil,  43. 
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LOCALITIES-^-Continued. 
East  Dubuque,  111.,  to  and  from  Dubuque,  Iowa.    Passenger  rate,  181. 
East  St.  Louis,  111.,  from  Oklahoma,  Arkansas,  Mississippi,  Tennessee,  and  Missouri. 

Cottonseed,  37. 
Eastern  markets  from  California.    Citrus  fruit,  106. 
Eastern  points  to  Ashland,  Wis.    Class  rates,  3. 
Eastern  points  from  Buffalo,  N.  Y.    Grain,  504. 
Eddy,  Ala.,  to  Columbus,  Ohio,  milled  in  transit  at  Meridian,  Miss.    Yellow-pine 

lumber,  230. 
El  Paso,  Tex.,  to  Bakersfield,  Cal.    Live  stock,  129. 
El  Paso,  Tex.,  from  Capitan,  N.  Mex.    Empty  beer  bottles,  237. 
El  Paso,  Tex.,  from  Evansville,  Ind.    Mixed  furniture,  17. 
El  Paso,  Tex.,  to  and  from  Phoenix,  Ariz.    Horses,  571. 
Elizabeth  City,  N.  C,  from  Martins  Creek,  Pa.    Cement,  640. 
Elk  Point,  S.  Dak.,  to  Anaconda,  Mont.    Cracked  and  yrhole  com,  15. 
Elkhom,  W.  Va.,  from  Louisville,  Ey.    Wooden  tank  material,  412  (414). 
Emporiimi,  Pa.,  from  Depue,  111.    Sulphuric  acid,  83. 
England,  Ark.,  to  Houston,  Tex.    Cotton  linters,  646. 
Enosburg  Falls,  Vt.,  from  New  Village,  N.  J.    Portland  cement,  95. 
Ephrata,  Pa.,  to  Richmond,  Va.    Tobacco,  81. 
Erath,  La.,  to  Miles,  Tex.    Com,  snapped  or  in  the  shuck,  163. 
Evansville,  Ind.,  to  £1  Paso,  Tex.    Mixed  furniture,  17. 
Evansville,  Ind.,  to  Himtsville,  Ala.    Plows,  161. 
Fairview,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Fargo,  N.  Dak.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  21. 
Fargo,  N.  Dak.,  from  Utah.    Apples  and  deciduous  fruits,  136. 
Farmington,  N.  Mex.,  to  Chicago,  111.    Goat  and  sheep  skins,  93. 
Fayetteville,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Findlay,  Ohio,  from  Flat  Rock,  111.    Petroleum,  649. 
Flat  Rock,  111.,  to  Findlay,  Ohio.    Petroleum,  649. 
Fort  Wayne,  Ind.,  to  Beloit,  Wis.    Triplex  Cloth,  447. 
Fort  Worth,  Tex.    Cottonseed  oil.    Transit  privilege,  43. 
Four  Mile  Run,  Va.,  from  W^ashington,  D.  C.    Electric  line  railroad  passenger  rate, 

406. 
Fourteen  Mile  Switch,  Tenn.,  to  Miamisburg,  Ohio.    Hickory  rim  strips,  603. 
Galveston,  Tex.,  from  Oklahoma.    Cottonseed  oil,  43. 
Gas-belt  territory  to  various  points.    Cement,  588. 
Georgia  to  northern  destinations.    Peaches,  623. 

Gleason,  Ark.,  to  Missouri,  Kansas,  Nebraska,  Iowa,  and  Illinois.    Lumber,  612. 
Gowanda,  N.  Y.,  from  Philadelphia,  Pa.    Glue  stock,  77. 
Grand  Forks,  N.  Dak.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  21. 
Grand  Forks,  N.  Dak.,  from  Utah.    Apples  and  deciduous  fruits,  136. 
Grand  Rapids,  Wis.,  from  Los  Angeles,  Cal.    News  printing  paper,  169. 
Green  Bay,  Wis.,  from  Paw  Paw,  Mich.    Grapes,  5^. 
Greenville,  Tex.    Cottonseed  oil.    Transit  privilege,  43. 

Gwynn*s  Run,  Baltimore,  Md.    Live  stock.    Delivery  to  private  side  track,  124. 
Hamburg,  Ark.,  from  Shreveport,  La.    Fertilizer,  554. 
Hartley,  Iowa,  from  Rainier,  Oreg.    Fir  lumb^ ,  10. 
Hartman,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Harvey,  Va.,  to  Muskegon,  Mich.    Ties,  86. 
Haase,  Tex.,  from  lola,  Kans.    Cement,  91. 
Herbert  switch,  Tex.,  from  Carbon  Hill,  Ala.    Coal,  167. 
Hillsboro,  Ohio.    Throuf^  routee  and  joint  rates,  486  (492). 
Hoagland,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
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Hopatcong,  N.  J.,  from  Depue,  111.    Sulphuric  acid,  83. 
Hot  Springs,  Utah,  to  North  Dakota.    Apples  and  deciduous  fruits,  136. 
Houston,  Tex.,  from  England,  Ark.    Cotton  linters,  646. 
HuntsviUe,  Ala.,  from  EvansviUe,  Ind.    Plows,  161. 
Illinois  to  and  from  various  points.    Sleeping-car  rates,  25. 
Illinois  Freight  Committee  territory.    Commodity  rates,  307. 
Indiana  to  and  from  various  points.    Sleeping-car  rates,  25. 
lola,  Eans.,  to  Texas  points.    Cement,  91. 
Jackson,  Mich.,  from  Monette,  Ark.    Staves,  520. 
Jacksonville,  Fla.,  from  Bell  City,  Mo.    Elm  hoops,  62. 
Jamestown,  N.  Dak.,  from  Utah.    Apples  and  deciduous  fruits,  136. 
Junction  City,  Ark.,  from  Memphis,  Tenn.    Cotton  fobrics,  235. 
Kansas  to  and  from  various  points.    Sleeping-car  rates,  25. 
Kansas  City,  Mo.,  from  Vaughn,  N.  Mex.    Sheep,  171. 
Kentucky  from  Alabama.    Yellow-pine  lumber,  450. 
Kentucky  to  and  from  various  points.    Sleeping-car  rates,  25. 
Klamath  Falls,  Greg.,  to  Tacoma,  Wash.    Live  stock,  165. 
Liberal,  Kans.,  from  Yoimgstown,  Ohio.    Wrought-iron  pipe,  139. 
Logan,  Utah,  to  North  Dakota.    Apples  and  deciduous  fruits,  136. 
Los  Angeles,  Cal.,  to  Grand  Rapids,  Wis.    News  printing  paper,  169. 
Los  Angeles,  Cal.,  to  and  from  Phoenix,  Ariz.    Horses,  571. 
Los  Angeles,  Cal.,  from  West  Virginia.    Blacksmith  coal,  66. 
Louisiana  to  Memphis,  Tenn.    Cottonseed,  33. 
Louisville,  Ky.,  to  Texas  and  Wisconsin.    Tank  material,  412. 
McLean,  Va.,  from  Washington,  D.  C.    Electric  line  passenger  rate,  232. 
Madeira,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Madill,  Okla.,  to  Galveston,  Tex.    Cottonseed  oil,  43. 
Madisonville,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Malvern,  Ark.,  to  Milwaukee,  Wis.    Chairs,  496. 
Marathon,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Marion,  Md.    Strawberries.    Refrigeration,  600. 
Marshall,  Tex.,  from  Shreveport,  La.    Sash  weights,  159. 
Martins  Creek,  Pa.,  to  Elizabeth  City,  N.  C.    Cement,  640. 
Maryland  from  Charleston  district,  S.  C.    Vegetables,  190. 
Massachusetts  from  Charleston  district,  S.  C.    Vegetables,  190. 
Memphis,  Tenn.,  to  Jvmction  City,  Ark.    Cotton  fabrics,  235. 
Memphis,  Tenn.,  from  Michigan,  Ohio,  and  Wisconsin.    Warehouse  scales, 

casing,  and  hardware,  64. 
Memphis,  Tenn.,  from  Missouri,  Arkansas,  and  Louisiana.    Cottonseed,  33. 
Meridian,  Miss.,  milled  in  transit  at,  en  route  Eddy,  Ala.,  to  Columbus,  Ohio. 

Yellow-pine  limiber,  230. 
Miamisbuig,  Ohio,  from  Fourteen  Mile  Switch,  Tenn.    Hickory  rim  strips,  603. 
Miles,  Tex.,  from  Erath,  La.    Com,  snapped  or  in  the  shuck,  163. 
Miles  City,  Mont.,  from  California.    Citrus  fruits,  421. 
Milford,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Milwaukee,  Wis.,  from  Malvern,  Ark.    Chairs,  496. 
Milwaukee,  Wis.,  to  Memphis,  Tenn.    Sausage  casing,  64. 
Milwaukee,  Wis.,  to  Spokane,  Wash.    Wood-pulp  cartons,  403. 
Minot,  Miss.,  to  Davenport,  Iowa.    Cypiess  lumber,  19. 
Mississippi  from  Cairo,  111.    Lumber,  606. 
Mississippi  to  Cypress,  111.    Yellow-pine  lumber,  228. 
(ississippi  to  East  St.  Louis,  111.    Cottonseed,  37. 

isBOuri  to  East  St.  Louis,  III.    Cottonseed,  37. 
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Missouri  to  Memphis,  Tenn.    Cottonseed,  33. 
Missouri  to  and  from  various  points.    Sleeping-car  rates,  25. 
Missouri  Biver  from  Atlantic  seaboard.    Cotton  piece  goods,  141  (142). 
Monette,  Ark.,  to  Jackson,  Mich.    Staves,  520. 
Monterey,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Montgomery  County,  Md.    Telephone  feunlitiee,  614. 
Moimd  Valley,  Kans.,  to  Tecumseh,  Nebr.    Brick,  89. 
Mount  Clemens,  Mich.,  to  Ripplemead,  Va.    Elm  hoops,  70. 
Mount  Ida,  Va.,  from  Washington,  D.  C.    Electric  line  passenger  rate,  406. 
Muskegon,  Mich.,  from  Harvey,  Va.    Ties,  86. 
New  Berlin,  N.  Y.,  to  New  Britain,  Conn.,  originating  at  West  Ekimeston,  N.  Y. 

Lumber,  75. 
New  Jersey.    Lighterage  of  sugar,  200. 
New  Jersey  from  Charleston  district,  S.  0.     Vegetables,  190. 
New  Mexico  from  California.    Beans,  638. 
New  Orleans,  La.,  from  California.    Beans,  638. 

New  Village,  N.  J.,  to  Williamstown  and  Enosbuig  Falls,  Vt.    Portland  cement,  95. 
New  York  from  Charleston  district,  S.  C.    Vegetables,  190. 
New  York,  N.  Y.    Lighterage,  200. 

New  York,  N.  Y.,  from  Newport,  Mich.    Elm  hoops,  60.      • 
New  York,  N.  Y.,  to  and  from  North  Asbury  Park,  N.  J.     Lost  ticket,  557. 
Newport,  Mich.,  to  New  York  City.    Elm  hoops,  60. 
Nogales,  Ariz.,  from  St.  Louis,  Mo.    Laundry  soap,  12. 
Noriolk,  Va.    Strawberries.    Refrigeration,  600. 
Noriolk,  Va.,  en  route  from  Mount  Clemens,  Mich.,  to  Ripplemead,  Va.    Elm 

hoops,  70. 
North  Asbury  Park,  N.  J.,  to  and  from  New  York,  N.  Y.    Lost  ticket,  567. 
North  Dakota  from  Utah,  via  Silver  Bow,  Mont.    Apples  and  deciduous  fruits,  136. 
North ville,  Mich.,  to  Memphis,  Tenn.    Warehouse  scales,  64. 
Norwood,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Official  classification  territory.    Class  and  commodity  rates,  243. 
Official  classification  territory.    Nucoline  and  Nucoa  butter.    Classification,  174. 
Ohio  to  various  destinations.    Sample  brick,  582. 
Ohio  to  and  from  various  points.    Sleeping  car  rates,  25. 
Ohio  River  from  Alabama.    Yellow-pine  lumber,  450. 
Ohio  River,  from  Ottumwa,  Iowa,  destined  to  southeast.    Tankage,  400. 
Oklahoma  from  California.     Beans,  639. 
Oklahoma  to  East  St.  Louis,  111.    Cottonseed,  37. 
Oklahoma  to  Qalveeton,  Tex.    Cottonseed  oil,  43. 
Oklahoma  to  and  from  various  points.    Sleeping-car  rates,  25. 
Olney,  Tex.,  from  Devol,  Okla.     Rough  fence  posts,  197. 
Omaha,  Nebr.,  from  California.    Lima  beans,  631. 
Only,  Va.    Strawberries.     Refrigeration,  600. 

Ottumwa,  Iowa,  to  Ohio  River,  destined  to  southeast.    Tankage,  400. 
ParhapjKi,  (  al.,  t  »  Milos  City,  Mont.    Citrus  fruit,  421. 
PjiTiipa,  Tex.,  f«^  (lint;  in  trantdt  at,  en  route  from  Vaughn,  N.  Mex.,  to  Kansas  City, 

Mo.     Sheop,  171. 
Paw  Paw,  Mich.,  to  Green  Bay,  \\\».    Grapes,  543. 
Penm^ylvania  fn)m  Charleston  district,  S.  C.    Vegetables,  190. 
Pcnnttylvania  to  various  dcetioations.     Sample  brick,  582. 
Peoria,  111.,  to  Portland,  Oreg.,  and  Seattle,  Wa^h.    Peanut  roasters,  546. 
Perintown,  Ohio.    Through  routes  and  joint  rates,  486  (492). 
Philadelphia,  Pa.    Rice.    Stonge  chaiges,  527. 
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Philadelphia,  Pa.,  from  Charleston,  S.  C.    Vegetables,  190. 

Philadelphia,  Pa.,  to  Gowanda,  N.  Y.    Glue  stock,  77. 

Phoenix,  Ariz.,  to  and  from  California  and  Texas.    Hones,  571. 

Pine  Bluff,  Ark.    Switch  track  connection,  56. 

Pittsburg,  Pa.,  from  Charleston,  S.  C.    Vegetables,  132. 

Pitj^sville,  Md.    Strawberries.    Refrigeration,  600. 

Porterville,  Cal.,  to  Miles  City,  Mont.    Citrus  fruit,  421. 

Portland,  Oreg.,  from  Bennington,  Vt.    Wax  paper,  178. 

Portland,  Or^.,  trom  Chicopee  Falls  and  Springfield,  Mass.    Gas-mantle  fabric,  643. 

Portland,  Oreg.,  from  Klamath  Falls,  Oreg.,  en  route  to  Tacoma,  Wash.  Live  stock. 
165.    * 

Portland,  Oreg.,  from  Peoria,  111.    Peanut  roasters,  546. 

Potsdam,  N.  Y.,  from  Louisville,  Ky.    Wooden  tank  material,  412  (414). 

Prenda,  Cal.,  to  Miles  City,  Mont.    Citrus  fruit,  421. 

Pueblo,  Colo.,  from  Chicago,  111.    Building  and  roofing  paper,  79. 

Quinns  Crossing,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

Rainier,  Oreg.,  to  Hartley,  Iowa.    Fir  lumber,  10. 

Redlands,  Cal.,  to  Miles  City,  Mont.    Citrus  fruit,  421. 

Retsof,  N.  Y.,  to  Chicago,  111.    Salt,  530. 

Retsof,  N.  Y.,  to  Detroit,  Mich.    Salt,  539. 

Richland  Center,  Wis.,  to  DodgeviUe,  Wis.    Cheese  boxes,  104. 

Richmond,  Va.,  from  Ephrata,  Pa.    Tobacco,  81. 

Ripplemead,  Va.,  from  Mount  Clemens,  Mich.    Elm  hoops,  70. 

Rockford,  111.,  to  San  Francisco,  Cal.    Mirrors  and  furniture,  68. 

Rolf,  Okla.,  to  Texas.    Cottonseed  oil,  43. 

Rome,  Miss.,  to  Davenport,  Iowa.    Cypress  lumber,  19. 

St.  Aoiph,  Va.,  from  Washington,  D.  C.    Electric  line  passenger  mte,  406. 

St.  Elmo,  Va.,  from  Washington,  D.  C.    Electric  line  passenger  rate,  406. 

St.  Louis,  Mo.    Warehouse  facilities,  458. 

St.  Louis,  Mo.,  to  Cullman,  Ala.    Bottled  beer,  550. 

St.  Louis,  Mo.,  to  Nogales,  Ariz.    Laundry  soap,  12. 

St.  Louis,  Mo.,  to  Texas  common  points.    Class  and  commodity  rates,  463. 

St.  Louis,  Mo.,  from  Worcester,  Mass.    Fftper  hangings,  1. 

St.  Martins,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

St.  Marys,  Iowa,  from  Clinton,  Iowa.    Iron  bridge  material,  416. 

St.  Fftul,  Minn. — rates  between  interstate  points  within  a  distance  of  510  miles 
from.    Cream  in  cans,  100. 

St.  Paul,  Minn.,  to  Illinois,  Wisconsin,  Washington,  and  North  Dakota.  Sleeping- 
car  rates,  21. 

St.  Paul,  Minn.,  from  Western  Piissenger  Association  territory.    Excursion  rate,  6. 

Sacramento,  Cal.,  to  Trinidad,  Colo.    Beans,  639. 

San  Francisco,  Cal.,  to  and  trom  Phoenix,  Ariz.    Hoises,  571. 

San  Francisco,  Cal.,  from  Rockford,  111.    Furniture  and  minors,  68. 

Sanderson,  Tex.,  to  Soldani,  Okla.    Sheep,  523. 

Seattle,  Wash.,  from  Peoria,  111.    Peanut  roasters,  546 

Seattle,  Wash.,  ht>m  St.  Paul,  Minn.    Sleeping-car  rates,  21. 

Shawano,  Wis.,  from  Louisville,  Ky.    Wooden  tank  material,  412  (413). 

Sherman,  Tex.    Cottonseed  oil.    Transit  privilege,  43. 

Shreveport,  La.,  to  Hamburg  and  Crossett,  Ark.    Fertilizer,  554. 

Shreveport,  La.,  to  Marshall,  Tex.    Sash  weights,  159. 

Silver  Bow,  Mont.,  en  route  trom  Utah  to  North  Dakota.  Apples  and  decidnooi 
fruits,  136. 

Soldani,  Okla.,  from  Dryden  and  Sanderaon,  Tex.    Sheep,  523. 
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Spokane,  Wash.,  from  Milwaukee,  Wis.    Wood-pulp  cartoDfl,  403. 

Springfield,  Maas.,  to  Portland,  Ong,    Gas-mantle  &ibric,  643. 

StephensviUe,  Tex.,  from  lola,  Kans.    Cement,  91. 

Stonelick,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

Stringtown,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

Sturgis,  S.  Dak.,  from  Chicago,  111.    Anthracite  coal,  156. 

Superior,  Wis.,  lrom«St.  Paul,  Minn.    Sleeping-car  rates,  21. 

Tacoma,  Wash.,  from  Klamath  Falls,  Oreg.    Live  stock,  165. 

Tecumseh,  Nebr.,  from  Mound  Valley,  Kans.    Brick,  89. 

Tennessee  from  Alabama.    Yellow-pine  limiber,  450. 

Tennessee  to  East  St.  Louis,  111.    Cottonseed,  37. 

Tennessee  to  and  from  various  points.    Sleeping-car  rates,  25. 

Texas  from  California.    Beans,  638. 

Texas  to  and  from  various  points.    Sleeping-car  rates,  25. 

Texas  common  points  from  St.  Louis,  Mo.    Class  and  conunodity  rates,  463. 

Thebes,  111.,  from  Brilliant,  Ala.,  forwarded  to  Clinton,  Iowa.    Gum  lumber,  98. 

Tishomingo,  Okla.,  to  Galveston,  Tex.    Cottonseed  oil,  43.' 

Toledo,  Ohio,  from  Boston,  Mass.    Spruce  lath  and  lumber,  586. 

Tonopah,  Nev.,  from  Augusta,  Ga.    Cotton  waste,  423. 

Trans-Missouri  territory.    Cement,  588. 

Trans-Missouri  terriUnry.    Conunodity  rates,  307. 

Trinidad,  Colo.,  from  Sacramento,  Cal.    Beans,  638. 

Utah  to  North  Dakota,  via  Silver  Bow,  Mont.    Apples  and  deciduous  fruits,  136. 

Valley  City,  N.  Dak.,  from  Utah.    Apples  and  deciduous  fruits,  136. 

Vaughn,  N.  Mex.,  to  Kansas  City,  Mo.    Sheep,  171. 

Vera  Cruz,  Ohio.    Through  routes  and  joint  rates,  486  (492). 

Virginia  from  Charleston  district,  S.  C.    Vegetables,  190. 

Virginia  from  Washington,  D.  C.    Electric  line  passenger  rates,  232. 

Wahpeton,  N.  Dak.,  from  Utah  points.    Apples  and  deciduous  fruits,  136. 

Washington,  D.  C,  to  McLean,  Va.    Electric  line  passenger  rate,  232. 

Washington,  D.  C,  to  Virginia.    Electric  line  passenger  rate,  406. 

West  Edmeston,  N.  Y.,  to  New  Britain,  Conn.    Lumber,  75. 

West  Port  Arthur,  Tex.,  from  Louisville,  Ky.    Steel  tower  material  412  (413). 

West  Virginia  to  Los  Angeles,  Cal.    Blacksmith  coal,  66. 

Western  Passenger  Association  territory  to  St.  Paul,  Minn.    Excursion  rate,  6. 

Western  Trunk  Line  territory.    Commodity  rates,  307. 

Willard,  Utah,  to  North  Dakota  points.    Apples  and  deciduous  fruits,  136. 

Williamistown,  Vt.,  from  New  Village,  N.  J.    Portland  cement,  95. 

Windsor  Shades,  Va.,  from  Creston,  Ohio.    Elm  hoops,  72. 

Worcester,  Mass.,  to  St.  Louis,  Mo.    Paper  hangings,  1. 

Youngstown,  Ohio,  to  Liberal,  Kans.    Wrought-iron  pipe,  139. 
LOGGING  ROAD. 

Logging  road  held  a  plant  facility  for  purposes  of  present  case,  thou^  it  mi^t  be  a 
common  carrier  for  public  at  large.    Kaul  Lumber  Co.  v.  C.  of  G.  Ry.  Co.  450 
(455). 
LONG  AND  SHORT  HAUL. 

Application  for  relief  from  fourth  section  to  be  considered  later.    Big  Canon  Ranch 
Co.  «.  G.  H.  &  S.  A.  Ry.  Co.  523  (526);  Scheuingr.  L.  &  N.H.  R.  Co.  550  (551). 

Circumstances  in  present  case  justify  exception  to  long-and-short  haul  principle. 
International  Salt  Co.  v.  G.  &  W.  R.  R.  Co.  530  (537). 

Fourth  section  feature  not  considered,  competition  justifying  lower  rate  to  farther- 
distance  point.    Nebraska  Material  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  89. 

Rate  adjustment  apparently  in  conflict  with  fourth  section.    Scott  v.  T.  A  N.  O. 
R.  R.  Co.  167  (168). 
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LOST  TICKET. 
Discriminatory  to  condition  refund  upon  return  of  loet  ticket.    Moore  v.  N.  Y.  & 
L.  B.  R.  R.  Co.    567  (558). 

LOW    RATE. 

Grain  rate,  Buftalo  to  New  York,  is  a  low  rate.  Board  of  Trade  of  Chicago  v.  A. 
C.  R.  R.  Co.    504  (518). 

Quality  of  commodity  and  revenue  per  ton  per  mile  considered,  com  shucks  rate, 
Alexandria,  La.,  to  Brownwood,  Tex.,  appears  to  be  fower  than  Commission 
would  feel  justified  in  requiring.  Browne  Grain  Co.  v,  F.  W.  &  R.  G.  Ry.  Co. 
410  (411). 

Rates  are  usually  lowest  in  those  sections  where  traffic  is  most  dense.  In  re  Ad- 
vances in  Rates — Eastern  Case,  243  (275). 

MAINTENANCE  OF  RATE. 
Lower  rate  voluntarily  established;  no  future  rate  ordered.    Barrett  M%.  Co.  v.  C. 

M.  &  St.  P.  Ry.  Co.    79  (80). 
Reparation  awarded  but  reduced  rate  not  required  to  be  maintained.    BaitOMUi 

Furniture  &  Carpet  Co.  v.  C.  R.  I.  &  P.  Ry.  Co.  496  (497). 

MANAGEMENT. 

Before  any  general  advance  can  be  permitted,  it  must  appear  that  cairiera  have 
exercised  proper  economy  in  conduct  of  their  business.  In  re  Advances  in 
Rates— Eastern  Case,  243  (305). 

Conmiission  is  not  manager  of  railroads.  In  re  Advances  in  Rates — ^Western  Caae, 
307  (317). 

Cost  figures  indicate  that  under  skillful  management  additional  tonnage  may  be 
handled  under  higher  wslges  without  increasing  cost  of  service.  In  re  Advances 
in  Rates— Western  Case,  307  (378). 

Increase  in  railroad  efficiency.  Railroad  Commission  of  Tex.  v.  A.  T.  <&  S.  F.  Ry. 
Co.  463  (481). 

It  is  not  apparent  that  public  should  stand  responsible  for  mistakes  made  in  man- 
agement of  railroads.  In  re  Advances  in  Rates — Eastern  Case,  243  (267);  Arling- 
ton Heights  Fruit  Exchange  v,  S.  P.  Co.  106  (122). 

Railroads  must  be  maintained  in  state  of  high  efficiency.  In  re  Advances  in  Ratefr— 
Eastern  Case,  243  (262). 

Railroad  management  should  be  most  progressive.  In  re  Advances  in  Ratee— 
Western  Case,  307  (317). 

Rates  can  not  be  advanced  because  of  wasteful,  comiptr  or  indifferent  manage- 
ment.   In  re  Advances  in  Rates — Western  Case,  307  (333). 

Something  should  be  expected  from  introduction  of  additional  ec(momies.  In  re 
Advances  in  Rates— Eastern  CJase,  243  (285). 

MARKET  VALUE. 
Market  value  of  conunodity  considered  in  determining  claaaification.    Nqcoa 

Butter  Co.  v.  E.  R.  R.  Co.  174  (175). 
Market  value  of  railroad  property  discussed.    Railroad  Commission  of  Tex.  v. 

A.  T.  &  S.  F.  Ry.  Co.  463  (474). 
Market  value  of  stock  should  be  considered  but  such  rates  can  not  be  allowed  am 

will  guarantee  prices  at  which  stock  was  bought.    In  re  Advances  in  Rates — 

Eastern  Case,  243  (260). 

MARKETS.    See  also  Advantage. 
All  markets  can  not  be  opened  to  every  producing  point.    In  re  Advances  in  Rates — 

Western  Case,  307  (354). 
Each  market  has  right  to  insist  upon  rate  adjustment  that  is  bar.    Board  of  Trade 

of  Chicago  v.  A.  C.  R.  R.  Co.  504  (607). 
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MARKING  PACKAGES. 

All  questions  as  to  murking  packages  ought  to  be  settled  before  carrier  accepts 
goods,  reasonable  rules  as  to  marking  and  packing  being  propo*.  G.  H.  Algert 
Co.  V.  D.  &  R.  G.  R.  R.  Co.  93  (94). 

Rule  condenined  which  provided  for  higher  rate  on  packages  not  properly  marked; 
reparation  awarded.    C.  H.  Algert  Co.  v,  D.  &  R.  G.  R.  R.  Co.  93  (94). 

Rule  neither  unreasonable  nor  discriminatory  which  required  low-priced  cotton- 
^tory  products  to  be  plainly  marked  on  outside  of  package  and  stated  in  bill 
of  lading  in  order   to  secure  lower  rate  dependent  upon  value;  reparation 
denied.    Muse  Bros.  Co.  v.  C.  R.  I.  &  P.  Ry.  Co.    235  (236). 
BIAXIMUM  RATE. 

Congress  has  not  fixed  a  body  of  maximum  rates.    In  re  Advances  in  Rates — 
Western  Case,  307  (314). 
MEASURE  OF  RATE.    See  also  Reasonable  Rate. 

Elements  to  be  considered  in  determining  reasonable.  In  re  Advances  in  Rates- 
Eastern  Case,  243  (256). 

It  may  not  answer  public  needs  to  always  measiu'e  rates  by  any  fixed  standard, 
but  deviations  from  standard  should  be  made  primarily  with  regard  to  public 
advantage,  rather  than  to  volume  of  freight  which  carrier  may  secure.  In  re 
Advances  in  Rates — Western  Case,  307  (355). 

There  can  be  no  rule  whereby  definite  absolute  maximum  limit  of  reasonableness 
can  be  fixed  with  certainty  of  a  demonstration.  Anadarko  Cotton  Gil  Co.  t^. 
A.  T.  A  S.  F.  Ry.  Co.  43  (49). 

Under  regulation  a  reasonable  rate  is  one  which  shipper  should  pay  in  justice  to 
carrier  which  renders  service.  In  re  Advances  in  Rates — ^Western  Case,  307 
(356). 

With  exception  of  long-and-short-haul  provisions,  law  does  not  prescribe  measure 
of  reasonableness;  facts,  circumstances  and  conditions  therefore  to  be  consid- 
ered.   East  St.  Louis  Cotton  Oil  Co.  v,  St.  L.  A  S.  F.  R.  R.  Co.  37  (42). 
MEETING  RATE. 

Carrier  with  long  haul  not  obliged  to  meet  rate  of  short-line  competitor.  Georgia- 
Carolina  Brick  Co.  v.  S.  Ry.  Co.  148  (149). 

Commission  hardly  prepared  to  find  that  discrimination  necessarily  results  from 
fact  that  all-rail  carriers  insist  upon  meeting  lake-and-rail  rate.    Board  of  Trade 
of  Chicago  v.  A.  C.  R.  R.  Co.  504  (509). 
MEXICAN  RATE.    See  Foreign  Rate. 
MICHIGAN  CENTRAL  R.  R.  CO. 

History  and  operation.    In  re  Advances  in  Rates— Eastern  Case,  243  (303). 
MIDNIGHT  TARIFF. 

Short-term  commodity  rates  suggestive  of  midnight  tariff.    Du  Pont  de  Nemours 
Powder  Co.  r.  D.  &  N.  R.  R.  Co.  83  (85). 
MILLING  IN  TRANSIT.    See  TaANsrr  Privilegk. 
MINIMUM.    See  aUo  Weight. 

Reduction  in  minimum  without  increase  in  rate  per  100  pounds  would  reduce  car- 
load earnings  and  be  equivalent  t4)  reduction  in  rate;  reduced  minimum  carload 
weight  denied.    Georgia  Fruit  Exchange  v.  S.  Ry.  Co.  623  (630). 

Wliere  apples  are  given  a  lower  rate  than  other  deciduous  fruits  they  are  subject  to 
higher  minimum  weights.    Stacy  &  Sons  v.  O.  S.  L.  R.  R.  Co.  136  (137). 
MISQUOTATION. 

Initial  carrier  liable  in  reparation  where  it  published  joint  through  rate  in  which 
connecting  lines  had  not  concurred,  combination  rate  legally  applicable  being 
found  unreasonable.    Texico  Transfer  Co.  v.  L.  A  N.  R.  R.  Co.  17  (18). 

Published  rate  must  be  paid  and  collected  regardless  of  rate  quoted;  reparation 
denied.    Scott  v.  T.  A  N.  O.  R.  R.  Co.  167  (168). 
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MISROUTING. 

After  unrouted  ahipment  had  moved,  agent's  signing  bill  of  lading  containing  loot- 
ing could  not  render  carrier  liable  for  misrouting.  Bookwalter  Wheel  Co.  v.  T. 
C.  R.  R.  Co.  603  (605). 

Carrier  relieved  of  duty  of  ascertaining  whether  shipment  could  be  forwarded  via 
cheaper  route  where  instructions  are  given.  West  Oregon  Lumber  Co.  v.  A.  d 
C.  R.  R.  R;  Co.  151  (152). 

Carrier  can  not  disregard  routing  instructions  without  incurring  liability  for  result- 
ing damages.    Noble  v.  J.  L.  C.  &  E.  R.  R.  Co.  520  (522). 

Connecting  line,  failing  to  observe  reconsignment  order,  liable  in  reparation  formiA- 
routing.    Noble  v,  J.  L.  C.  A  E.  R.  R.  Co.  520. 

Immaterial  that  longer  route  was  selected  as  same  rate  applicable  via  both  routes. 
Browne  Grain  Co.  v.  F.  W.  A  R.  G.  Ry.  Co.  410. 

Initial,  not  intermediate,  carrier  liable  in  damages  for  misrouting.  Pli^ten  Pn^ 
duce  Co.  v.  K.  L.  S.  &  C.  Ry.  Co.  543. 

Instructions  followed;  no  misrouting.  Empire  Wall-Paper  Co.  i;.  B.  A  M.  R.  R.  1; 
Independent  Supply  Co.  v,  C.  &  P.  R.  R.  Co.  66;  Parfrey  t^.  C.  M.  &  St.  P.  Ry. 
Co.  104  (105);  West  Oregon  Lumber  Co.  v.  A.  &  C.  R.  R.  R.  Co.  151  (152). 

Instructions  were  to  use  most  direct  route  with  through  rate;  no  rate  applicable  from 
origin  to  destination;  shipment  forwarded  via  circuitous  route;  rate  via  route  used 
not  unreasonable,  but  reparation  awarded  on  basis  <rf  subsequently  eotablished 
rate  via  more  direct  route.    Samuels  &  Co.  v.  St.  L.  S.  W.  Ry.  Co.  646  (648). 

Jurisdiction  exists  to  award  rate  damages  resulting  from  misrouting.  Noble  v, 
J.  L.  C.  &  E.  R.  R.  Co.  620  (522). 

No  misrouting  to  forward  unrouted  shipment  via  one  route,  though  terminal  deliv- 
ery more  satisfactory  to  consignee  could  have  been  secured  without  additional 
charge  via  another  available  route.    Bookwalter  Wheel  Co.  v.  T.  C.  R.  R.  Co.  603. 

No  misrouting  to  forward  unrouted  shipment  via  one  route,  though  reconsignmept 
privilege  was  permitted  over  another  available  route.  Oeecent  Lumber  Co.  v. 
I.  C.  R.  R.  Co.  228. 

Refund  authorized  for  overcharge  caused  by  misrouting.  Beekman  Lumber  Co. 
t;.  I.  C.  R.  R.  Co.  98. 

Reparation  awarded  for  idling  to  route  via  lower  combination.  C.  H.  Algert  Co. 
V.  D.  &  R.  G.  R.  R.  Co.  93  (94). 

Shipment  should  have  moved  across  lake  via  car  ferry.    Platten  Produce  Co.  v. 
K.  L.  S.  &  C.  Ry.  Co.  543. 
MISSOURI,  KAJJSAS  &  TEXAS  SYSTEM. 

Capitalization.    Railroad  Commission  of  Tex.  v.  A.  T.  &  S.  F.  Ry.  (>>.  463  (474). 
MIXED  CARLOAD. 

Cracked  and  whole  com;  reduction  ordered.  McCaull-Dinsmore  Co.  v.  C.  M.  d 
St.  P.  Jly.  Co.  15. 

Looking-glasses  and  furniture.    O'Brien  Conmiercial  Co.  v.  C.  &  N.  W.  Ry.  Co.  68. 

Tariff  providing  more  advantageous  rates  and  mixed  carload  privileges  for  build- 
ing and  roofing  paper  than  for  building  and  roofing  felt,  other  than  wool  felt, 
unreasonable.    Barrett  Mfg.  Co.  v.  C.  M.  &  St.  P.  Ry.  Co.  79  (80). 
MONOPOLY.    See  also  ANTmvarr' Act, 

Railroad  is  a  monopoly;  its  rates  are  not  made  under  influence  of  competition.    In 
re  Advances  in  Rates— Eastern  Case,  243  (280). 
NEW  YORK  CENTRAL  &  HUDSON  RIVER  R.  R.  CO. 

History  and  operations.    In  re  Advances  in  Ratee— Eastern  Case,  243  (297). 
NEWS  STAND. 

Newsstand  at  station  is  no  part  of  transportation  service.  Southweston  Plodoce 
Distributers  v.  W.  R.  R.  Co.  458  (460). 
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NON AGENCY  STATION. 

Bookwalter  Wheel  Co.  r.  T.  C.  R.  R.  Co.  603. 
OBSOLESCENCE. 
Cost  of  coDBtniction  should  contain  no  ^tor  of  obsolescence;    when  a  thing  goes 

out  of  service,  its  value  should  be  written  off.    In  re  Advances  in  Rates — East- 
ern Case,  243  (271). 
Railroad  may  properly  accumulate  funds  to  meet  obsolescence,  unless  this  charge 

is  taken  care  of  in  maintenance.    In  re  Advances  in  Rates — Western  Case, 

307(336). 
OFFICIAL  CLASSIFICATION  TERRITORY. 

Described.    In  re  Advances  in  Rates — Eastern  Case,  243  (245). 
OPERATING  EXPENSES. 
Cost  of  operating  main  lines  as  distinguished  from  branch  lines.    In  re  Advances  in 

Ratee— Western  Case,  307  (369). 
Distribution  of  operating  expenses  between  conducting  transportation,  maintenance 

of  way  and  structures,  and  maintenance  of  equipment.    In  re  Advances  in  Rates — 

Western  Case,  307  (367). 
Operating  expense  as  element  to  be  considered  in  determining  reasonableness  of 

rate.    In  re  Advances  in  Rates — Eastern  Case,  243  (261). 
Permanent  improvements  not  part  of  operating  expense.    In  re  Advances  in 

Rates— Eastern  Case,  243  (266). 
Segregation  of  passenger  and  freight  expenses.    In  re  Advances  in  Rates — Eastern 

Case,  243  (254);   In  re  Advances  in  Rate*— Western  Case,  307  (357). 
ORANGES. 
Oranges  possibly  to  be  classed  among  luxuries;    their  value;    risk,  and  loading. 

Commercial  Club  of  Omaha  v.  S.  P.  Co.  631  (635). 
Oranges;  their  movement  under  ventilation,  refrigeration,  and  precooling.    Arling- 
ton Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (117). 
ORDER.    See  also  Rehearing. 
Carriers  required  to  cancel  advanced  rates,  but  no  order  entered.    In  re  Advances 

in  Rates — Eastern  Case,  243  (306);    In  re  Advances  in  Rates — ^Western  Case, 

307  (379). 
OVERCHARGE. 
Carrier  ought  promptly  to  refund  plain  overcharges.    National  Refrigerator  & 

Butcher  Supply  Co.  v.  I.  C.  R.  R.  Co.  64. 
Demurrage  must  be  refunded  where  charges  resulted  from  carrier's  wrongful  refusal 

to  deliver  until  excessive  rate  was  paid.    Schulx  Co.  v.  C.  M.  &  St.  P.  Ry.  Co. 

403  (405). 
Order  entered  for  refund  of  overcharge.    National  Refrigerator  &  Butcher  Supply 

Co.  V.  I.  C.  R.  R.  Co.  64  (66);  Wheeler  Lumber,  Bridge  &  Supply  Co.  v.  A.  &  C.  R. 

R.  R.  Co.  10  (11). 
Overcharge  admitted.    Browne  Grain  Co.  v.  G.  C.  &  S.  F.  Ry.  Co.  163;    Edison 

Portland  Cement  Co.  v.  D.  L.  &  W.  R.  R.  Co.  95  (§6). 
Overcharge  resulted  from  failure  to  apply  lowest  combination,  in  absence  of  joint 

through  rate.    Alpha  Portland  Cement  Co.  v.  P.  R.  R.  Co.  640  (642). 
Refund  authorized  for  overcharge  caused  by  misrouting.    Beekman  Lumber  Co. 

V.  I.  C.  R.  R.  Co.  98. 
Straight  overcharge;    no  order  required.    American  Cigar  Co.  v.  P.  &  R.  Ry.  Co. 

81;  Georgia-Carolina  Brick  Co.  v.  S.  Ry.  Co.  148  (149);   Nati<mal  Refrigerator  A 

Butcher  Supply  Co.  v.  I.  C.  R.  R.  Co.  64  (65);  Pacific  Coast  Bwcuit  Co.  v.  S.  P.  d  S. 

Ry.  Co.  546  (549);   Riverside  Mills  v,  G.  R.  R.  423  (424). 
PACKAGE  RATES. 
No  objection  to.    National  League  of  CommisBion  Merchants  of  U.  8.  v.  A.  C.  L.  R.  R. 

Co.  132  (135). 

90982°— VOL  20— 11 48  .   * 


716  nsTDEx. 

PACKING. 

Application  of  present  minimum  weights  to  millinery  packed  in  pasteboard  or 
Btrawboard  boxes  not  unreasonable;  nor  is  refusal  to  accept  such  shipments 
when  not  crated.    Millinery  Jobbers  Asso.  v.  American  Express  Co.  498. 

Application  of  present  minimum  weights  to  shipments  in  corrugated  paper  or  pulp 
cartons  of  certain  size»  when  uncrated,  imreasonable.  Millinery  Jobbers  Asso. 
V.  American  Express  Co.  498. 

Carrier  may  refuse  to  accept  shipments  in  improper  containers;  it  is  reasonable  to 
discourage  imsafe  shipping  methods  and  imsafe  cases.  Millinery  Jobbers  Asso. 
V.  American  Express  Co.  498  (502). 

Carrier  may  establish  reasonable  regulations  requiring  proper  packing  before  accept- 
ance of  goods.    C.  n.  Algert  Co.  v.  D.  &  R.  G.  R.  R.  Co.  93  (94). 

PAPER  RATE. 
Rate  based  on  reconsignment  rate  was  a  paper  rate  because  of  possible  manipulft- 
tion.    Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606  (609). 

PARALLEL  LINE. 
Commission  ordinarily  will  not  assist  one  carrier  to  secure  traffic  reasonably  tribu- 
tary to  another  road  by  requiring  through  routes  and  joint  rates.    Cincinnati  A 
Columbus  Traction  Co.  v.  B.  d  O.  S.  W.  R.  R.  Co.  486  (492). 

PARTIES. 
Before  amendment  of  I9I0,  a  lateral  line  filed  complaint  for  switch  connection;  sub* 

sequently  letters  were  received  from  shippers  asking  to  be  made  co-complainants; 

before  submission  of  case,  act  was  amended  permitting  lateral  lines  to  file  such 

complaints;  held,  proper  parties  were  before  Commission.    Cincinnati  &  Colum- 
bus Traction  Co.  v,  B.  &  0.  S.  W.  R.  R.  Co.  486  (489). 
Carriers  under  joint  through  rate  are  severally  liable  for  damages  from  violation  oi 

act  in  which  they  participate.    Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606  (610). 
Commission  stands  for  entire  public,  including  railways,  nor  merely  for  technical 

rights  of  individual  shipper.    In  re  Advances  in  Rates — Eastern  Case,  243  (250); 

In  re  Advances  in  Rate*— Western  Case,  307  (315). 
Complainant  died  after  complaint  filed;  widow  substituted  as  complainant.    Bulah 

Coal  Co.  V.  P.  R.  R.  Co.  52. 
Complaint  brought  by  conmiission  merchants  and  others;  reparation  to  be  awarded. 

National  League  of  Conmiission  Merchants  of  U.  S.  v.  A.  C.  L.  R.  R.  Co.  132  (135). 
Connecting  line,  failing  to  observe  reconsignment  order,  liable  in  reparation  for 

•niflrouting.    Noble  v,  J.  L.  C.  &  E.  R.  R.  Co.  520  (522). 
Difficult  to  award  damages  to  a  complainant  carrier  on  account  of  rates  in  estab- 
lishment and  division  of  which  it  was  a  party.    Kaul  Limiber  Co.  v.  C.  of  G.  Ry. 

Co.  450  (454). 
Dismissal  without  prejudice  on  accoimt  of  nonjoinder  of  certain  carrien.    Bazr 

Chemical  Works  v.  P.  A  R.  Ry.  Co.  77. 
Initial,  not  connecting  line,  liable  in  damages  for  misrouting.    Platten  Produce 

Co.  V.  K.  L.  S.  A  C.  Ry.  Co.  543. 
Initial  carrier  liable  in  reparation  to  shipper  where  it  published  joint  thiou^  rate 

in  which  connecting  lines  therein  named  had  not  concurred,  combination  rate 

legally  applicable  being  found  unreasonable.    Texico  Transfer  Co.  v.  L.  A  N. 

R.  R.  Co.  17  (18). 
Rate  not  paid  by  complainant;  no  order  for  reparation  entered.    FiillertcHi  PoweD 

Hardwood  Lumber  Co.  v.  V.  A  S.  W.  Ry.  Co.  86  (88);  Kaul  Lumber  Co.  v.  C.  of  G. 

Ry.  Co.  450  (454);  Rosenblatt  A  Sons  v.  C.  A  N.  W.  Ry.  Co.  447  (448). 
Rates  of  carrier  not  made  party  defendant  held  not  to  be  in  issue.     Memphis 

Freight  Bureau  v.  St.  L.  S.  W.  Ry.  Co.  33  (36). 
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PARTIES— Continued. 
Shipper  has  standing  before  Commission  though  no  interest  in  traffic  concerned. 

In  re  Advances  in  Rates — Western  Case,  307  (315). 
Whether  assignee  can  maintain  proceedings  in  his  own  name  to  recover  reparation, 
not  decided.    O'Brien  Commercial  Co.  v.  C.  &  N.  W.  Ry.  Co.  68  (69). 
PASSENGER  RATE.    SeenUo  Couuvtatios  Ratb. 
Passenger  rates  on  electric  line,  Washington,  D.  C,  to  Virginia  points,  unreason- 
able; reduction  required.    Beall  v,  W.  A.  &  M.  V.  Ry.  Co.  406  (409). 
Total  charge  of  30  cents  per  passenger,  consisting  of  a  toll  of  25  cents  and  mileage, 
for  passage  across  Dubuque  bridge,  not  unreasonable.    Railroad  Commissioners 
of  Iowa  V.  I.  C.  R.  R.  Co.  181. 
PAST  RATE. 
Presumption,  from  long  maintenance,  that  rate  was  sufficiently  high  may  be  weak- 
ened by  showing  that  past  rate  was  induced  by  competition.    Audley  Hill  &  Co. 
V,  S.  Ry.  Co.  225  (226);  Commercial  Club  of  Omaha  r.  S.  P.  Co.  631  (636). 
PEACHES. 
Picking,  packing,  loading,  and  refrigeration.    Georgia  Fruit  Exchange  v.  S.  Ry. 
Co.  623. 
PENNSYLVANIA  CO. 

History  and  operation.    In  re  Advances  in  Rates— Eastern  Case,  246  (294). 
PENNSYLVANIA  R.  R.  CO. 

History  and  operation.    In  re  Advances  in  Rates— Eastern  Case,  243  (291). 
PERCENTAGE  RATE. 
Competitive  rate  on  salt,  New  York  to  Chicago,  need  not  be  scaled  by  percentages 
to  intermediate  points  in  C.  F.  A.  territory.    International  Salt  Co.  v.  G.  &  W. 
R.  R.  Co.  530. 
PERISHABLE  FREIGHT. 
In  shipment  of  fruit,  distance,  time  in  transit  and  dispatch  are  of  prime  importance. 
Stacy  &  Sons  v.  O.  S.  L.  R.  R.  Co.  136  (138). 
PERSONALITY. 
Rates  on  coal  applicable  only  to  shipments  of  certain  consignors  or  consignees, 
condemned.    In  re  Restricted  Rates,  426. 
PIECEMEAL. 
Ordinarily  reparation  will  not  be  awarded  unless  claimed  before  submission  of 
case;  reparation  denied.    Freeman  Lumber  Co.  v.  St.  L.  I.  M.  d  S.  Ry.  Co. 
612  (613). 
PITTSBURG,  CINCINNATI,  CHICAGO  &  ST.  LOUIS  RY.  CO. 

History  and  operation.    In  re  Advances  in  Rates— Eastern  Case,  243  (296). 
PLANT-FACLLITY. 
Logging  road,  which  might  be  a  common  carrier  for  public  generally,  held  a  plant- 
facility  for  purposes  of  this  case.    Kaul  Lumber  Co.  v.  C.  of  G.  Ry.  Co.  450  (455). 
POLICE  POWER. 
Local  law  can  not  be  permitted  to  operate  as  an  impediment  to  movement  of  inter- 
state traffic.    Cincinnati  &  Columbus  Traction  Co.  v.  B.  &  O.  S.  W.  R.  R.  (3o. 
486  (487).* 
POOR  ROAD.    See  Wiak  Link. 
PORT  DIFFERENTIALS. 
Application  for  wider  differentials  on  ex-lake  grain  in  favor  of  Baltimore,  dis- 
missed; pending  case  presents  same  subject.    Board  of  Trade  of  Chicago  v.  A.  C. 
R.  R.  Co.  604  (518). 
PORT  OF  CALL. 
Commission  has  no  authority  to  compel  boat  lines  to  run  boats  to  Ashland.    City 
of  Ashland  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  3  (5). 
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POSTING  TARIFF. 
Rate,  filed  with  GommiflBioii,  but  not  posted  at  station,  unreaaonable  to  extent  that 

it  exceeded  combination  of  locals.    Alpha  Portland  Cement  Go.  v,  P.  R.  R.  Co. 

640  (642). 
Reparation  awarded  against  initial  carrier  which  publidied  j<Hnt  through  rate  in 

which  connecting  lines  named  therein  had  not  concurred,  combination  late 

legally  applicable  being  found  unreasonable.    Texico  Transfer  Go.  v,  L.  &.  N. 

R.  R.  Co..  17  (18). 
Unlawful  not  to  publish  rates  and  charges;  but,  though  rate  chazged  was  not  a  tariff 

rate,  jurisdiction  exists  to  determine  reasonableness  and  award  reparation.     QoL" 

denbeig  v.  Clyde  S.  S.  Co.  527  (528);  Maxwell  v.  W.  F.  &  N.  W.  Ry.  Go.  197  (198). 

POTENTIAL  COMPETITION. 
Potential  competition  considered  in  fixing  rates.    Andley  Hill  d  Co.  v.  S.  Ry.  Go. 

225  (226). 

PRACTICE  AND  PROCEDURE. 
Commission  has  endeavored  to  simplify  its  practice  and  procedure,  without  pennit- 
ting  technical  matters  to  interfere  with  substantial  results,    dndmiftti  &  Colum- 
bus Traction  Co.  v.  B.  <&  0.  S.  W.  R.  R.  Co.  486  (489). 

PRECOOLING. 
Additional  charges  in  connection  with  precooled  shipments.    Arlington  Heights 

Fruit  Exchange  v.  S.  P.  Co.  106  (120). 
Carrier's  entire  duty  is  discharged  when  it  places  precooled  car  on  its  train  and  hauls 

it  to  destination.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (116). 
Fruit  may  be  safely  transported  imder  precooling  method.    Arlington  Heists 

Fruit  Exchange.!^.  S.  P.  Co.  106  (113);  Georgia  Fruit  Exchange  v.  S.  Ry.  Co. 

623  (626). 
Precooling  charges  on  oranges,  California  to  east,  found  imreasonable.    Ariington 

Heights  Fruit  Exchange  v,  S.  P.  Co.  106  (123). 
Precooled  shipments,  without  additional  compensation,  are  more  desirable  trafiSc 

than  either  ventilated  or  refrigerated  movement.    Arlington  Heights  Fruit  Ex- 
change V,  S.  P.  Co.  106  (121). 
Shipper  not  obliged  to  submit  fruit  to  hazard  of  precooling  which  carrier  declines 

to  guarantee;  shipper  has  right  to  precool  and  preice  his  shipment.    Arlington 

Heights  Fruit  Exchange  v,  S.  P.  Co.  106  (119, 120). 

PREFERENCE.    See  also  Disadvantage,  Discrimination. 
Good  faith  will  not  save  a  transaction  from  condemnation  if  it  involves  unjust 

preferences.    Federal  Sugar  Refining  Co.  v.  B.  d  O.  R.  R.  Co.  200  (215). 
Intermediate  point  was  not  imduly  prejudiced  by  maintenance  of  lower  rate  to 

farther-distance  point,  there  being  no  competition  nor  resulting  damages.    Scheu- 

ing  V.  L.  &  N.  R.  R.  Co.  550  (551). 
No  unjust  preference  resulted  from  granting  to  one  auction  company  exclusive 

warehouse  ^tcilities  at  terminal.    Southwestern  Produce  Distributers  v.  W.  R.  R. 

Co.  458. 
Proportional  rate  on  tankage,  Ottumwa,  Iowa,  to  Ohio  River,  was  hi^er  than  pro- 
portional from  Kansas  City  to  Ohio  River;  lower  rate,  subsequently  extended  to 

Ottumwa,  was  a  compelled  rate;  previous  rate  adjustment  held  not  unduly 

preferential.    Moirell  &  Co.  t;.  C.  B.  &  Q.  R.  R.  Go.  400. 
Restricting  rates  to  certain  consignors  or  consignees  or  when  commodity  is  put  to  a 

particular  use  is  a  violation  of  section  3.    In  re  Restricted  Rates»  426  (437). 
Same  distance  from  A  to  B  as  from  A  to  C;  rate  to  G  was  lower;  no  unjust  preference 

because  of  competitive  conditions.    Blake  &  Son  Hardware  St  Mfg^  Co.  v.  B.  A  0. 

R.  R.  Co.  139  (140). 
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PREFERENCE-<5oiitinued. 
Undue  preference  resulted  from  granting  transit  privilege  on  lumber  at  Memphis 

and  denying  it  at  Cairo  under  existing  rate  adjustment;  damages  awarded.    Send- 

heimer  Co.  v.  I.  C.  R.  R.  Co.  606. 
Undue  preference  resulted  from  pa3rment  of  lighterage  allowance  to  one  shipper 

while  refusing  such  allowance  to  another  shipper  perf<»rming  same  service.    Fed- 
eral Sugar  Refining  Co.  t;.  B.  &  O.  R.  R.  Co.  200. 
Undue  preference  resulted  from  coal-car  distribution  rules;  shipper  is  entitled  not 

only  to  receive  &ir  prop(»tion  and  use  of  carrier's  equipment,  but  may  protest 

against  competitor's  being  given  a  supply  of  cars  in  excess  of  his  just  proportion. 

Bulah  Coal  Co.  v,  P.  R.  R.  Co.  62  (54). 
Undue  preference  resulted  from  demand  for  higher  charges  than  demanded  of  old 

subscribers  for  same  telephone  service  and  facilities.    Shoemaker  v,  C.  A  P.  Tel. 

Co.  614  (621). 
Zone  system  oi  commutation  fiunes  held  not  unduly  prejudicial.    Boyle  v,  Q.  F.  & 

O.  D.  R.  R.  Co.  232  (234). 
PREICING.    Su  Prbcoolino. 
PREJUDICE,    i^ee  Preference. 
PRESUMPTION. 
Carriers  are  presumed  to  act  in  good  ^th.    Anadarko  Cotton  Oil  Co.  v.  A.  T.  A.  S. 

F.  Ry.  Co.  43  (50). 
No  presumption  of  law  that  rate,  condemned  as  unreasonable  or  reduced  by  carrier, 

was  unreasonable  for  any  particular  period  in  past.    Anadarko  Cotton  Oil  Co.  v. 

A.  T.  A  S.  F.  Ry.  Co.  43  (50);  Riverside  Mills  v.  G.  R.  R.  423  (425). 
No  presumption  of  unreasonableness  arises  from  theory  that  advanced  rates  were 

established  as  result  of  agreement  among  carriers.    Railroad  Commission  of  Tex. 

V.  A.  T.  A  S.  F.  Ry.  Co.  463  (465). 
Presumption,  from  long  maintenance,  that  rate  was  sufficientiy  hi^  may  be  weak- 
ened by  showing  that  past  rate  was  induced  by  competition.    Audley  Hill  ds  Co. 

V.  S.  Ry.  Co.  225  (226);  Commercial  Club  of  Omaha  v.  S.  P.  Co.  631  (636). 
Tliere  is  a  strong  presumption  that  rates  largely  the  product  of  competition  are 

reasonable  rates.    In  re  Advances  in  Rates — Eastern  Case,  243  (259). 
PRIVATE  EQUIPMENT. 
Carrier  may  insist  upon  furnishing  all  equipment  needed  for  movement  of  precooled 

shipments  and  might  decline  to  use  equipment  furnished  by  shippers.    Arlington 

Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (118). 
Discrimination  alleged  because  of  refusal  to  permit  complainant  to  purchase  some 

cars,  in  refusal  to  permit  use  of  cars  by  complainant  while  permitting  such  use  by 

others,  and  in  temporarily  keeping  out  of  service  other  cars  of  complainant,  pend- 
ing dispute  as  to  terms  of  contract.    Bulah  Coal  Co.  v.  P.  R.  R.  Co.  52  (55). 
PRIVATE  TRACK. 
Carrier  may  insist  upon  release  from  liability  for  fires  on  complainant's  premises  as 

condition  precedent  to  operation  of  private  sidetrack.    Imperial  Wheel  Co.  v. 

St.  L.  I.  M.  &  S.  Ry.  Co.  56  (59). 
Carrier  required  to  deliver  live  stock  to  complainant's  sidetrack.    Baltimore 

Butchers  Live  Stock  Co.  v,  P.  B.  A  W.  R.  R.  Co.  (128). 
PRIVILEGES. 
Carrier  must  accord  lighterage  privilege  and  make  same  allowance  to  competitor  in 

same  business,  reaching  same  market,  as  is  accorded  to  favored  shipper.    Federal 

Sugar  Refining  Co.  v.  B.  A  O.  R.  R.  Co.  200  (213). 
Coaunisiion  does  not  endeavor  to  establish  or  extend  transit  privileges  in  absence 

ol  discrimination,  proof  of  which  is  wanting  in  this  caee.    Anadarko  Cotton  OO 

Co.  V.  A.  T.  &  S.  F.  Ry.  Co.  43  (47). 
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PRIVILEGES— Continued. 
No  unjust  preference  to  give  one  auction  company  exclusive  warehouse  ^ilities  at 

terminals.    Southwestern  Produce  Distributers  v.  W.  R.  R.  Co.  458. 
Transit  privilege  held  applicable  from  station  not  specifically  mentioned  in  tariff; 

reparation  awarded.    Henry  v.  E.  Ry.  Co.  171  (172). 
Transit  privil^e  temporarily  withdrawn  through  inadvertence;  reparation  awarded 

on  shipments  moving  during  period  when  privilege  was  not  permitted.    Crescent 

Lumber  Co.  v.  M.  A  0.  R.  R.  Co.  230. 
Yarding-in-transit  privilege  on  limiber,  granted  at  Memphis  and  denied  at  Cairo, 

resulted  in  imjust  discrimination  under  existing  rate  adjustment;   damages 

awarded.    Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606. 
PROFITS.    See  also  Revenue. 
Loss  of  profits  due  to  inability  to  compete  in  common  markets  can  not  become  sub- 
ject of  reparation.    Sondheimer  Co.  v,  I.  C.  R.  R.  Co.  606  (608). 
Profits  of  shippers,  not  a  test  of  reasonableness  of  rate.    Truck  Growers  Asso.  v.  A. 

C.  L.  R.  R.  Co.  190  (195). 
PROHIBITION  LAW. 
Probable  effect  of  state  prohibition  law  upon  tonnage,  immaterial.    Scheuing  v. 

L.  &  N.  R.  R.  Co.  550  (552).    * 
PROHIBITIVE  RATE. 
Prohibitive  rate  will  result  in  loss  of  revenue.    Railroad  CcnmnisBion  of  Tex.  v. 

A.  T.  &  S.  F.  Ry.  Co.  463  (482). 
Rate  so  high  that  traffic  would  not  move.    In  re  Investigation  of  Advances  in  Rates 

on  Cement,  588  (596.) 
PROPORTIONAL  RATE. 
Proportional  rate,  like  any  other  rate,  should  be  open  to  all  shippers.    In  re  Re- 
stricted Rates,  426  (436). 
Proportional  third  class  rate  applicable  only  on  shipments  from  Atlantic  seaboard 

did  not  apply  to  movements  of  cotton  piece  goods  for  which  conunodity  rate  was 

maintained.    Wheeler  &  Motter  Mercantile  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  141. 
Proportional  rate  reduced  to  basb  of  competitive  proportional  rate;  reparation  de- 
nied on  basis  of  reduced  rate.    Morrell  &  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  400. 
Rate  restricted  to  shipments  destined  beyond  Thebes  held  inapplicable  to  shipment 

billed  to  Thebes  proper,  despite  intent  to  reconsign  beyond  Thebes.    Beekman 

Lumber  Co.  v,  I.  C.  R.  R.  Co.  98  (99). 
PROSECUTION.    See  Cbiminal  Prosecution. 
PUBLIC  AGENCY. 

Carrier,  a  public  agency.    In  re  Advances  in  Rates — ^Western  Case,  307  (357). 
PUBLIC  DEMANDS. 
Demands  of  public  will  continue  to  grow.    In  re  Advances  in  Rates — Eastern 

Case,  243  (285). 
Public  is  demanding  a  better  and  safer  railroad.    In  re  Advances  in  Rates — Eastern 

Case,  243  (276). 
PUBLIC  INTEREST. 
Commission  stands  for  entire  public,  including  railways.    In  re  Advances  in 

Rates— Eastern  Case,  243  (250). 
Every  rate  question  is  a  public  question.    In  re  Advances  in  Rates — Westsni 

Case,  307  (315). 
Increase  in  carriers*  revenues  resulting  from  enforcement  of  law  accrues  abo  to 

public.    Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (620). 
Not  much  importance  to  public  by  what  route  traffic  is  handled.    Board  of  TVade 

of  Chicago  v.  A.  C.  R.  R.  Co.  504  (507). 
Probable  effect  upon  oil  business  should  be  known  before  lower  rate  be  required 

for  petroleum  than  for  its  finished  products.    National  Refining  Co.  v.  C.  C.  C. 

&  St.  L.  Ry.  Co.  649  (650). 
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PUBLIC  POLICY. 
Queetion  of  rate  advances  may,  within  certain  limits,  be  considered  one  of  public 

policy  and  not  one  of  strictly  legal  right.    In  re  Advances  in  Rates — ^Eastern 

Case,  243  (266). 
PUBLISHING  RATE.    See  PosnNO  Tariff. 
PULLMAN  RATE.    See  Sleeping-Car  Rate. 
QUALITY. 
Quality  of  commodity  considered  in  determining  reasonableness  of  rate.    Browne 

Grain  Co.  v.  F.  W.  &  R.  G.  Ry.  Co.  410  (411);  Rosenblatt  &  Sons  v.  C.  k  N.  W. 

Ry.  Co.  447  (448). 
RAIL-LAKE-AND-RAIL  RATE. 
No  violation  of  act  to  maintain  joint  rail-lake-and-rail  rates  higher  than  rail-and- 

lake  rates  to  farther  distance  point,  where  boats  do  not  stop  at  complaining 

point,    aty  of  Ashland  v.  N.  Y.  C.  &  H.  R.  R.  R.  Co.  3. 
RAILROAD. 
Carrier,  a  public  agency.    In  re  Advances  in  Rates — Western  Case,  307  (357). 
Next  to  agriculture,  railroads  are  greatest  single  industry  in  this  country.    In  re 

Advances  in  Rates— Eastern  Case,  243  (25Q^ 
Railroad  is  a  public  highway.    In  re  Advances  in  Rates — Eastern  Case,  243  (262). 
Railroads  carry  on  public  function  and  are  therefore  subject  to  public  regulation. 

Shoemaker  v,  C.  A  P.  Tel.  Co.  614  (619). 
Railroad  is  a  monopoly;  its  rates  are  not  made  under  influence  of  competition. 

In  re  Advances  in  Rates— Eastern  Case,  243  (280). 
Railroads  should  be  kept  in  high  state  of  efficiency  and  rates  should  be  sufficient 

to  permit  this.    In  re  Advances  in  Rates — Eastern  Case,  243  (250). 
RAILROAD  CONSIGNEE. 
Rates  on  coal  restricted  to  certain  consignees  or  when  cool  is  for  a  particular  use, 

condemned.    In  re  Restricted  Rates,  426. 
Local  rate  to  junction  point  should  be  same  for  all  shippers  to  that  point,  and  through 

charge  on  shipments  going  beyond  junction  should  be  alike  for  all  shipp^s  to 

same  destination.    In  re  Restricted  Rates,  426  (434). 
RAILROAD  MATERIAL.    See  Compant  Material. 
RATES. 
Certainty  and  stability  of  rates  are  virtues  much  to  be  desired.    In  re  Advances 

in  Rates— Western  Case,  307  (356). 
Interstate  rates  in  this  country  have  not  been  constructed,  as  a  rule,  upon  any 

scientific  basLs.    In  re  Advances  in  Rates — Eastern  Case,  243  (248). 
Rate  is  a  tax  laid  upon  nearly  every  species  of  property  and  upon  almost  every  sort 

of  activity.    In  re  Advances  in  Rates — Eastern  Case,  243  (263). 
Rates  ordinarily  considered  by  Commission,  not  from  revenue  standpoint,  but  from 

commercial  and  traffic  standpoint.    In  re  Advances  in  Rates — Eastern  Case, 

243  (248). 
Standard  of  rates  must  be  so  high  that  the  needed  carrier  which  serves  public  with 

honesty  may  live;  yet  rates  should  still  be  so  much  below  the  possible  maTimum 

as  to  give  high  and  exceptional  reward  to  especially  capable  management.    In 

re  Advances  in  Rates— Western  Case,  307  (334). 
RAW  MATERLAL. 
Difficult  to  see  how  Commission,  if  it  is  to  maintain  parity  of  rate  between  wheat 

and  flour,  could  enforce  or  even  permit  a  rate  upon  grain  from  Buffalo  materially 

lower  than  rate  upon  flour  manufactured  at  Buffalo  from  that  grain.    Board  ol 

Trade  of  Cliicago.  v.  A.  C.  R.  R.  Co.  504  (510). 
General  rule  is  that  manufactured  products  bear  higher  rates  than  raw  material, 

but  there  are  some  exceptions  to  this  rule.    East  St.  Louis  Cotton  Oil  Co.  v.  St. 

L.  A  S.  F.  R.  R.  Co.  37  (40);  National  Refining  Co.  v.  C.  C.  C.  k  St  L.  Ry.  Co. 

649  (660). 
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RAW  MATERIAL— Continued. 

Same  rate  on  petroleum  and  its  products,  not  improper.  Naticuial  Refining  Go.  v. 
C.  C.  C.  &  St.  L.  Ry.  Co.  649  (650). 

Value  of  raw  material  and  manufactured  products  substantially  differs,  and  fre- 
quently risk  incident  to  transportation  of  latter  is  greater.    East  St.  Louia  CottoD 
Oil  Co.  V.  St.  L.  &  S.  F.  R.  R.  Co.  37  (40). 
REASONABLE  RATE.    See  also  Measure  of  Rate. 

Carrier's  duty  is  to  provide  a  rate  via  a  reasonably  direct  route  as  booh  as  lawful 
publication  can  be  made,  though  under  no  obligation  to  secure  penniasion  for 
short-notice  tari£f.    Samuels  &  Co.  v.  St.  L.  S.  W.  Ry.  Co.  646  (648). 

Commission  alone  has  power  to  4etermine  reasonableness  of  rate.  In  re  Advances 
in  Rates— Western  Case,  307  (313). 

Higher  rates  oug^t  not  to  be  imposed  on  territ(»y  involved  than  are  adequate  for 
tjrpical  roads  named.    In  re  Advances  in^Rates — ^Eastern  Case,  243  (274). 

Impracticable  for  carriers  or  Commission  to  determine  at  what  exact  time  a  rate 
which  was  reasonable  when  established  becomes  unreasonable.  Anadarko 
Cotton  Oil  Co.  V.  A.  T.  &  S.  F.  Ry.  Co.  43  (50). 

Rate  reasonable  when  establishe<Wi^y  become  unreasonable  by  virtue  of  dianged 
circumstances.  Anadarko  Cotton  Oil  Co.  v.  A.  T.  A'S.  F.  Ry.  Co.  43  (50);  River- 
side Mills  t;.  G.  R.  R.  423  (425);  Steinfeld  &  Co.  v.  I.  C.  R.  R.  Co.  12  (14). 

Reasonableness  of  a  rate  is  to  be  determined  by  no  mere  mathematical  calculation. 
In  re  Advances  in  Rates — ^Western  Case,  307  (315). 

There  can  be  no  rule  or  process  whereby  definite  absolute  maximum  limit  of  reason- 
ableness of  rate  can  be  fixed  with  certainty  of  a  demonstration.    Anadaiko 
Cotton  Oil  Co.  V.  A.  T.  &  S.  F.  Ry.  Co.  43  (49). 
REBATES. 

Increase  in  carriers'  revenues  as  result  of  prohibition  of  rebates.    In  re  Advances  in 
Rates— Eastern  Case,  243  (284);  In  re  Advances  in  Ratee— Western  Case,  307  (353); 
Shoemaker  v.  C.  &  P.  Tel.  Co.  614  (618). 
REBILLING. 

No  jurisdiction  over  shipment  moving  from  one  point  to  another  in  same  state, 
though  it  was  intended  for,  and  subsequently  was  rebilled,  beyond  state.    Big 
Canon  Ranch  Co.  v.  G.  H.  &  S.  A.  Ry.  Co.  523. 
RECIPROCAL  SWITCHING. 

Whether  carrier  could  be  compelled  to  establish  reciprocal  switching  arrangement, 
not  decided;  but,  having  entered  into  such  agreement,  under  tariff  authority, 
carrier  must  accept  shipments  for  delivery  to  extent  of  its  capacity.    Oreecent 
Coal  &  Mining  Co.  t^.  B.  A  0.  R.  R.  Co.  559  (565). 
RECONSIGNMENT. 

Carrier  can  limit  number  of  free  reconsignments  permitted  on  any  car.  Cresoent 
Coal  &  Mining  Co.  v.  B.  A  O.  R.  R.  Co.  559  (570). 

Connecting  line,  idling  to  observe  reconsignment  coder,  liable  in  reparaticm  for 
misrouting.    Noble  v.  J.  L.  C.  &  E.  R.  R.  Co.  520. 

No  misrouting  to  forward  unrouted  shipment  via  one  route  though  a  reconsignment 
privilege  was  permitted  over  another  available  route.  Crescent  Lumber  Co.  «. 
I.  C.  R.  R.  Co.  228. 

Shipment  billed  to  Thebes  proper;  reconsignment  charge  unpaid,  but  alleged  intent 
was  to  reconsign  beyond  Thebes;  rate  restricted  to  shipments  destined  beyond 
Thebes  held  inapplicable.    Beekman  Lumber  Co.  v.  I.  C.  R.  R.  Co.  98  (99). 

Shipment,  billed  and  moving  from  one  point  to  another  in  same  state,  subse- 
quently rebilled  beyond  state;  first  movement  was  intrastate.  Big  Canon  Ranch 
Co.  V,  G.  H.  &  S.  A.  Ry.  Co.  523. 

EDUCTION.    See  Voluntaky  Ratb  and  Voluntart  Rkbuotion. 
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REFINING  IN  TRANSIT. 

Petition  for  refining-in-tranrit  privilege  denied;  no  proof  of  diBcrimination.    An^ 
darko  Cotton  Oil  Co.  v.  A.  T.  A  S.  F.  Ry.  Co.  43  (47). 
REFRIGERATION. 

OuTierB*  undertaking  to  supply  refrigeration  can  not  be  interpreted  as  ofiFer  to  ovei^ 
come  physical  conditions  and  characteristics  that  are  natural  to  traffic.  Qeorf^ 
Fruit  Exchange  v.  8.  Ry.  Co.  623  (627). 

Refrigeration  rates  on  oranges,  California  to  eastern  markets,  not  found  unreason* 
able.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  106. 

Refrigeration  rates  on  strawberries,  Virginia  and  Maryland  to  various  destinations,* 
unreasonable.    Sweeney,  Lynes  db  Co.  v.  N.  Y.  P.  A  N.  R.  R.  Co.  600. 
REFUND.    See  Ovbrcharob. 
REFUSAL. 

Carrier  may  decline  to  use  equipment,  needed  for  precooling,  fumiahed  by  shippen, 
but  it  can  not  refuse  to  furnish  proper  equipment  upon  tsdr  terms.  Arlington 
Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (118). 

Damages  awarded  for  demurrage  and  for  expense  incurred  in  unloading  and  reload- 
ing part  of  carload  as  result  of  carrier's  refusal  to  deliver  except  upon  payment 
of  excessive  charges.    Schulz  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  403  (405). 

Refusal  to  deliver  live  stock  to  complainant's  sidetrack  at  Gwynns  Run,  Baltimore, 
was  a  violation  of  the  law;  delivery  required.  Baltimore  Butchen  Live  Stock 
Co.  V.  P.  B.  A  W.  R.  R.  Co.  124. 

Refusal  to  fiunish  telephone  service  and  faicilities  at  same  rates  as  accorded  old  sub- 
scribers held  unjust  discrimination.    Shoemaker  v,  C.  A  P.  Tel.  Co.  614. 
REGULATION.    See  Govbrnmbnt  Rboulation. 
REHEARING. 

Granted,  and  previous  order  modified.  Loftus  v.  Pullman  Co.  21;  Flatten  Pkoduoe 
Co.  V.  K.  L.  S.  A  C.  Ry.  Co.  643. 

Previous  order  vacated  and  original  complaint  dismissed,  upon  rehearing.  Com- 
mercial Club  of  Omaha  v.  S.  P.  Co.  631. 

Previous  order  of  suspension  vacated.    In  re  Proposed  Schedules  of  Rates  on  Lum* 
ber,  675. 
RELATIVE  ADJUSTMENT. 

Since  present  relation  of  rates  must  be  maintained,  if  any  route  be  required  to 
maintain  present  scale  between  New  York  and  Chicago,  no  advance  by  any  line 
can  be  made.    In  re  Advances  in  Rates — Eastern  Case,  243  (272). 
RELATIVE  RATE. 

Apple  rate,  Utah  to  North  Dakota,  via  Silver  Bow,  unreasonable  as  compared  with 
rate  via  Omaha.    Stacy  A  Sons  v.  O.  S.  L.  R.  R.  Co.  136. 

Brick  rate.  Mound  Valley,  Eans.,  to  Tecumseh,  Nebr.,  not  unreasonable  nor  unjustly 
discriminatory  as  compared  with  rate  to  Lincoln,  Nebr.  Nebraska  Material  Co. 
V.  C.  B.  A  Q.  R.  R.  Co.  89. 

Class  rates,  St.  Louis  ^o  Texas  common  points,  unreasonable  and  discriminatory 
when  tested  by  rates  to  other  points.  Railroad  Commission  of  Tex.  v.  A.  T.  A  S. 
F.  Ry.  Co.  463  (485). 

Cottonseed  rate,  Missouri  to  Memphis,  unreasonable  and  discriminatory  in  relation 
to  rates  to  East  St.  Louis.    Memphis  Freight  Bureau  v.  St.  L.  S.  W.  Ry.  0>.  33. 

Cypress  lumber  rate,  Minot,  Miss.,  to  Davenport,  Iowa,  discriminatory  in  so  far  aa. 
it  exceeds  rate  to  Rock  Island  and  Moline,  111.  Davenport  Commercial  Gub  v. 
Y.  A  M.  V.  R.  R.  Co.  19  (20). 

Difficult  to  see  how  Commission  would  enforce  or  permit  a  rate  upon  grain  from 
Buffalo  materially  lower  than  rate  upon  flour  manufactured  at  Buffalo  from  that 
giain.    Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  604  (510). 
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RELATIVE  RATE— Continued. 

Joint  through  rate  over  another  road  held  not  to  be  proper  basis  for  reparation, 
lola  Portland  Cement  Co.  v.  M.  K.  &  T.  Ry.  Co.  91. 

Live-stock  rate,  Klamath  Falls,  Oreg.,  to  Portland,  Or^.,  not  unreasonable  as  com- 
pared with  rate  to  San  Francisco.    Carstens  Packing  Co.  v.  S.  P.  Co.  165  (166). 

Lumber  rate.  Brilliant,  Ala.,  to  Thebes,  111.,  unreasonable  as  compared  with  rate 
to  Cairo,  111.    Beekman  Lumber  Co.  v,  I.  C.  R.  R.  Co.  98  (99). 

Maintenance  of  rail-lake-and-rail  rates  from  eastern  points  to  Ashland,  Wis.,  which 
are  higher  than  rail-and-lake  rates  to  Duluth,  not  unlawful,  boats  not  stopping  at 
Ashland.    City  of  Ashland  v.  N.  Y.  C.  &  H.  R.  R.  R.  Co.  3. 

Petroleum  rate.  Flat  Rock,  111.,  to  Findlay,  Ohio,  not  relatively  unreasonable. 
National  Refining  Co.  v.  C.  C.  C.  A  St.  L.  Ry.  Co.  649  (651). 

Refrigeration  rate  on  citrus  fruits,  California  to  eastern  markets,  compared  with 
rates  from  Florida.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  106  (111). 

Tested  by  tolls  exacted  for  passage  over  other  bridges,  passenger  rate  for  passage 
across  Dubuque  bridge  not  foimd  imreasonable.  Railroad  Commissioners  of 
Iowa  V.  I.  C.  R.  R.  Co.  181  (189). 

Tobacco  rate,  Ephrata,  Pa.,  to  Richmond,  Va.,  not  imduly  discriminatory  as  com- 
pared with  rate,  Lancaster,  Pa.,  to  Richmond.  American  Cigar  Co.  v.  P.  A  R. 
Ry.  Co.  81. 

Vegetable  rate,  Charleston,  S.  C,  to  east,  not  unreasonable  as  compared  with  water- 
compelled  rates  from  Norfolk.   Truck  Growers  Asso.  v.  A.  C.  L.  R.  R.  Co.  190  (194). 

Vegetable  rate,  Charleston,  S.  C,  district  to  Buffalo,  N.  Y.,  unreasonable  to  extent 
that  it  exceeds  combination  on  Baltimore.  National  League  of  Conmussion  Mer- 
chants of  U.  S.  V.  A.  C.  L.  R.  R.  Co.  132. 

Wrought-iron  pipe  rate,  Youngstown,  Ohio,  to  Liberal,  Eans.,  not  unreasonable  aa 
compared  with  rate  to  Tezola,  Okla.    Blake  <&  Son  Hardware  &  Mig.  Co.  v.  B.  A 

0.  R.  R.  Co.  139. 

RELEASED  LIABILITY.    See  Limitation  of  Liabiutt. 
RELEASED  RATE. 
Released  valuation  omitted  from  bill  of  lading  through  inadvertence;  reparation 

awarded  on  basis  of  released  rate.    Miller  <&  Lux  v.  S.  P.  Co.  129. 
Tariff  required  invoice  value  to  be  stated  in  bill  of  lading  in  order  to  secure  lower 

rate  dependent  upon  value;  condition  not  complied  with;  reparation  denied. 

Dells  Paper  <fe  Pulp  Co.  v.  C.  A  N.  W.  Ry.  Co.  419. 
REPARATION.    See  also  Damages. 
Award  of  reparation  not  enforceable  as  such;  is  prima  fade  evidence  in  court. 

Anadarko  Cotton  Oil  Co.  v.  A.  T.  &  S.  F.  Ry.  Co.  43  (49). 
Commission  may  order  refund  of  charges  based  on  weight  in  excess  of  actual  weight. 

Noble  V.  St.  L.  S.  W.  Ry.  Co.  62;  Peters  v.  0.  S.  L.  R.  R.  Co.  698  (598);  Wheeler 

Lumber,  Bridge  A  Supply  Co.  v,  A.  A  C.  R.  R.  R.  Co.  10  (11). 
Commutation  ticket  lost;  reparation  awarded.    Moore  v.  N.  Y.  <&  L.  B.  R.  R.  Go. 

557  (558). 
Complaint  brought  by  commission  merchants  and  others;  reparation  to  be  awarded. 

National  League  of  Commission  Merchants  of  U.  S.  v.  A.  C.  L.  R.  R.  Co.  132  (135). 
Concurrence  in  guide  book  but  no  concurrence  in  rate;  not  basis  of  reparation, 

tariff  rate  not  being  unreasonable.    Noble  v.  G.  T.  W.  Ry.  Co.  70  (71). 
Difficult  to  award  reparation  to  complainant  carrier  on  account  of  rates  in  estab- 
lishment and  division  of  which  it  was  a  party.    Kaul  Lumber  Co.  i;.  C.  of  G.  Ry. 

Co.  450  (454). 
Fixing  rate  for  future  is  not  prerequisite  to  award  of  reparation.    Steinfeld  A  Co.  v. 

1.  C.  R.  R.  Co.  12  (14). 

Higher  rate  charged  because  goods  not  properly  marked;  reparation  awarded. 
0.  H.  Algert  Co.  v.  D.  A  R.  G.  R.  R.  Co.  93  (94). 
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REPARATION— Continued. 
In  absence  of  tariff  limiting  free  time,  shipment  placed  in  public  wardiousea; 

storage  charges  accrued;  reparation  denied.    Goldenbeig  v.  Cly^e  S.  S.  Co.  527. 
Initial  carrier  liable  for  reparation  where  it  published  joint  through  rate  in  which 

connecting  carriers  named  had  not  concurred,  combination  rate,  legally  applicable, 

being  found  unreasonable.    Texico  Transfer  Co.  v.  L.  A  N.  R.  R.  Co.  17. 
Instructions  were  to  use  most  direct  route  with  through  rate;  no  rate  was  applicable 

from  origin  to  destination;  shipment  sent  via  circuitous  route;  rate  via  route  used 

not  imreasonable,  but  reparation  awarded  on  basis  of  subsequently  established 

rate  via  more  direct  route.    Samuels  A  Co.  v.  St.  L.  S.  W.  Ry.  Co.  646  (648). 
Joint  through  rate  over  another  road  held  not  to  be  proper  basis  for  reparation. 

lola  Portland  Cement  Co.  v.  M.  K.  A  T.  Ry.  Co.  91  (92). 
Jurisdiction  exists  to  award  rate  damages  resulting  from  misrouting.    Noble  v. 

J.  L.  C.  A  E.  R.  R.  Co.  520. 
Jurisdiction  exists  to  award  reparation  though  rate  charged  was  not  a  tariff  rate. 

Goldenbeig  v,  ayde  S.  S.  Co.  527  (528);  Maxwell  v.  W.  F.  A  N.  W.  Ry.  Co.  197 

(198). 
Lighterage  allowance  granted  competitor  and  denied  complainant;  reparation  to 

be  awarded  upon  filing  detailed  statement.   Federal  Sugar  Refining  Co.  v.  B.  A  O. 

R.  R.  Co.  200  (217). 
Misquotation  of  rate ;  no  basis  for  reparation.    Scott  v.  T.  A  N .  O.  R.  R.  Co.  167  (168). 
Order  for  reparation  must  be  based  upon  affirmative  evidence  that  rate  is  imreason* 

able  or  unjustly  discriminatory,  in  absence  of  admission.    Noble  v.  G.  T.  W. 

Ry.  Co.  70  (71). 
Rate  not  being  paid  by  complainant;  no  order  for  reparation  entered.      Fullerton 

Powell  Hardwood  Lumber  Co.  v.  V.  A  S.  W.  Ry.  Co.*86  (88);  Kaul  Lumber  Co. 

V.  C.  of  G.  Ry.  Co.  450  (454);  Rosenblatt  A  Sons  r.  C.  A  N.  W.  Ry.  Co.  447 

(448). 
Reductions  required;  reparation  denied.    Railroad  CommisBion  of  Tex.  v.  A.  T.  A 

S.  F.  Ry.  Co.  463  (485). 
Released  valuation  omitted  from  bill  of  lading  through  inadvertence;  reparation 

awarded.    MUler  A  Lux  v.  S.  P.  Co.  129. 
Reparation  denied  on  basis  of  rate  held  discriminatory  as  against  another  shipper 

and  in  favor  of  complainant,  complainant  not  being  damaged,  all  itA  competitors 

from  same  field  having  paid  same  rate.    International  Salt  Co.  v.  P.  R.  R.  Co.  539. 
Reparation  awarded  where  demurrage  and  unloading  and  reloading  expense  resulted 

from  carrier's  wrongful  refusal  to  deliver  car  until  excessive  charges  were  paid. 

Schulx  Co.  V.  C.  M.  A  St.  P.  Ry.  Co.  403  (405). 
Reparation  awarded,  demurrage  having  accrued  as  result  of  connecting  carrier's 

refusal  to  accept  shipment  within  free  time  allowed  for  reconsignment.    Crescent 

Coal  A  Mining  Co.  i;.  B.  A  O.  R.  R.  Co.  559  (570). 
Reparation  by  no  means  necessarily  follows  reduction  of  rate,  whether  voluntarily 

by  carrier  or  by  order  of  Commission.    Anadarko  Cotton  Oil  Co.  v.  A.  T.  A  S.  F. 

Ry.  Co.  43  (50);  Riverside  Mills  v.  G.  R.  R.  423  (425). 
Reparation  denied,  though  rate  required  to  be  reduced.    Sweeney,  Lynes  A  Co.  v. 

N.  Y.  P.  A  N.  R.  R.  Co.  600  (602). 
Reparation  upon  proof  of  claims.    National  League  of  Comnussion  Merchants  of 

U.  S.  V.  A.  C.  L.  R.  R.  Co.  132  (135). 
Reparation  denied  on  basis  of  short-term  commodity  rate  which  would  have  been 

applicable,  carriers  alleged,  but  tor  clerical  error.    Du  Pont  de  Nemours  Powder 

Co.  V.  D.  A  N.  R.  R.  Co.  83. 
Reparation  denied  on  basis  of  subsequently  established  lower  rate.    Geofgia- 

Oaroiina  Brick  Co.  v.  S.  Ry.  Co.  148;  Parfrey  v.  C.  M.  A  St.  P.  Ry.  Co.  104 

(105);  Riverside  Mills  v.  G.  R.  R.  423  (425). 


726  INDEX. 

REPARATION— Continued. 
Reparation  awarded  on  basis  of  transit  privilege  temponurily  withdrawn  throng 

inadvertence  of  carriers.    Crescent  Lumber  Co.  v.  M.  d  O.  R.  R.  Co.  230. 
Reparation  ordinarily  will  not  be  awarded  unless  claimed  before  submission  of  case; 

reparation  denied.    Freeman  Lumber  Co.  v,  St.  L.  I.  M.  d  S.  Ry.  612  (613). 
Whether  assignee  can  sue  in  his  own  name,  not  decided.    O'Brien  Comm«nciftl  Co. 

V.  C.  &  N.  W.  Ry.  Co.  68  (69). 

REPARATION— Classified  List. 
Discrimination  : 
Davenport  Commercial  Club  v.  Y.  &  M.  V.  R.  R.  Co.  19. 
Federal  Sugar  Refining  Co.  v.  B.  &  O.  R.  R.  Co.  200  (217). 
Sondheimer  Co.  v,  I.  C.  R.  R.  Co.  606. 

MlSROUTINO: 

C.  H.  Algert  Co.  v.  D.  &  R.  G.  R.  R.  Co.  93  (94). 

Noble  V.  J.  L.  C.  &  E.  R.  R.  Co.  520  (523). 

Flatten  Produce  Co.  v,  K.  L.  S.  &  C.  Ry.  Co.  643. 

Samuels  &  Co.  i;.  St.  L.  S.  W.  Ry.  Co.  646  (648). 
Overcharge: 

American  Cigar  Co.  v.  P.  A  R.  Ry.  Co.  81. 

Browne  Grain  Co.  v,  G.  C.  A  S.  F.  Ry.  Co.  163. 

Edison  Portland  Cement  Co.  v.  D.  L.  A  W.  R.  R.  Co.  95  (96). 

Georgia-Carolina  Brick  Co.  v,  S.  Ry.  Co.  148  (149). 

National  Refrigerator  A  Butcher  Supply  Co.  v.  I.  C.  R.  R.  Co.  64. 

Pacific  Coast  Biscuit  Co.  v.  S.  P.  A  S.  Ry.  Co.  546  (549). 

Flatten  Produce  Co.  «.  K.  L.  S.  A  C.  Ry.  Co.  543  (544). 

Scheuing  v.  L.  A  N.  R.  R.  Co.  550  (553). 

Wheeler  Lumber,  Bridge  A  Supply  Co.  v.  A.  A  C.  R.  R.  R.  Co.  10  (11). 
Unreasonable  Rate: 

Alpha  Portland  Cement  Co.  v.  P.  R.  R.  Co.  640. 

Barr  Chemical  Works  v.  P.  A  R.  Ry.  Co.  77  (78). 

Barrett  Mfg.  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  79  (80). 

Beekman  Lumber  Co.  v.  I.  C.  R.  R.  Co.  98  (99). 

Browne  Grain  Co.  v.  G.  C.  A  S.  F.  Ry.  Co.  163  (164). 

Crescent  Coal  A  Mining  Co.  v.  B.  A  O.  R.  R.  Co.  559  (570). 

Crescent  Lumber  Co.  v.  M.  A  O.  R.  R.  Co.  230. 

Gamble-Robinson  Fruit  Co.  v.  N.  P.  Ry.  Co.  421  (422). 

Gumm  V.  E.  P.  &  R.  I.  Ry.  Co.  237  (238). 

Hartman  Furniture  A  Carpet  Co.  v,  C.  R.  I.  A  P.  Ry.  Co.  496  (497). 

Henry  v.  E.  Ry.  Co.  171  (173). 

McCaull-Dinsmore  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  15. 

MaxweU  r.  W.  F.  <fe  N.  W.  Ry.  Co.  197  (199). 

Miller  A  Lux  v.  S.  P.  Co.  129  (131). 

National  League  of  Commission  Merchants  of  U.  S.  v.  A.  C.  L.  R.  R.  Co.  132  (135). 

Noble  V.  St.  L.  S.  W.  Ry.  Co.  62. 

Parfrey  v,  C.  M.  A  St.  P.  Ry.  Co.  104  (105). 

Peters  v,  O.  S.  L.  R.  R.  Co.  598  (599). 

Rosenblatt  A  Sons  v.  C.  A  N.  W.  Ry.  Co.  447  (449). 

Scheuing  v.  L.  d  N.  R.  R.  Co.  550  (553). 

Schulz  Co.  V.  C.  M.  A  St.  P.  Ry.  Co.  403  (404). 

Steinfeld  A  Co.  v.  I.  C.  R.  R.  Co.  12. 

Texico  Transfer  Co.  v.  L.  A  N.  R.  R.  Co.  17. 

W.  E.  Caldwell  Co.  v.  C.  I.  A  L.  Ry.  Co.  412  (413). 
Unreason  ABLE  Rule: 

C.  H.  Algert  Co.  v.  D.  A  R.  G.  R.  R.  Co.  93  (94). 

Moore  v.  N.  Y.  A  L.  B.  R.  R.  Co.  657  (658). 
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RES  ADJUDICATA. 
Decision  in  In  re  Advances  in  Rates— Western  Case,  20  I.  0.  C.  307,  concluflive  of 
question  of  alleged  need  of  additional  revenue.    In  re  Investigatbn  of  Advances 
in  Rates  on  Cement,  588  (591). 

RESHIPPING  RATE. 
Reshipping  rate  on  grain  at  Chicago  applicable  except  where  transit  rate  applies. 
Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504  (513). 

RESTAURANT. 
Restaurant  at  station,  no  part  of  transportation  service.    Southwestern  Produce 
Distributers  v.  W.  R.  R.  Co.  458  (460). 

RESTRICTED  RATES. 
Coal  rates  restricted  to  certain  consignors  or  consignees  or  when  coal  is  for  particular 
use,  condemned.    In  re  Restricted  Rates,  426. 

RETROACTIVE. 
Reparation  awarded  on  basis  of  transit  privilege  temporarily  withdrawn  throu^ 

inadvertence.    Crescent  Lumber  Co.  v.  M.  A  O.  R.  R.  Co.  230. 
Reparation  awarded  on  basis  of  transit  privilege  specifically  made  applicable  after 

date  of  movement;  not  viewed  as  retroactive  application  of  transit  privilege, 

the  privilege  being  held  applicable  to  a  station  not  specifically  mentioned  in 

tariff.    Henry  v.  E.  Ry.  Co.  171. 

REVENUE.    See  alto  Ton  pbb  Milb  Rbvbnuk. 
Fact  that  net  earnings  may  be  large  does  not  of  itself  justify  Commission  in  fixing 

a  rate  at  less  than  is  reasonable  for  service.    Railroad  Conunissionera  of  Iowa  v, 

I.  C.  R.  R.  Co.  181  (186). 
Fact  that  road  may  be  operated  at  a  loss  does  not  iustify  rates  unreasonably  high 

for  service  performed.    Railroad  Commissioners  of  Iowa  v,  I.  C.  R.  R.  Co.  181 

(186). 
Never  before  have  net  earnings  of  railroads  equaled  those  for  year  1910.    In  re 

Advances  in  Rates— Eastern  Case,  243  (252);  In  re  lldvances  in  Rates— Western 

Case,  307  (316). 
No  such  need  of  additional  revenue  as  to  justify  advance  in  rates.    In  re  Advances 

in  Rates— Eastern  Cue,  243  (305);  In  re  Advances  in  Rates— Western  Case, 

307  (378). 
Question  of  revenue  is  fundamental  and  ever-present  in  considering  reasonableness 

of  rates,  althou^  seldom  controlling  where  sin^e  rates  are  presented.    In  re 

Advances  in  Rates— Eastern  Case,  243  (248). 
Question  of  revenue  must  play  a  not  inconsiderable  part  in  determining  reasonable- 
ness of  rates.    In  re  Advances  in  Rates — Western  Cbse  307  (315). 
Revenues  increased  as  result  of  prohibition  of  rebates.    In  re  Advances  in  Rates- 
Eastern  Case,  243  (284);  In  re  Advances  in  Rates— Western  Cbse,  307  (353); 

Shoemaker  v.  C.  k  P.  Tel.  Co.  614  (618). 
Revenue  considered.    Boyle  v.  G.  F.  A  O.  D.  R.  R.  Co.  232  (233). 
Revenue  under  advanced  rates  not  unduly  large.    Railroad  Commission  of  Tex. 

V,  A.  T.  d  S.  F.  Ry.  Co.  463  (484). 
Strictly  speaking,  no  jurisdiction  to  say  defendants  are  justified  in  advancing 

rates  for  purpose  of  obtaining  greater  net  revenues.    In  re  Advances  in  Rates — 

Eastern  Cue,  243  (247). 
RISK. 

Risk,  an  element  for  consideration  in  determining  reasonableness  of  rates.  Arling- 
ton Heists  Fruit  Exchange  v.  S.  P.  Co.  106  (111);  Millinery  Jobbers  Asso.  v. 
American  Express  Co.  498  (502);  Ohio  Fkce  Brick  llfre.  Asso.  v.  Adams  Express 
Co.  582  (584). 
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RISK— Continued. 
Risk  frequently  greater  in  manufactured  products.    East  St.  Louis  Cotton  Oil  Co. 

V.  St.  L.  A  S.  F.  R.  R.  Co.  37  (40). 
Risk  is  less  in  railroad  than  in  most  industrial  operations.    In  re  Advances  in  Rates — 
Eastern  Case,  243  (263). 
ROUND-TRIP  TICKET.    See  Exoubsion  Ratb. 
ROUTES.    See  also  MiSBOimNO. 
Not  of  much  importance  to  public  by  whski  route  traffic  is  handled.    Board  of  Trade 
of  Chicago  v,  A.  C.  R.  R.  Co.  604  (507). 
ROUTING  INSTRUCTIONS.    See  Misboutino. 
RULES  AND  REGULATIONS. 
Commission  has  authority  to  determine  reasonableness  of  regulations  not  covered 

by  tariff  on  file.    Goldenberg  v.  Clyde  S.  8.  Co.  527  (528). 
Conditioning  refund  upon  return  of  lost  ticket,  unreasonable.    Moore  v.  N.  Y. 

&  L.  B.  R.  R.  Co.  557  (558). 
Hi^er  rating  on  packages  not  properly  marked,  unreasonable.    C.  H.  Algert  Co. 

v.  D.  &  R.  G.  R.  R.  Co.  93  (94). 
Rule  was  heither  imreasonable  nor  discriminatory  which  required  low-priced  cot- 
ton-factory products  to  be  plainly  marked  on  outside  of  package  and  stated  in 
bill  of  lading  in  order  to  secure  lower  rate;  reparation  denied.    Muse  Bros.  Co.  r. 
C.  R.  I.  <k  P.  Ry.  Co.  235  (236). 
Rule  should  be  established  permitting  charges  to  be  based  on  minimum  fixed  lor 
car  ordered,  where  carrier  furnishes  larger  car;  reparation  awarded.    Noble  v. 
B.  &  O.  R.  R.  Co.  72  (73). 
Rule  was  unreasonable  which  provided  that  shipments  should  not  be  weired 

except  at  point  of  origin.    Peters  v.  O.  S.  L.  R.  R.  Co  598. 
Rule  held  unreasonable  imder  which  delivery  of  live  stock  was  made  only  at  Union 
Stock  Yards.    Baltimore  Butcher  Live  Stock  Co.  v.  P.  B.  &  W.  R.  R.  Co.  124 
(128.) 
SALE. 
Sale  by  carrier  of  alleged  misrouted  shipment.    Fullerton  Powell  Hardwood  Lumber 

Co.  V.  V.  &  S.  W.  Ry.  Co.  86  (87). 
Sale  by  carrier  of  1,000  coal-care  to  single  shipper.    Bulah  Coal  Co.  v.  P.  R.  R.  Co. 
52  (54). 
SCALING  RATES. 
Competitive  rate  on  salt,  New  York  to  Chicago,  need  not  be  scaled  by  percentages 
to  intermediate  points  in  C.  F.  A.  territory.    International  Salt  Co.  v.  G.  A  W. 
R.  R.  Co.  530. 
SCHOOL  CHILDREN. 
Reduced  rates  restricted  to  school  children,  discriminatory.    In  re  Restricted 
Rates,  426  (428). 
SCIENTIFIC  MANAGEMENT.    See  also  Manaoement. 
Commission  can  not  find  that  scientific  management  would  ofibet  wage  increases. 

In  re  Advances  in  Rates — Eastern  Case,  243  (279). 
Premium  must  be  put  upon  efficiency  in  railroad  operation.    In  re  Advances  in 
Rates— Western  Case,  307  (333). 
SECRET  RATES. 

Alleged.    Memphis  Freight  Bureau  v.  St.  L.  S.  W.  Ry.  Co.  33  (34). 
SECTION  TWO.    See  Discbimination. 
SECTION  THREE.    iSee  Discbimination,  Pbbfsbbncb. 
SECTION  THIRTEEN.    See  Complaint. 
SECTION  FIFTEEN.    See  Allowances,  Bubden  op  Pboop,  Intbstioation  axv 

Suspension,  Thbouoh  Routes  and  Joint  Rater. 
SECTION  SIXTEEN.    ^See  LmrrATioN  op  Action. 
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SEGREGATION  OF  EXPE#ISES. 
S^;regation  of  passenger  and  freight  ezpenaeB.    In  re  Advances  in  Rates — Eastern 
Case,  243  (254);  In  re  Advances  in  Rates— Western  Case,  307  (357). 
SET-OFF. 
No  order  entered  for  reparation  because  refund,  erroneously  made,  was  in  excess  of 
amount  of  reparation  upon  basis  of  rate  found  to  be  reasonable.    W.  E.  Caldwell 
Co.  V.  C.  I.  &  L.  Ry.  Co.  412  (413). ' 
SHORT-TERM '  RATE. 
Reparation  denied  on  basis  of  short-term  commodity  rate  which  would  have  been 
applicable,  carriers  alleged,  but  for  clerical  error.    Du  Pont  de  Nemours  Powder 
Co.  v.  D.  &N.R.  R.  Co.  83. 
SIDETRACK. 
Carrier  required  to  deliver  live  stock  to  complainant's  sidetrack.    Baltimore  Butch- 
ers Live  Stock  Co.  v.  P.  B.  &  W.  R.  R.  Co.  124  (fcs). 
Carrier  may  insist  upon  release  from  liability  for  fires  on  complainant's  premises  as 
condition  precedent  to  operation  of  pri%'ate  sidetrack.     Imperial  WTieel  Co.  v. 
St.  L.  I.  M.  &  S.  Ry.  Co.  56  (58). 
SLEEPING-CAR  RATES. 
Upper  and  lower  berth  rates  prescribed.    Loftus  v.  Pullman  Co.  21;  State  of  Okla- 
homa V.  PuUman  Co.  25. 
SPECULATIVE  DAMAGES.    See  aUo  Damages. 
Damages  due  to  inability  to  compete  in  common  market  can  not  become  subject  of 
reparation.    Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606  (608). 
SPOTTING  CARS. 
Carrier  may  insist  upon  release  from  liability  for  fires  on  complainant's  premises  as 
condition  precedent  to  spotting  cars  there.    Imperial  Wheel  Co.  v.  St.  L.  I.  M.  A 
S.  Ry.  (^o.  56  (58). 
STATE  LAW. 
Local  law  under  which  electric  line  has  no  right  to  demand  switch  connection  with 
steam  roads,  can  not  operate  as  impediment  to  interstate  traffic.    Cincinnati  A 
Columbus  Traction  Co.  v.  B.  A  O.  S.  W.  R.  R.  Co.  486  (488). 
Probable  effect  of  state  prohibition  law  upon  tonnage,  immaterial.    Scheuing  v. 
L.AN.R.  R.  Co.550(552). 
STATE  POLK  Y. 
State  policy  not  respected  where  it  interferes  with  application  of  reasonable  rates 
for  interstate  service.    Cobb  v.  N.  P.  Ry.  Co.  100  (103). 
STATE  RATES. 
Harmony  should  exist  between  state  and  interstate  rates.    Cobb  v.  N.  P.  Ry.  Co. 
100  (102). 
STATE  TRAFFIC. 
No  jurisdiction  over  shipment  moving  from  one  point  to  another  in  same  state, 
though  intended  for,  and  subsequently  rebilled  .to,  point  beyond  state.    Big 
Canon  Ranch  Co.  r.  G.  H.  d  S.  A.  Ry.  Co.  523. 
STATION. 
Carriers'  stations,  etc.,  are  to  certain  extent  private  property;  granting  to  auction 
company  exclusive  terminal  warehouse  fau'ilities,  not  condemned.    Southwestern 
Produce  Distributers  v.  W.  R.  R.  Co.  458  (461). 
Receiving  station  operated  by  competitor  is  not  a  reasonable  facility  to  offer  shipper. 
Federal  Sugar  Refining  Co.  v.  B.  &  O.  R.  R.  Co.  200  (211). 
STATUTE  OF  LIMITATION.    See  Liiotation  of  Action. 
STOCKS  AND  BONDS. 
Not  within  Commission's  function  to  place  limitations  on  purposes  for  which  stocks 
and  bonds  may  be  issued  nor  to  designate  what  property  they  shall  represent.    In 
re  Advances  in  Rates— Western  Case,  307  (334). 
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STOCKS  AND  BONDS— Ck>ntmued. 
Ownership  of  stock  does  not  entitle  roads  to  carry  free  for  each  other.  In  re  Restricted 

Rates,  426  (427). 
Raihroad  stocks  in  future  will  lose  much  of  their  speculative  character.    In  re 
Advances  in  Rate&— Eastern  Case,  243  (265). 
STOPS. 
No  authority  to  compel  lake  lines  to  run  boats  to  Ashland.     City  of  Ashland  v. 
N.  Y.  C.  A  H.  R.  R.  R.  Co.  3  (5). 
STORAGE.    See  also  Dbmub&aqb  . 
In  absence  of  tariff  limiting  free  time,  goods  were  placed  in  public  warehouse  and 
subjected  to  storage  charges;  reparation  denied.    Ooldenberg  v.  Clyde  S.  8.  Co. 
527. 
Salt  traffic  by  the  lake  enjoys  free  storage  at  Chicago.    International  Salt  Co.  v. 
G.  A  W.  R.  R.  Co.  530  (534). 
STREET  RAILROAD.    See  Electric  Line. 
STUB  LINES. 
Absorption  of  rates  of  stub  lines  transporting  lumber  to  main-line  points.    In  re 

Proposed  Schedule  of  Rates  on  Lumber,  574  (577). 
Stub  trains  used  for  carrying  passengers  across  river.    Railroad  CommissionerB  of 
Iowa  V,  I.  C.  R.  R.  Co.  181  (183). 
SUBSIDIARY  COMPANY. 
Identity  of  interests  between  salt  company  and  transportation  lines.    International 

Salt  Co.  V.  G.  A  W.  R.  R.  Co.  530  (533). 
Stock  ownership  does  not  entitle  roads  to  carry  free  for  each  other.    In  re  Restricted 
Rates,  426  (427). 
SUBSIDIES. 
Subsidies  granted  to  American  railroads.    In  re  Advances  in  Rates — ^Western  Cbse, 
307  (318). 
SUBSTITUTION  IN  TRANSIT. 
Impracticable  to  preserve  identity  of  inbound  and  outbound  lumber  at  yarding-in- 
transit  point.    Sondheimer  Co.  v,  I.  C.  H.  R.  Co.  606  (606). 
SUPPLEMENTAL. 
Five  additional  cars  included  in  cases  though  not  mentioned  in  original  petitioD. 

Gamble-Robinson  Fruit  Co.  v.  N.  P.  Ry.  Co.  421. 
Reparation  denied;  not  claimed  in  original  petition.    Freeman  Lumber  Co.  v. 
St.  L.  I.  M.  A  S.  Ry.  Co.  612  (613). 
SURPLUS. 
(^mmissicA  can  not  properly  permit  advance  in  rates  with  intent  to  produce  aceumii- 
lation  of  surplus  for  purposes  indicated.    In  re  Advances  in  Rates — Eastern  Case, 
243  (270). 
L^timate  ends  for  which  surplus  may  be  accumulated .    In  re  Advances  in  Ratee^ 
Western  Case,  307  (331). 
SUSPENSION  OF  RATES.    See  Inveshoation  and  Suspension. 
SWITCH  CONNECTION. 
Electric  line  granted  switch  connections  with  steam  roads.    Cincinnati  A  CohimbiM 

Tracticm  Co.  v.  B.  A  O.  S.  W.  R.  R.  Co.  486. 
Whether  carrier  could  be  compelled  to  establish  reciprocal  switching  arrangement, 
not  decided;  having  entered  into  such  arrangement,  under  tariff  authority,  car- 
rier  must  accept  shipments  for  delivery  to  extent  of  its  capacity.    C^reBcent  Goal 
A  Mining  Co.  v.  B.  A  O.  R.  R.  Co.  559  (565). 
SWITCHING. 
No  misrouUng  to   forward   unrouted  shipment  via  one  route,  thoagji  terminal 
delivery  more  satisfactory  to  consignee  could  have  been  secured  withoot  addi- 
tional charge  via  another  available  route.    Bookwalter  Wheel  Oow «.  T.  C  B.  R. 
Od.603. 
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THROUGH  AND  LOCAL-Continued. 
Readjuatment  of  salt  rates  from  the  east  ought  to  be  made  where  joint  throfu^  rate 

to  destinatioiis  beyond  Chicago  exceed  combination  to  Chicago  plus  local  beyond. 

International  Salt  Co.  v.  G.  A  W.  R.  R.  Co.  630  (637). 
THROUGH  ROUTE  AND  JOINT  RATE. 
Conmiission  may  not  require  any  road  to  embrace  less  than  entire  length  of  its  road 

between  termini  of  through  route.    Cincinnati  &  Columbus  Traction  Co.  v,B,  & 

O.  S.  W.  R.  R.  Co.  486  (490). 
Commission  ordinarily  will  not  assist  one  carrier  to  secure  traffic  reasonably  tribu- 
tary to  another  road  by  requiring  through  routes  and  joint  rates.    Cindnnati  d 

Columbus  Traction  Co.  v.  B.  &  O.  S.  W.  R.  R.  Co.  486  (492). 
Damages  denied  for  failure  to  establish  another  through  route  and  joint  rate  over 

which  shipments  could  have  safely  moved.    Edison  Portland  Cement  Co.  r. 

D.  L.  &  W.  R.  R.  Co.  96  (97). 
Fhysicial  condition  of  electric  line  demanding  interchange  and  throu^  routes  and 

joint  rates,  considered.    Cincinnati  &  Columbus  Traction  Co.  v.  B.  A  O.  S.  W. 

R.  R.  Co.  486  (493). 
Through  routes  and  joint  rates  may  not  be  required  between  steam  road  and  electric 

road  that  does  not  transport  freight.    Cincinnati  A  Columbus  Traction  Co.  r. 

B.  A  0.  S.  W.  R.  R.  Co.  486  (490). 
Through  routes  and  joint  rates  denied  where  electric  line  paralleled  or  closely 

approached  tracks  of  steam  roads  but  granted  at  points  five  or  ten  miles  distant 

from  steam  roads.    Cincinnati  A  Columbus  Traction  Co.  v.  B.  A  O.  S.  W.  R.  R. 

Co.  486  (492). 
Through  route  and  joint  rate  via  another  route  required.    Stacy  A  Sons  v.  O.  S.  L. 

R.  R.  Co.  136.  ^ 

Through  route  and  joint  rate  via  another  route  denied.    lola  Portland  Cement  Co. 

V.  M.  K.  A  T.  Ry.  Co.  91  (92). 
Through  route  and  joint  rate  required  unless  one  of  local  factors  of  combination 

rate  is  reduced.    Burton  v.  U.  V.  Ry.  Co,  75. 
TICKET.    See  Lost  Ticket. 
TIES. 
Cost  of.    In  re  Advances  in  Rates — Eastern  Case,  243  (277);  In  re  Advances  in 

Rates^Westem  Case,  307  (369). 
TON  PER  MILE  RATE. 
Ton  per  mile  rate  considered.    In  re  Advances  in  Rates — Eastern  Case,  243  (285); 

In  re  Ad\'ance8  in  Rates— Western  Case,  307  (360);  Parfrey  v.  C.  M.  A  St.  P. 

Ry.  Co.  104(105). 
TON  PER  MILE  REVENUE. 
Ton  per  mile  revenue  considered.    Board  of  Trade  of  Chicago  v.  A.  C.  R.  R.  Co.  504 

(506);  Browne  Grain  Co.  v.  F.  W.  A  R.  G.  Ry.  Co.  410  (411);  Henderson  Iron 

Works  A  Supply  Co.  v.  T.  A  P.  Ry.  Co.  159;  In  re  Investigation  of  Advance*  in 

Rates  on  C«ment,  588  (592);  National  Refining  Co.  v.  C.  0.  C.  A  St.  L.  By.  Co. 

649  (650);  Scott  t;.  T.  A  N.  O.  R.  R.  Co.  167. 
Ton  per  mile  revenue  usually  decreases  as  distance  increases.    Anadarko  Cotton 

Oil  Co.  V,  A.  T.  A  S.  F.  Ry.  Co.  43  (45);  Meridian  Fertilixer  Factory  r.  V.  S.  A 

P.  Ry.  Co.  654  (555);  Truck  Growers  Asso.  v.  A.  C.  L.  R.  R.  Co.  190  (193). 
Ton  per  mile  revenue  is  far  from  conclusive  evidence  of  reasonablenew  of  rate. 

Danville  Brick  Co.  v.  C.  A  N.  W.  Ry.  Co.  239.(241). 
Ton  per  mile  earnings  of  weak  line,  m  this  case,  properiy  exceeded  those  of  stroofper 

lines.    Burton  r.  U.  V.  Ry.  Co.  75  (76). 
Ton  per  mile  earnings  reduced  by  extension  of  common*point  temtory  in  Texas. 

Railroad  Commission  of  Tex.  v.  A.  T.  A  S.  F.  Ry.  Co.  463  (478). 
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TRACKAGE  RIGHTS. 
Lease  by  carrier  of  trackage  righto,  over  connecting  line,  to  a  quarry  for  hauling 
ballast  for  use  on  its  own  line,  would  result  in  discrimination.    In  re  Restricted 
Rates,  426  (428). 
TRANSFER  SERVICE. 
Transfer  service  at  station  is  no  part  of  transportation  service.    Southwestern  Pro- 
duce Distributers  v.  W.  R.  R.  Co.  458  (460). 

TRANSIT  PRIVILEGE. 
Commission  does  not  endeavor  to  establish  or  extend  transit  privileges  in  absence 

of  discrimination,  proof  of  which  is  here  wanting.    Anadarko  Cotton  Oil  Co.  v. 

A.  T.  &  S.  F.  Ry.  Co.  43  (47). 
Feeding-in-tiansit  privil^;e  held  applicable  from  station  not  specifically  men- 
tioned in  tariff;  reparation  awarded.    Henry  v.  E.  Ry.  Co.  171  (172). 
No  misrouting  to  forw^urd  unrouted  shipment  via  one  route,  though  reconsignment 

privilege  was  permitted  over  another  available  route.    Creetent  Lumber  Co.  v, 

I.  C.  C.  R.  R.  Co.  228. 
Transit  privilege  temporarily  withdrawn  through  inadvertence;  reparation  awarded 

on  shipments  moving  during  period  when  privilege  was  not  permitted.    Cres- 

cenli  Lumber  Co.  v.  M.  <fe  O.  R.  R.  Co.  230. 
Tarding-in-transit  privilege  on  lumber,  granted  at  Memphis  and  denied  at  Cairo 

resulted  in  undue  preference  under  existing  rate  adjustment;  damages  awarded. 

Sondheimer  Co.  v.  I.  C.  R.  R.  Co.  606. 

TRANSPORTATION. 
Transportation  includes  furnishing  of  car.    Arlington  Heights  Fruit  Exchange  v. 

S.  P.  Co.  106  (117). 
Station  restaurants,  news  stands,  barber  shops,  and  similar  private  enterprises  at 
railroad  terminals  are  no  part  of  transportation  service.    Southwestern  Pkoduce 
Distributers  v.  W.  R.  R.  Co.  458. 
TYPICAL  ROADS. 
No  higher  rates  ought  to  be  imposed  on  territory  involved  than  are  adequate  for 
typical  roads  mentioned.    In  re  Advances  in  Ratoe    Eastern  Case,  243  (274). 

UNDERCHARGE. 

No  order  entered  for  reparation  because  refund,  enoneously  made,  wa0  in  excess 
of  amount  of  reparation  upon  basis  of  rate  found  reasonable;  shipper  diould 
refund  excess.    W.  E.  Caldwell  C^.  v.  C.  I.  d  L.  Ry.  Co.  412  (413). 

XJnderchaige  resulted  from  failure  to  base  rates  on  actual  weight.  Clinton  Bridge 
dc  Iron  Co.  v.  C.  B.  A  Q.  R.  R.  Co.  416. 

UNDUE  PREFERENCE.     See  Preference. 
UNEARNED  INCREMENT. 
Rates,  it  seems,  may  not  be  increased  upon  a  number  of  commodities  solely  because 
its  real  estate  has  increased  in  value.    In  re  Advances  in  Rates — Western  Case, 
807(344). 
Whether  unearned  increment  is  a  proper  element  of  valuation,  not  determined. 
Railroad  Commission  of  Tex.  v.  A.  T.  A  8.  F.  Ry.  Co.  463  (484). 
UNJUST  DISCRIMINATION.    See  Disordiination. 
USE. 
Carrier  has  no  ri^t  to  dictate  uses  to  which  commodity  diall  be  put.    In  re  Re- 
stricted Rates,  426  (427). 
Bestricting  rates  on  coal  when  intended  for  particular  use  constituted  unjust  dis- 
crimination.   In  re  Restricted  Rates,  426. 
Tariff  rate  must  be  applied,  regardless  of  use  to  which  commodity  is  put.    PiMdfic 
Coast  Biscuit  Co.  v,  O.  R.  R.  d  N.  Co.  178  (180). 
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VALUATION. 
Capitalization  can  not  be  accepted  as  representing  value.    In  re  Advances  in  Bates— 

Western  Case,  307  (320). 
Commission  has  no  authority  to  put  a  value  upon  railroad  property  or  to  prescribe 

elements  to  be  considered  in  determining  that  value.    In  re  Advances  in  Rates- 
Eastern  Case,  243  (256J. 
Congress  urged  to  authorize  valuation  of  railroads.    In  re  Advances  in  Rates- 
Eastern  Case,  243  (260,  305). 
VALUE  OF  COMMODITY.    See  also  Released  Rate. 
Ad  valorem  principle  of  rate  making  can  never  be  departed  from.    In  re  Advances 

in  Rates— Western  Case,  307  (355). 
Minute  variations  in  value  can  not  be  precisely  reflected  in  cliwdfication,    W.  E. 

Caldwell  Co.  v.  C.  I.  &  L.  Ry.  Co.  412  (415). 
Value  of  commodity  as  an  element  for  consideration  in  determining  reasonableness 

of  rates.    Barr  Chemical  Works  v.  P.  <fe  R.  Ry.  Co.  77  (78);  Commercial  Club 

of  Omaha  v.  S.'P.  Co.  631  (635);  Dells  Paper  d  Pulp  Co.  v.  C.  A  N.  W.  Ry.  Co. 

419  (420);  Nucoa  Butter  Co.  v.  E.  R.  R.  Co.  174  (176);  Ohio  Face  Brick  Mfrs. 

Asso.  V.  Adams  Express  Co.  582  (584);  Rosenblatt  <fe  Sons  v.  0.  A  N.  W.  Ry.  Co. 

447  (448);  Truck  Growers'  Asso.  v.  A.  C.  L.  R.  R.  Co.  190  (194). 
VALUE  OF  SERVICE. 
Rate  involved  appears  already  to  be  paying  due  share  of  value  of  service.    In  re 

Advances  in  Rates— Western  Case,  307  (378);  In  re  Investigation  of  Advances 

in  Rates  on  Cement,  588  (592). 
Under  regulation  a  reasonable  rate  is  one  which  shipper  should  pay  in  justice  to 

carrier  which  renders  the  service.    In  re  Advances  in  Rates — ^Western  Case,  307 

(356). 
Value  of  service,  as  element  for  consideration  in  determining  reasonableness  ol 

rate.    In  re  Advances  in  Rates— Western  Case,  307  (354);  Ohio  Fm^  Brick  Mfrs. 

Asso.  V,  Adams  Express  Co.  582  (584);  Railroad  Commiswionersof  Iowa  v.  I.  C.  R. 

R.  Co.  181  (186). 
VOLUME. 
During  many  months  nearly  one-half  of  entire  eastern  movement  upon  one  tran»> 

continental  line  is  made  up  of  oranges  and  lemons.    Arlington  Heights  Fruit 

Exchange  v.  8.  P.  Co.  106  (117). 
Fact  that,  for  a  bng  time,  there  has  been  no  movement  of  a  particular  commodity 

does  not  justify  imreasonable  rate.    Scheuing  i;.  L.  &  N.  R.  R.  Co.  550. 
Increase  in  railroad  traffic.    In  re  Advances  in  Rates — Eastern  Case,  243  (285);  In 

re  Advances  in  Rates— Western  Case,  307  (366);  Railroad  Commimion  of  Tex.  «. 

A.  T.  A  S.  F.  Ry.  Co.  463  (481). 
VOLUNTARY  RATE  AND  VOLUNTARY  REDUCTION. 
Reduction  of  rate  nearly  two  years  after  movements  does  not  raise  presumption  of 

unreasonableness.    Independent  Supply  Co.  v.  C.  &  P.  R.  R.  Co.  66  (67). 
Reduction  to  meet  rate  applicable  via  shorter  route,  not  of  itself  conclusive  evi- 
dence of  unreasonableness.    Georgia-Carolina  Brick  Co.  v.  S.  Ry.  Co.  148  (149). 
Reparation  awarded  on  basis  of  voluntarily  reduced  rate.    Browne  Grain  Co.  r. 
'   G.  C.  &  S.  F.  Ry.  Co.  163  (164);  Gamble-Robinson  Fruit  Co.  «.  N.  P.  Ry.  Co. 

421  (422);  Maxwell  v,  W.  F.  &  N.  W.  Ry.  Co.  197  (198). 
Reparation  denied  on  basb  of  rate  reduced  to  meet  competitive  rate.    Mocrell  A 

Co.  V.  C.  B.  A  Q.  R.  R.  Co.  400  (402). 
Reparation  denied  on  basb  of  reduced  rate,  though  reparation  was  awarded  on 

another  basis.    Parfrey  v.  C.  M.  A  St.  P.  Ry.  Co.  104  (105). 
Reparation  by  no  means  follows  reduction  of  rate,  whether  by  voluntary  action  or 

by  Commission's  order.    Anadarko  Cotton  Oil  Co.  v.  A.  T.  A  S.  F.  Ry.  Co.  4S 

'W);  Riverside  Mills  v.  G.  R.  R.  423  (425). 
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VOLUNTARY  RATE  AND  VOLUNTARY  REDUCTION— Continued. 

Reparation  denied  on  baas  of  subsequentiy  reduced  rate.  Carstens  Packing  Co. 
V.  S.  P.  Co.  165  (166). 

Reparation  denied  on  baas  of  lower  rate  temporarily  in  effect  via  route  of  move- 
ment and  still  in  effect  via  shorter  route.  Browne  Grain  Co.  v.  F.  W.  dc  R.  G. 
Ry.  Co.  410. 

Voluntary  reduction  ia  not  of  itself  evidence  of  unreasonableness.    Maxwell  v.  W. 

F.  &  N.  W.  Ry.  Co.  197  (198). 

Voluntary  reduction  over  another  route,  caused  by  competition,  held  not  an  admis- 
sion of  unreasonableness.    American  Cigar  Co.  v,  P.  A  R.  Ry.  Co.  81  (82). 
WAGES. 
Wage  increases,  discussed.    In  re  Advances  in  Rates — Eastern  Case,  243  (253); 
In  re  Advances  in  Rates — ^Weetem  Case,  307  (370);  Railroad  Commission  of  Tex. 
V.  A.  T.  A  S.  F.  Ry.  Co.  463  (481). 
WASHINGTON,  ALEXANDRIA  A  MT.  VERNON  RY.  CO. 

Capitalization  and  earnings.    Beall  v.  W.  A.  A  M.  V.  Ry.  Co.  406  (408). 
WATER  CARRIER. 
No  authority  to  compel  lake  lines  to  run  boats  to  Ashland.    City  of  Ashland  v, 
N.  Y.  C.  A  H.  R.  R.  R.  Co.  3  (5). 
WATER  COMPETITION. 
Inducing  lower  rate  via  longer  route.    American  Cigar  Co.  v.  P.  A  R.  Ry .  Co.  81  (82.) 
Justifying  exception  to  long-and-short-haul  principle.    International  Salt  Co.  v, 

G.  A  W.  R.  R.  Co.  530  (537). 

Potential  water  competition  considered  in  fixing  rates.  Audley  Hill  A  Co.  v,  S. 
Ry.  Co.  225  (226). 

Rates  not  properly  comparable  where  water  competition  controls.  Truck  Grow- 
ers Asso.  V.  A.  C.  L.  R.  R.  Co.  190  (194). 

Rates  adjacent  to  Mississippi  River,  influenced  by  water  competiti(Hi  which  dimin- 
ishes as  distance  from  river  increases.  Anadarko  C/otton  Oil  Ck).  v.  A.  T.  A  S.  F. 
Ry.  Co.  43  (45). 

Shippers  should  receive  benefit  of  recognition  of  water  competition.  Steinfeld  A 
Co.  V.  I.  C.  R.  R.  Co.  12  (14). 

Through  rate  in  excess  of  combination  of  locals,  not  justified  by  water  competition. 
National  League  of  Commission  Merchants  of  U.  S.  v,  A.  C.  L.  R.  R.  Co.  132  (134). 
WATERED  STOCK.    i$ee  Capitaluation. 
WEAK  LINE. 

Almost  axiomatic  that  rates  can  not  be  made  so  as  to  give  high  earnings  to  poorly 
placed,  indifferenUy  operated,  or  isolated  road,  without  making  rates  extortionate. 
In  re  Advanced  in  Rates— Western  Case,  307  (377). 

Ton  per  mile  earnings  of  weak  line,  in  this  case,  properly  exceed  those  of  stronger 
linen.    Burton  v.  U.  V.  Ry,  Co.  75  (76). 
WEIGHT.    Se^aUoUnfiMvu. 

Actual  weight  of  shipment  constituted  true  basis  of  rates;  overwei^t;  reparation 
awarded.    Petere  v.  O.  S.  L.  R.  R.  Co.  598  (599). 

Alleged  di^rimination  from  use  of  graduated  weights;  question  noc  decided. 
Millinery  Jobbers  Asso.  v.  American  Express  Co.  498  (503). 

Car  might  have  been  loaded  so  that  actual  weight  would  have  been  ba«is  of  charges 
in  sei^ond  car;  consignor  loaded  cars;  carrier  not  reepomtible.  Consolidated 
Water  Powei  A  Paper  Co.  v.  S.  P.  L.  A.  A  S.  L.  R.  R.  Co.  169  (170). 

Classification  rule  applying  minimum  weights  on  shipments  in  corrugated  paper 
or  pulp  cartons  of  certain  size,  when  uncrated,  instead  of  using  actual  weight, 
unreactonable.    Millinery  Jobbers  Asso.  v.  American  Express  Co.  498. 

CommiMion  may  order  refund  of  charges  based  on  weif;ht  in  excess  of  actual  weight. 
Wheeler  Lumber,  Bridge  A  Supply  Co.  v.  A.  A  C.  R.  R.  R.  Co.  10  (11). 


